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CARRIERS’ RATE OF RETURN 

Publication in the Congressional Record of a state- 
ment prepared by M. M. Caskie, executive secretary of 
the Southern Traffic League, as to the rate of return 
earned by southern carriers, referred to elsewhere in this 
issue, has directed attention to the situation with respect 
to ascertainment of the rate of return the carriers of the 
United States have been earning annually under the 
provisions of section 15a, of the interstate commerce act. 

At present, neither the Commission nor the Bureau 
of Railway Economics (the latter being the statistical 
bureau maintained in Washington by the railroads) is- 
sues for the information of the public figures showing 
the rate of return earned by the carriers on the basis of 
the tentative valuation of $18,900,000,000, fixed by the 
Commission in Ex Parte 74, as of December 31, 1919, 
adjusted to include net additions to the properties since 
that time. 

The Bureau of Railway Economics issues a state- 
ment each month as to the earnings of Class I railroads, 
based on the reports of the carriers to the Commission. 
In its monthly statements up to that covering the reports 
for April, 1924, the Bureau gave the net railway operat- 
ing income and the rate of return that net represented 
on the basis of the tentative valuation of $18,900,000,000 
as of December 31, 1919, adjusted as hereinafter set 
forth. The rate of return for the first three months of 
1924 was stated on the basis of the carriers’ property in- 
vestment. The fact that the bureau had departed from 
its previous practice with regard to the rate of return 
was set forth in The Traffic World, May 10, 1924, p. 
1192. It is understood that the reason for the change 
Was that railway executives took the position that ascer- 
tainment and publication by-the bureau of the rate of 
return on the basis of the adjusted tentative valuation 
might be construed as approval, in part, at least, of such 
tentative valuation. When the bureau followed the 








practice of publishing the rate of return on the basis of 
the adjusted tentative valuation, it issued the following 
note of explanation: 

“Rate of return on tentative valuation” is computed on the 
tentative valuation made by the Interstate Commerce Commission 
in Ex Parte 74 for rate making purposes, adjusted by the Bureau 
of Railway Economics to apply to railways of Class I, and to 
include the net amount of additions from January 1, 1920. The 
carriers do not agree to the tentative valuation as representing 
the true value of railway property devoted to the public service. 
Such value cannot be determined until the valuation is finally com- 
pleted in accordance with the Act of Congress. 

“Rate of return on property investment” is computed on the 
investment of the carriers as shown by their books. 

All rates are computed so as to reflect seasonal fluctuations 
in traffic and earnings. 

The property investment of Class I railroads, in- 
cluding materials, supplies and cash, as of January 1, 
1924, was approximately $22,800,000,000. The tentative 
valuation of the same roads, adjusted as indicated, was 
approximately $20,000,000,000, or $2,800,000,000 less than 
the property investment account. The investment in 
road and equipment of all steam railroads, as of Decem- 
ber 31, 1919, the date of the tentative valuation of $18,- 
900,000,000, was approximately $20,040,000,000, or $1,- 
140,000,000 more than the tentative valuation. The value 
of materials, supplies, and cash varies from year to year, 
it is pointed out, but it runs approximately at $1,200,- 
000,000, according to statisticians. Adding the $1,140,- 
J00,000 and the $1,200,000,000, there was a difference be- 
cween the total property investment account and the 
Commission’s tentative valuation, at the beginning of 
1920, of $2,340,000,000. 

As has been said, neither the Commission nor the 
Bureau of Railway Economics makes available for pub- 
lication the rate of return based on the adjusted tenta- 
tive valuation. Unofficial figures for 1924, on the basis 
of the tentative valuation of $18,900,000,000, adjusted to 
apply to Class I railroads and brought up to the begin- 
ning of 1924, show the following with respect to rate of 
return: 


Eastern district, 5.15; Southern district, 6.06; West- 
ern district, 4.54; United States, 5. 

The corresponding figures for 1923 follow: 

Eastern district, 5.57; Southern district, 5.92; West- 
ern district, 4.66; United States, 5.22. 

The statement of the Bureau of Railway Economics 
on earnings for 1924 showed the following percentages 
of return, based on property investment: 

Eastern district, 4.53; Southern district, 5.20; West- 
ern district, 3.87; United States, 4.33. 

Thus it will be seen that, in 1924, the rates of return 
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The volume of freight shipped by Traction 


is showing a wonderful increase, but the Illinois Traction 


System will never grow so large that it will not watch over each 
individual shipment with a personal interest. 


There is nothing quite so satisfying for the 
shipper as to know he is getting this personal service. 


There is nothing like clasping the hand of 


the shipper and knowing his particular problems. It is to 
the interest of the railroad that it does know them. 


There is nothing more substantial in industry 


or railroading than to properly take care of the business 
entrusted to it. 


LET US PROVE TO YOU THIS 


Personal fraction Service 


FOR SATISFACTION SHIP BY TRACTION 
W. H. Wylie, Traffic Manager, Ninth and Adams Streets, Springfield, Illinois 





March 


on th 
erty 1 
I 
6.06 
State 
] 
soutl 
tive 
tions 
duct 
the : 
inco 
was 


that 
atin 
was 
was 
pur 
“ES 
the 
by 


wr tae 








- pees: — 
Pie cn eee ee 


March 14, 1925 


on the basis of adjusted tentative valuation and on prop- 
erty investment respectively, were as follows: 

Eastern district, 5.15 and 4.53; Southern district, 
6.06 and 5.20; Western district, 4.54 and 3.87; United 
States, 5 and 4.33. 

Mr. Caskie figured that the rate of return of the 
southern carriers in 1924 was 6.17 per cent on the tenta- 
tive valuation fixed by the Commission, plus net addi- 
tions since 1920, and after federal income taxes were de- 
ducted. He said the 6.17 per cent was much less than 
the actual rate of return earned before deducting federal 
income taxes, which, he said, the Commission had said 
was the proper way to arrive at the fair rate of return. 

In “Reduced Rates, 1922,” the Commission found 
that the Class I railroads in 1921 had a net railway oper- 
ating income of $614,810,531 and that the rate of return 
was 3.31 per cent. It said the value on which that return 
was computed was that taken by the Commission for the 
purpose of “Increased Rates, 1920,” otherwise known as 
“Ex Parte 74,” prorated by the carriers on the basis of 
the recorded investment in road and equipment, increased 
by the additional investment of 1920. In its decision in 
“Reduced Rates, 1922,” the Commission set forth para- 
graph (3) of section 15a as follows: 

The Commission shall from time to time determine and make 
public what percentage of such aggregate property value con- 
stitutes a fair return thereon, and such percentage shall be uniform 
for all rate groups or territories which may be designated by 
the Commission. In making such determination it shall give due 
consideration, among other things, to the transportation needs 
of the country and the necessity (under honest, efficient and 
economical management of existing transportation facilities) of 
enlarging such facilities in order to provide the people of the 
United States with adequate transportation: Provided, That during 
the two years beginning March 1, 1920, the Commission shall take 
as such fair return a sum equal to 5%4 per centum of such aggre- 
gate value, but may, in its discretion, add thereto a sum not 
exceeding one-half of one per centum of such aggregate value to 
make provision in whole or in part for improvements, better- 


ments or equipment, which, according to the accounting system 
prescribed by the Commission, are chargeable to capital account. 


The Commission pointed out that, in “Increased 
Rates, 1920,” it exercised the discretion conferred on it 
and to the 5% per cent return added the one-half of 1 
per cent during the two-year period to make provision 
for improvements, betterments, or equipment. Its find- 


ing as to a fair return in “Reduced Rates, 1922,” was as 
follows: 


That on and after March 1, 1922, a fair return upon the 
aggregate value of the railway property of the carriers defined in 
section 15a of the interstate commerce act, determined as therein 
provided, will be 5.75 per cent of such aggregate property value 


as 2 uniform percentage for all rate groups or territories desig- 
nated by this commission. 


In “Reduced Rates, 1922,” it was set forth that, in 
“Increased Rates, 1920,” the Commission found the value 
of the steam-railway property as follows: Eastern 
group, $8,800,000,000; Southern group, $2,000,000,000; 
Western group, $8,100,000,000; total, $18,900,000,000. 
Continuing on the subject of value, the Commission 
said, in its decision in “Reduced Rates, 1922”: 


_ In the instant proceeding there is little of record which goes 
directly to the subject of value. There has been a general ac- 
ceptance by carriers and shippers of the value taken in our former 
determination as an appropriate basis for the purposes of the 
Present proceeding. The respondent carriers have not attempted 
to show that that value should be increased, other than by appro- 
Priate consideration of the subsequent increments to the transporta- 
tion plant. We have before us deductions made by certain of the 

tate commissions and shippers, based upon the results of the 
valuation work under section 19a of the interstate commerce act 
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so far as announced, and also computations based upon the mar- 
ket value of outstanding stocks and bonds. 

More than 20 months have passed since our former determina- 
tion, and in that period the valuation of the railroads under section 
19a has gone forward. The work is still incomplete, but has 
progressed to such an extent that we may accept the results with 
fuller assurance, both as to particular roads and as showing general 
trends and principles. In our administration of various sections 
of the act, and in our certification of stadard return for the pur- 
poses of the federal control act, we have had occasion to make 
further investigation and corrections of investment accounts of the 
carriers. 

The various other values and elements of value, as set forth in 
Increased Rates, 1920, supra, pages 228-229, have been reexam- 
ined in the light of the present record and the requirements of 
section 15a. We find no present reason to disturb the value taken 
by us in that proceeding as approximating the sums there stated, 
except to the extent that subsequent additions to or withdrawals 
from the property in service, including materials and supplies and 
working capital, and further depreciation, make adjustment neces- 
sary. Whether the value taken by us in 1920 should stand without 
consideration of these later items or not, the difference would be 


reflected only in fractions of per cents of the returns hereinafter 
indicated as the results of operation. 


On the subject of deduction of tax accruals, includ- 
ing income taxes, which is referred to by Mr. Caskie, 
the Commission said, in “Reduced Rates, 1922”: 


Under our system of accounts all charges to the account “rail- 
way tax accruals” are deducted from railway operating revenues 
before arriving at railway operating income, and all state and 
federal taxes, income or other, relating to carriers’ railway 
property, operations, and privileges, are charged to that account. 
This method of accounting was recently sanctioned by the Supreme 
Court of the United States in Galveston Electric Co. v. City of 
Galveston, supra. As indicated by the court, the net income under 
this accounting procedure is to the stockholder a tax-exempt 
income, and this fact should be considered in determining what 
return shall be deemed fair. 

The railway operating income, increased or diminished, as the 
case may be, by the credit or debit balances in the accounts known 
as equipment rents and joint-facility .rents, becomes net railway 
operating income, the amount of which is less than it otherwise 
would be by the amount of income tax accrued or paid. The 
term “net railway operating income” is defined in paragraph (1) 
of section 15a. Under paragraph (3), above quoted, rates are 
to be so adjusted that carriers as a whole or in designated rate 
groups will earn an aggregate annual net railway operating income 
equal, as nearly as may be, to a fair return. If this were realized 
in any instance the carrier would receive that return over and 
above all taxes, including the federal tax on income, and if the 
fair return as determined and made public by us was 6 per cent 
the carrier would hold that return “tax free” in the 


sense that 

after payment of its income tax it would still have left the 6 
per cent. 

Railway corporations, like all others, are subject to income 


taxes which, since January 1, 1922, amount to 12.5 per cent on their 
net income less deductions computed as provided in the income 
tax law, 42 Stat. L., 277. In our view railway corporations should, 
like other corporations, pay their federal income taxes out of the 
income, rather than collect it, in effect, from the public in the 
form of transportation charges adjusted to enable it to retain the 
designated fair return over and above the tax. We may observe 
that a fair return of 5.75 per cent, representing an aggregate 
annual net railway operating income arrived at after deducting, 
among other things, the federal income tax on a return of 6 per 
cent, would be approximately the equivalent of a fair return of 6 
per cent, out of which the federal income tax was payable. 


Paragraph (4) of section 15a, relating to determina- 
tion of value of the carriers’ properties by the Commis- 
sion, follows: 


For the purposes of this section, such aggregate value of the 
property of the carriers shall be determined by the Commission 
from time to time and as often as may be necessary. The Com- 
mission may utilize the results of its investigation under section 
19a of this act, in so far as deemed by it available, and shall give 
due consideration. to all the elements of value recognized by the 
law of the land for rate-making purposes, and shall give to the 
property investment account of the carriers only that consideration 
which under such law it is entitled to in establishing values for 
rate-making purposes. Whenever pursuant to section 19a of this 
act the value of the railway property of any carrier held for and 
used in the service of transportation has been finally ascertained, 
the value so ascertained shall be deemed by the Commission to 


be the value thereof for the ‘purpose of determining such aggregate 
value. 


It is understood that there are figures in the office 








670 


of the Commission as to the rate of return being earned 
by the carriers on the basis of the valuation of $18,900,- 
000,000, brought up to date, but that these figures are 
regarded as confidential for the use of the commission- 
ers. The position is taken, it is understood, that these 
figures should not be made available to the public be- 
cause they are in no sense final and are only approxi- 
mate. It is understood that another reason why it is 
held that these figures should not be made public is that, 
for example, the rate of return for 1924 is based on the 
tentative valuation adjusted up to December 31, 1923, 
and that there are no figures showing the rate of return 
for 1924 as based on the tentative valuation adjusted up 
to December 31, 1924, because the necessary information 
to bring the valuation up to date has not yet been filed 
by the carriers for 1924, 

In its thirty-eighth annual report to Congress, dated 
December 1, 1924, the Commission said: 


As the annual net railway operating income has been recently 
less than 1,000,000,000, it is safe to say that the return of 534 per 
cent upon fair value js not being received by the carriers. We 
are unable to say precisely what the return is, as a fair value for 
the carriers in groups or as a whole is not being determined by 


us except in so far as necessary for the purpose of a general 
rate case. 


If there should be another rate investigation involv- 
ing general increases or decreases, it would become 
necessary for the Commission to deal with the subject of 
valuation and the rate of return. Apparently, until such 
a situation develops, the Commission will not state for 
publication after the end of a given year what rate of 
return was earned by the carriers in that year. 

We think it is incumbent on the Commission, under 
section 15a, to announce the rate of return earned by the 
carriers on the basis of its tentative valuation, properly 
adjusted. If such information cannot be published im- 
mediately after the close of a year, it should be published 
when the information necessary to make such publica- 
tion possible has been obtained. The valuation of $18,- 
900,000,000, as of December 31, 1919, was qualified as 
being only a tentative valuation and rates were pre- 
scribed on the basis of that valuation. It may be con- 
ceded that the Commission could reach only an approxi- 
mate valuation, under the circumstances, on which to 
figure the rate of return in a given year, but we think the 
public is entitled to have an approximate rate of return 
stated with such qualifications as the Commission may 
wish to attach. Under the situation the public has noth- 
ing Official as to the rate of return. When the work of 
valuing the railroads has been brought to the point 
_ where valuations may be kept current, there will be a 
different situation, but it will be at least several years 
before that point is reached. 

It might be pointed out also that the Bureau of 
Railway Economics has not dealt in an entirely frank 
manner with the public. It has a right, of course, to 
make any figures it chooses and to show what the per- 
centage of return is on railroad property investment, so 
long as it tells what it is doing and does not mislead. It 
did say in its statement of railway revenue for 1924 
(Traffic World, February 14, p. 424), that the return 


shown was on property investment, but it also said in its 
review: 


Although the railroads were operated in 1924 with the greatest 
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efficiency in their history, they failed to earn a return of five and 
three quarters per cent, which has been set up by statute as a fair 
return for them. 


This statement, as we have shown, was not correct 
as to the southern carriers and, taken in connection with 
the rest of the report, was misleading as to carriers in 
other territories, since the ordinary reader would nat- 
urally compare the percentages given by the bureau with 
the five and three-quarters per cent prescribed by the 
Commission, whereas the proper percentages, if compar- 
ison was to be made with the five and three-quarters per 
cent, should have been larger. 

We are not particularly concerned over the fact nor 
do we think it alarming that the carriers in one group 
have been able to earn something more than the five and 
three-quarters per cent on their valuation fixed by the 
Commission, under the law, as a fair rate of return. We 
do not think a reduction in rates should necessarily fol- 
low. It was not thought necessary to advance rates 
while the carriers were earning less than the fair rate of 
return and, if they are earning something more than that 
now, matters are no more than even, if that. Moreover, 
we are not interested in restricting the carriers to the 
minimum of the fair rate of return. We are glad that 
they are able to earn more than that, so long as the ex- 
cess is not too much. We regard it as an evidence of 
prosperity. Besides, as we have said above, there is 
doubt as to what the final valuation of the railroads, on 
which the fair rate of return will be figured, is to be, the 
present valuation, on which the rate is figured, being 
only tentative, and there is still some doubt as to the 
methods used by the Commission in determining valua- 
tion. Some of the railroads are contesting, saying that 
the Commission has placed the valuation of their prop- 
erties at too low a figure. The excess the southern rail- 
roads are earning, therefore, may not be too much to 
take up this margin of doubt. It is important, however, 
that the public should know the exact facts, not only be- 
cause that knowledge is its right, but because it might 
have a specific bearing on some rate case where a reduc- 
tion would not be considered proper if the carriers in a 
given territory were earning less than the legal fair re- 
turn but where, if it were known that they were earning 
more than that legal fair return, an adjustment might be 
thought reasonable. 

But we are concerned over the fact that the true 
state of affairs has been concealed. The attitude of the 
carriers makes it all the more necessary that the Com- 


mission should say something as to the rate of return 
they are earning. 


ROLLING STOCK ADDITIONS 


Class I railroads on February 1 had 59,295 freight cars 
on order, according to reports filed by the carriers with the car 
service division of the American Railway Association. This 
compares with 55,684 on order on January 1 this year and 
25,390 on order on February 1, 1924. Of the total number on 
order on February 1 this year, box cars numbered 31,018, coal 
cars 22,111, and refrigerator cars 2,406. 

In the month of January this year 12,735 freight cars were 
placed in service by the class I railroads, of which box cars 
totaled 6,367, coal cars 3,935, and refrigerator cars 1,272. In 
January, 1924, a total of 16,192 freight cars were installed in 
service. 

Reports also showed 167 locomotives placed in service in 
January, with 280 on order on February 1. In January last 
year 271 locomotives were installed in service, while there were 
439 on order on February 1, 1924. 
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| in Washington . 
Dislodging of LaFollette—As many in Washington see it the 
country received a great service at the hands of the Senate reg- 
ylars of the two large parties, when, this week, they dislodged 


LaFollette and his three open and avowed followers from the 
places on committees to which the regulars had assigned them 


| on the theory that they were Republicans who would work on 


those committees as a majority of Republicans desired them to 


| work. The regulars assigned men like themselves to the leading 


places on those committees formerly occupied by the LaFollettes. 
They put the regulars at the foot of the list. They disavowed 
responsibility for the irregulars. They selected men to serve on 
the committees who would consider the measures referred to 
them as the regulars themselves would consider them, were the 
regulars all sitting as members of a committee. The irregulars 
did not get any designation. They may call themselves Repub- 
licans if they like, or they may call themselves Democrats. The 
false label law does not apply to men, only to the products of 
factories. They were not “read out” of any party. They had not 
been invited to come into the caucus of any party. They are 
free to hold caucuses of their own. The most that can be said, 
it is believed, is that both the Democratic and the Republican 
senators of the regular stripe decided that they would not take 
the responsibility of placing the irregulars at posts where it 
might be inferred that they had been placed because the regu- 
lars had faith in them. The regular Democrats, by their acts, it 
was assumed, showed that they felt sore at themselves for hav- 
ing consorted with the irregulars and, thereby, given their ene- 
mies the opportunity, in the last campaign, to denounce LaFol- 
lette and close their own mouths, so far as denunciation of La- 
Follette’s socialistic and communistic ideas were concerned. 
Senators Walsh and Wheeler, of Montana, Ashurst, of Arizona, 
and Heflin, of Alabama, tried to keep alive the coalition of the 
last Congress. They carried with them Borah, Howell, Norbeck, 
Norris, and Shipstead, claiming to be Republicans, Brookhart, 
Frazier, and Ladd, the LaFollette followers, and Bleese, Walsh, 
and Wheeler, who call themselves Democrats. Ashurst deserted 
on the roll call. While there were many in Washington who 
doubted the wisdom of the action in demoting the LaFollette 
Republicans, even the doubting Thomases admitted that it would 
be good for the country, for the time being, at least, to know 
which party was responsible for what took place or did not take 
place in the Senate, or what was likely to take place. In the 
last session, although the Republicans were supposed to be in 
control, Senate committees made reports that scourged the 
Coolidge administration and turned sand blasts against Repub- 
lican policies. Unless the coalition is resumed, by reason of the 
rejection of Warren to be attorney general, reports from commit- 
tees in the next Congress will be written from the Republican 
point of view. Twenty-seven regular Democrats joined thirty-seven 
regular Republicans in confirming the appointments to commit- 
tees. Walsh, of Montana, tried to break up a unanimous consent 
agreement that the committee assignments should be voted on 
en bloc, so as to have each senator vote for each man he desired 
to have on a committee. Senator Harrison, of Mississippi, who 
once flayed Senator Bruce, of Maryland, for having refused to 
“go along” with LaFollette, objected to that. Senator Pittman, 
of Nevada, who would have been the beneficiary of the effort 
Walsh was making, indignantly refused to allow his name to be 
used. The weight of thought in Washington seems to be that 
demotion of LaFollette and his followers will be noticed to those 
in Wisconsin, Iowa, and the Dakotas, who desire to be Repub- 
licans, that they cannot hope to be regarded as such of they 
continue to vote for LaFollette, Ladd, Frazier, and Brookhart. 
The thought is that hundreds of thousands in those states, not- 
withstanding much publicity, really desire to be regarded as Re- 
publicans and need such a jolt as the LaFollettes received to ad- 
vise them that, in the eyes of Republicans in other parts of the 
country, they are not sending Republicans to the senate when 
they give commissions to the ones for whom the big majority of 
Republicans in the Senate refuse to be responsible, even to the 


extent of assigning them to places on the standing committees 
of that body. 





Log Cabin Statesmanship.—It is a long time—Charles W. 
Fairbanks, of Indiana, probably was the last—since any man in 
public life has thought it worth while, in telling how good he is, 
to mention the fact that he was born in a log house. John Q. 
Tilson, the new Republican floor leader in the House of Repre- 
sentatives, after his election, announced that he was born in a 
house, “built of logs, but not a typical log cabin,” in Tennessee, 
in 1866. Fairbanks, while a candidate for the presidential nomi- 
nation, said he was born in a log cabin. Then some one did the 
mean thing of showing, by means of a photograph, that the log 
cabin had been enclosed in a large colonial type house, one of 
the kind they call a mansion in Virginia. A generation ago, 
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Ohio and Indiana had hundreds of houses of the Fairbanks kind. 
When the pioneer prospered he covered his cabin of black wal- 
nut logs with either lap or drop siding, bought himself some 
factory-made shingles, and burnt the old fashioned hand-made 
chestnut slab shingles that had formed the roof over his head. 
That kind of “uppitiness” was followed by allowing the children 
to break up the grandfather clock and the mahogany frame 
lounge, settee, sofa, or whatever the French name for the spark- 
ing bench may be, because they were not stylish. But the fact 
that Tilson was born in a log house is much less interesting than 
the fact that he was born in the mountain section of Tennessee 
and, since 1908, with one term out, has been a representative 
from Connecticut. Usually it is the other way about. The 
young man from the east goes west and comes back to Con- 
gress. The late Representative Raeburn, of Philadelphia, also 
some time mayor of that city, and former Commissioner Daniels, 
now a professor at Yale, were exceptions to that rule. They 
were born in Ohio and rose to prominence in public life in the 
east. Tilson educated himself at Yale and then decided to prac- 
tice law in New Haven instead of going back to the mountains 
of Tennessee. Tilson, if he were still living in Tennessee, would 
be called a lank mountaineer, because he is more than six feet 
tall, although not so terribly lanky. 





Coolidge, the Pilgrim—Curtis, the Indian—The man who 
observed that politics makes strange bed-fellows, of course, had 
not Calvin Coolidge and Charles Curtis in mind. But a stranger 
pair riding up and down Pennsylvania Avenue together could 
hardly be imagined than Charles Curtis, more, by looks at least, 
Indian than white, and Calvin Coolidge, of the God-fearing 
religious sect that is never represented as on its way to the 
meeting house except with a large Bible in the crook of its left 
arm and a flintlock over its right shoulder grim-lipped, like 
Coolidge, possibly hoping to find use for the gun. Coolidge runs 
true to type. As much cannot be said for the senator from 
Kansas, who rode with Coolidge because the Senate had made 
him chairman of the committee that arranged the inauguration 
ceremonies. Curtis is round-faced, full-lipped, and looks more 
like a Maya Indian, the kind that lived on the Carribean and 
in the islands thereof, than a plains Indian of the middle west, 
such as he is, in part. Nor has Curtis the pronounced high 
cheek bones of so many Indians. The round-faced, full-lipped 
type Indian is not rare in the Leland’s Southwestern Lines tariff 
territory but Curtis does not look like the kind that stalked 
Coolidge’s ancestors and was stalked by them in turn three 
centuries ago. Since the retirement of Senator Cowen, of Okla- 
homa, a few years ago, Curtis has been the only outstanding man 
of Indian ancestry in the Senate. There may be others, but, if so, 
the fact is not well known. Mention of Senator Curtis brings 
to mind that the Indian bureau has just announced definitely 
that Sacagawea, the Shoshone Indian “bird woman,” who guided 
the Lewis and Clark expedition, in 1805, to the Columbia River 
country, is really buried at Fort Washakie, Wyoming, as the 
bronze tablet at that place says. Question was raised some 
time ago as to whether that was her grave, so the Indian Bureau 
detailed Charles A. Eastman, a full-blooded Sioux, to inquire. 
Three months he devoted to that work and his conclusion is that 
that woman, who lived to be ninety-odd years old, was really 
buried at the fort. The United States has been decent to her 
memory to the extent of putting a bronze tablet above her grave. 





Assigned Car Litigation.—At the time this was written no 
railroad had asked for an injunction forbidding the enforcement 
of the Commission’s order in the assigned car case. It looked 
as if it would be a waste of money for the carriers to go to, 
court. Owners of private cars seemed willing to bear the ex- 
pense. In fact, it was reported that at least two big railroad 
systems had concluded that they would not ask for a judicial 
review. They were satisfied that there would be a judicial 
determination without their help. A coal car famine now seems 
so far off that the whole subject is being discussed in a leisurely 
manner. One of the questions that has been asked is what will 
happen if, when a famine comes, the owner of a coal car sends 
it as revenue freight to his mine, loads it with his coal, an 
tenders it to the railroad for transportation to his manufacturing 
plant. The subsidiary question is: Will the railroad refuse to 
accept the car as revenue freight to be taken to the mine; if 
not, will it refuse to set the car at the mine because the order 
requires the “distribution” of “available coal cars” on a pro 
rata basis to all the mines, or will it assume that the abolition 
of the assigned car rule did not relieve it of the duty to trans- 
port, safely, and with reasonable dispatch, freight offered to it? 
What constitutes the “available” supply of cars for distribution 
mentioned in the Commission’s order is also a question that has 
been raised in connection with the report and order in that case. 
All available cars are to be distributed under the pro rata rule. 
There are court decisions that seem to make all cars on a rail- 
road, regardless of ownership, subject to the rules the carrier 
or Commission may choose to make. Also there are decisions 
in which the courts have undertaken to make reparation to the 
owner of a car who has been deprived of the use thereof through 
the carelessness of a carrier in allowing it to be diverted to the 
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use of some one other than the owner. The chances, of course, 
are taken to favor court decisions upholding the order of the 
Commission, because the courts seem to have a high regard for 
the judgment of the Commission in deciding questions of law. 
The courts also know that, if shippers do not like the law as 
declared by the Commission, they can usually persuade Congress 
to change it. They also know that seldom, if ever, does a case 
before the Commission involve a vested interest, there being no 
property right in a rate, rule, regulation, or practice. 


Coolidge Wants to Know.—Apparently, President Coolidge’s 
idea of economy is that, if one will save the pennies, the dollars 
will take care of themselves, and that the only way to know 
about the pennies is to have a periodical report on the subject. 
He has had the Bureau of the Budget direct the head of each 
department to make a monthly report on the number of em- 
ployees in his department and to make an explanation as to why 
there has been an increase, if one has taken place, in the num- 
ber. That order is suspected of having been caused by the fact 
that, in 1924, there was an increase of more than 10,000 em- 
ployees in the government service. Early in the year he lec- 
tured the heads of the departments on the sin of having more 
men on the pay roll than absolutely necessary. In his inaug- 
ural address he referred to the raising of a dollar, by taxes, 
more than necessary, as a “species of legalized larceny.” Prob- 
ably, as a result of the economy talk in January, there have been 
dismissals from the Bureau of Engraving and Printing and the 
Government Printing Office, which, in the old days, would have 
been described as .‘‘wholesale.” Dismissals from the public 
service, in Washington, are regarded as almost as calamitous as 
a plague, a volcanic eruption, or an earthquake of a violence 
that would cause it to be denominated an earthquake, even in 
San Francisco. Coolidge, however, has never had the idea sold 
to him that the federal government must spend money enough 
in Washington to keep its real estate business on a boom all 
the time. His idea is that the federal government should be as 
careful in its expenditures as a thrifty New Englander or his 
counterpart, in Pennsylvania, who also knows how to make the 
eagle on his money do a full day’s work every secular day in 
the week. No president, in recent years, at least, has insisted, 
with so much emphasis as Coolidge, that one way to save a 
dollar is to avoid spending it. A. BD. HH. 


RETURN OF SOUTHERN CARRIERS 


The Traffic World Washington Bureau 


Senator Smith of South Carolina has inserted in an ap- 
pendix of the Congressional Record a copy of a bulletin re- 
cently sent to members of the Southern Traffic League by 
M. M. Caskie, executive secretary of the League, wherein Mr. 
Caskie set forth his conclusion that a statement sent from 
Washington to the newspapers throughout the country, that the 
southern carriers were earning less than the fair rate of return, 
was misleading. In his bulletin and in his letter to Senator 
Smith he contended that in 1923 and in 1924 the class I rail- 
roads of the South earned a return in excess of that estab- 
lished by the Commission, which is 5.75 per cent, on the ten- 
tative valuation of the Commission plus net additions since 
1920 and before federal income taxes were deducted. In his 
bulletin Mr. Caskie said: 


The press carried a recent statement from Washington to the 
effect that southern carriers only earned 5.20 per cent on their prop- 
erty for the year 1924, and of course this tends to mislead the public 
into the belief that the said southern carriers are not earning the 
fair rate of return provided by the transportation act of 1920 and 
fixed by the Interstate Commerce Commission in Reduced Rate case 
of 1922. This statemment, which appeared in the press as coming from 
Washington, failed to state that the 5.20 per cent was not based on 
the valuation fixed by the Interstate Commerce Commission, plus net 
additions and before Federal income taxes were deducted, but left 
such an inference to be drawn therefrom. The statement should 
have been to the effect that the southern carriers earned 5.20 per cent 
not on the fair valuation as fixed by the commission, but upon the 
earriers’ own book value, and not before, but after Federal income 
taxes were deducted. 

Moreover, a correct statement of the true facts, which as yet has 
not appeared in the press, is that the southern carriers earned 6.17 
per cent on the tentative valuation fixed by the Interstate Commerce 
Commission, plus net additions since 1920 and after Federal income 
taxes were deducted. The statement to have been correct should 
further have called attention to the fact that the 6.17 per cent is 
very much less than the actual rate of return that was earned before 
deducting Federal income taxes, which the Interstate Commerce 
Commission says is the proper way to arrive at the fair rate of 
return. 

I am giving you these figures and excerpts from the Interstate 
Commerce Commission’s decision in order that you may let your 
members and the public, through your local press, understand that 
the southern carriers are earning the greatest net railway operating 
income ever betore known in their history, after paying all taxes 
of every kind and description, including their Federal income taxes. 
This information is necessary for the public consumption because 
there is an erroneous impression abroad that the shippers, the State 
commissions, the Interstate Commerce Commission, Congress, and 
the various state legislatures are not dealing fairly with the carriers. 


In a tabulation to show the rate of return Mr. Caskie 
said the property investment claimed by the southern roads, in 
1923, was $2,651,000,000, while the tentative valuation of the 
Commission for that year was $2,229,474,000, and the return 
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5.85. The 1924 figures used by Mr. Caskie were: Property jp. 
vestment, $2,741,431,000, tentative valuation $2,310,905,000, ang 
the rate of return 6.17 per cent on the last mentioned figure. 
axplaining how he arrived at his figyres, Mr. Caskie saijj: 
I deem it important to give you these figures for the additiona; 


purpose of enabling you to use them in rate proceedings in which the 
revenue results of southern carriers might become a matter of jm. 


portance. The figures shown on the attached statement are ql 
taken from statements. prepared by the Bureau of Railway 
Economics, 


an organization maintained by all the railroads, with 
headquarters in Washington, D. C., with the single exception of 
tentative valuation figures shown for the year 1924. The tentative 
valuation figures for 1924 were arrived at by adding to the tentative 
valuation figures for 1923 the precise amount that the Bureau of Rail- 
way Economics show was added to the property investment account 
for 1923 to arrive at the property investment account for 1924. The 
tentative valuation figures for 1923 are those compiled by the 
Bureau of Railway Economics. 


The text of the statement of the Bureau of Railway Eco. 
nomics on railway earnings in 1924, on which press reports 
referred to by Mr. Caskie were based, was published in The 


Traffic World of February 14, p. 424. 


JANUARY RAIL REVENUES 


Gross operating revenues of Class I railroads, having a 
total mileage of 237,128 miles, amounted to $484,773,600 in 
January, 1925, according to a report compiled by the Bureau of 
Railway Economics from returns filed by the carriers with 
the Commission. This was an increase of $15,787,400 or 34 


per cent over the same month last year. In its report the 
Bureau said: 


Operating expenses totaled $383,734,800, a reduction of $1,357,200, 
or four-tenths of one per cent, under those for January, 1924. 

The net operating income for the Class I railroads in January was 
$65,842,000, compared with $51,387,200 in January last year, or an in- 
crease of $14,454,800. 

The net operating income is what jis left after the payment of 
operating expenses, taxes and equipment rentals but before interest 
and other fixed charges are paid. 

Earnings by districts for January with the percentage of return 
based on property investment on an annual basis follows: 


TOW DPI CORON ci cccvcvcticcccsssweeseesces --$ 2,222,514 4.69% 
Great EGEGR POSTION cccccvvcecdscocscees eer re 4.74% 
Central BastOrm FeRION cccccccsiccicey ee etree 13,152,406 4.71% 
I IIE So brrvccduk-cccc cies euscedeseains - 5,012,612 7.35% 

TEED MENON GIBNTICE. bicccctcvcnseessutiosce - 30,949,657 5.01% 

Total BOVENCrN Gistrict .....cccesecvesee ee - 11,451,623 5.38% 
PIGHUIIIPORIOTE BORIOM. ioc cc ciccccicccescceceececoess 4,460,608 2.75% 
COMETEL VOOUCOTE POBION oecicc ccccccsccesevecvcvcees 11,787,676 4.70% 
SOutRwWestern PEGION oo0cccccccvcecncs eivianeie-eieriachre 77,192,439 4.65% 

Total Western district ........ pare omnes cccee Sapeee las 4.13% 


WEG CREED o6.ccicccciveveseeeviee to ecaele . 65,842,003 4.71% 
Twenty-seven Class I carriers operated at a loss in January, ot 
which 11 were in the Eastern district, three in the Southern and 13 
in the Western district. In December 33 roads had operating deficits. 
Maintenance expenses in January totaled $165,324,100, compared 
with $165,655,200 in January, 1924. Maintenance of way expenditures 
alone in January this year totaled $56,971,378, an increase of $1,638,- 
547 over those for the same month one year ago. Expenditures for 
maintenance of equipment amounted to $108,352,700, a decrease of 
$1,969,660 under January last year. é 

Carriers in the Eastern district had a net operating income in 
January of $30,949,650, as compared with $24,509,300 in erat last 
year. Freight traffic in the Eastern district in January, according to 
incomplete returns, was about 5 per cent over the corresponding 
period last year. Gross operating revenues of the Eastern carriers 
totaled $239,812,400, an increase of 2.5 per cent over January the year 
before. Operating expenses totaled $193,488,300, a decrease of one- 
half of one per cent under the same month last year. 

Class I carriers in the Southern district in January had a net 
operating income of $11,451,600, compared with $10,127,780 in January 
last year. Freight traffic on the Southern roads in January was 
about 3 per cent above the same month last year. Gross operating 
revenues of the Southern carriers in January totaled $67,909,850, an 
increase of 3.5 per cent over the same month last year, while operat- 
ing expenses totaled $51,856,000, virtually the same as in January, 1924. 

Carriers in the Western district had a net operating income in 
January of $23,440,700, compared with $16,750,130 for the same month 
last year. Freight traffic in the Western district showed an increase 
of approximately 10 per cent over January, 1924. Gross operating 
revenues of the Western carriers totaled $177,051,325, an increase of 
4.5 per cent over January last year, while operating expenses totaled 
$138,390,430, a decrease of four-tenths of one per cent. 





FERTILIZER HEARINGS 


The Commission has promulgated a program to be fol- 
lowed in No. 16295, fertilizers and fertilizer materials between 
southern points, at hearings, the first of which will be begun 
at Atlanta, April 20. It said, among other things, that, while 
the order instituting the case mentioned intrastate rates 1 
Alabama, South Carolina, and Georgia, only testimony relative 
to state adjustments would be freely admitted for any southern 
state. It laid down features to be covered by the railroads 
at the first hearing. 


ORDER ON COTTON RATES 


The Commission has issued an order in No. 13418, Houston 
Cotton Exchange and Board of Trade et al. vs. Arcade & Attica 
et al., putting into effect, not later than April 25, the findings 
made by it, November 4, 1924. The carriers had ninety days 
in which to comply with the findings. They failed to do s®0, 
hence the issuance of the order, prescribing rail-and-water and 
rail-water-and-rail rates on cottun from points in Oklahoma yia 
Galveston and Mallory and Southern Pacific steamships t0 
destinations in New England. 
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| Decisions of Interstate Commerce Commission 





DUTY TO FURNISH CARS 


The Commission, division No. 5 speaking, in a mimeo- 
graphed report on No. 14950, United Collieries et al. vs. South- 
ern and Interstate railroads, has re-stated the law about the 
obligation of carriers to furnish cars for the operation of 
through route and joint rate arrangements, and said that the 
discontinuance by the Interstate of the role of a dependent upon 
the Southern for cars for the use of mines served by it, and 
the assumption by each of the two railroads of its legal obliga- 
tion to furnish cars to shippers on its lines would tend to sim- 
plify the proposition presented in the complaint. 

Specifically it said that carriers subject to the act were 
charged with the duty of furnishing cars for transporting traffic 
originating on their lines. It said that a carrier’s obligation to 
furnish cars for shipments of traffic from points on its line to 
points on the lines of its connections was joint with the latter, 
and arrangements between them whereby one carrier undertook 
to furnish cars that were legally incumbent upon the other to 
furnish did not relieve the latter of its obligation. 

The Commission held the Interstate Railroad not a de- 
pendent connection of the Southern for the supply of cars for 
the coal mines served by it under the provisions of paragraph 
(12) of section 1 of the act. 

Complainants are corporations mining coal in the St. 
Charles district in Virginia. In May, 1923, they filed a com- 
plaint alleging that the Southern had failed to furnish com- 
plainants with a reasonably adequate car supply; that it had 
failed to make just and reasonable distribution of coal cars 
among the mines served by it; that in the case of certain 
favored mines served by the Interstate it had failed to count 
against those mines each and every car furnished to or used by 
such mines; and that in 1922 and since it had failed to furnish 
complainants with an equitable pro rata distributive share of 
available equipment, thereby discriminating against and subject- 
ing them to undue prejudice in violation of the first and third 
sections. The prayer was for just, reasonable and non-discrim- 
inatory distribution rules, and an award of damages from and 
after January 1, 1922. 


At the hearing the United Collieries withdrew as a com- 
plainant because the rules, effective June 1, 1923, were satis- 
factory to it. The questions left for determination, as stated by 
the Commission, were: 


(1) Whether the Interstate should any longer be charged with 
being customarily dependent upon the Southern for car supply for 
mines located on the Interstate; and (2) whether in times of car 
shortage it is incumbent upon the Southern to undertake to furnish 
the Interstate as a dependent connection from its car supply cars 
under the customarily dependent clause of paragraph (12) of section 
one of the interstate commerce act. 


The Interstate, which has been in the role of a dependent 
carrier, the report showed, had 80 miles of track and owned 
about 3,000 coal cars. Notwithstanding that large ownership, 
the Commission said the Interstate was treated by the Southern 
and its other connections on the basis as if the mines on its 
rails were on their rails; that is to say, the mines on the Inter- 
state were accorded the same distribution of cars as was con- 
currently made to the mines actually on the lines of the connec- 
tions. The Commission said that up to 1913 it was manifest that 
the Interstate was dependent upon its connections for cars for 
use by the mines on its line. Measured by the number of cars 
owned by the Interstate, the report said, that dependence no 
longer existed. But it said the Interstate contended that be- 
cause its cars were pooled with those of other roads, and were 
not promptly returned to it by connecting roads in times of 
shortage, it was absolutely dependent upon its connections, 
especially the Southern, for its car supply. It said that if the 
connections would make a car for car interchange at junctions, 
600 cars would be enough to transport all the coal originated by 
Mines on the Interstate when running at full capacity. It con- 
tended that it was not only the right, but the duty of the 
Southern, because the latter constantly had 200 or 300 Interstate 
cars upon its rails, to furnish the Interstate at all times, includ- 
ing periods of shortage, enough cars to enable operators on 
its line to run at full capacity. However, it said, the Inter- 
State was not insisting that that be done. 

The Commission said it had clearly defined the obligation of 
carriers to furnish cars in Huerfano Coal Co. vs. C. & S. E., 28 
I. C. C. 506, and in Campbell’s Creek Coal Co. vs. Ann Arbor, 
33 I. C. C. 558. In disposing of this case, the Commission said: 


Practically all the coal from the Interstate moves under joint 
rates with its connections. On coal from mines on its line and via 
the Southern and its connections, the average division of the rates is 
10 per cent to the Interstate and 90 per cent to the Southern and 
its conections. 

While it is clearly the obligation laid by the law upon the South- 
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ern Railway to furnish a reasonably adequate car supply sufficient to 
fill all reasonable orders of mines on its line, and to satisfy its legal 
obligation to furnish its proper proportion of cars for the operation 
of the through routes to which it is partly under its joint tariffs, 
the Interstate owes a like obligation tou the mines on its line, and 
to the Southern and other roads over which there are through routes 
and joint rates. Neither can divest itself of this obligation. 

f the Interstate had made proper arrangements with its con- 
nections for the return of its cars, there would have been available 
for the use of mines on its line, more cars than they actually re- 
cieved under the existing arrangements. The Interstate should 
distribute cars under its rules governing distribution of cars to 
coal mines dependent upon it, and invoke the regulations provided 
for the prompt return of the cars by connections, instead of dele- 
gating these duties to the Southern. 

The discontinuance by the Interstate of the role of a dependent 
upon the Southern for cars for the use at mines served by it, 
and the assumption by each carrier of its legal obligation to furnish 
cars to shippers on their respective lines will tend to simplify the 
proposition here presented. 

We find that the Southern Railway Company and the Interstate 
Railroad Company are each charged with the duty of furnishing cars 
for transporting traffic originating on their respective lines; that the 
obligation to furnish cars for shipments of traffic from points on 
their respective lines to points upon the lines of their connections 
is joint with the latter, and custom between them, whereby one 
carrier undertakes to furnish cars that are legally incumbent upgn 
the other to furnish, does not relieve the latter of its liability r 
failure to furnish cars. We further find that the Interstate Railroad 
is not dependent upon the Southern Railway for the supply of cars 
for the coal mines served by it under the provisions of paragraph 
(12) of section 1 of the interstate commerce act. 

The car service rules now in effect, generally, as between carriers, 
if properly enforced, should take care of the requirements of the 
Interstate. No order is necessary at this time. 


UNDUE PREJUDICE FOUND 


A finding of undue prejudice and an order to remove it not 
later than May 14 have been found in No. 15634, Craney Island 
Coal Company et al. vs. Carolina, Clinchfield & Ohio, et al., 
mimeographed, as to rates on coal, and the charges thereunder, 
from group-2 mines on the Carolina, Clinchfield & Ohio, in Ken- 
tucky and Virginia, to destinations in Alabama, Florida, Georgia, 
South Carolina and Tennessee. The Commission found the 
rates not unreasonable, but unduly prejudicial to the extent 
they exceeded the contemporaneous rates from Steinman and 
Moss, Va., to the same territory of destination. 

The Commission said the desire of the complainants was to 
have their mines included in group-1 and that there was nothing 
in the record to indicate that the rates under attack were un- 
reasonable. The rates from group-1 mines were made on order 
of the Commission. The report said the rates from group-2 
points, for an extra average haul of about 30 miles, was 12 
cents per ton. It said the evidence was clear that the coal pro- 
duced in the two groups was the same in grade and had to seek 
the same markets. It said that differentials were justified be- 
fore the mines in the complaining group had proved their ability 
to furnish a reasonably constant volume of tonnage. The find- 
ing is as follows: ° 


We find that the rates in issue have not been, and are not, 
unreasonable. We find also that, for the future, rates on coal, in 
carloads, to points in Alabama, Florida, Georgia, North Carolina, 
South Carolina, and Tennessee from the mines of complainants 
located along the line of the Carolina, Clinchfield & Ohio Railway 
north of Steinman, Va., to and including Elkhorn City, Ky., which 
exceeds rates enamel maintained from Steinman and 
Moss, or Clinchco, are and for the future will be unduly prejudicial 
to complainants and to the localities known as Elkhorn City, Ky., 
Haysi, Va., and points intermediate thereto. An order in accord 
herewith will issue. 





RULE CHANGE CONDEMNED 


The Commission, in I. and S. No. 2266, minimum weights 
on traffic between Pacific coast states, mimeographed, said 
the proposed modification of present tariffs, by the inclusion of 
a provision making applicable the minimum weights of the 
Western Classification in connection with commodities moving 
on the minimum class rate scale in Western Classification ter- 
ritory had not been justified. It has ordered the schedules 
canceled and discontinued the proceedings. 

The present and proposed rules, the latter inclosed within 
ig marks wherein it differs from the present rule, are 
as follows: 


No rates shall be applied on any traffic moving under class rates 
lower than the amount in cents per 100 lbs., for the respective classes 
as shown below in the current Western Classification. The minimum 
rate on any article shall be the rate, “subject to the minimum 
carload weight, rules and regulations published in the current Western 
Classification,” for the class at which the article is rated in the 
current Western Classification. * * * 


The Commission said that for several years there had been 
conflict between carriers and shippers as to which of two 
minimums was applicable on that class of traffic. The Com- 
mission said that in Fort Wayne Corrugated Paper Co. vs. 
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Director-General, 66 I. C. C. 669, where a rule substantially as Mississippi. 


that proposed wag under consideration, it found that the proper 
minimum to apply in connection with the minimum rate was 
that provided by exceptions to the classification. It followed, 
therefore, it said, that the protested modification of the rule 
which would make applicable the classification minimum weight, 
would result in increases in charges per car which the carriess 
had not attempted to justify. It said that if any of the respond- 
ents had been assessing charges on the basis of minimum 
class rates and minimum weights provided by the classification 
when their exceptions provided different minimums, they had 
been doing so in disregard of the provisions of their tariffs. 


CHICAGO SAND RATES 


In a mimeographed report on I. and S. No. 2283, sand and 
gravel between points in Illinois and Wisconsin, the Commis- 
sion found the proposed rates on sand and gravel, from points 
in Illinois and Wisconsin on the Chicago & North Western, to 
Chicago, not justified. It ordered the suspended schedules can- 
celed without prejudice to the filing of new ones in conformity 
with the views expressed in the report. 

The schedules proposed increases and reductions in the 
local rates, from points in the so-called inner and outer zones, 
in Illinois and Wisconsin, to destinations in the Chicago switch- 
ing district. 

Waukesha and Janesville, Wis., and Rockford, Ill., were 
treated as typical of the outer zone points of origin and Wau- 
kegan and Elgin, as t¥pical points in the inner zone of origin. 
The destinations extend from Peterson avenue to Greenwood 
boulevard of the Mayfair cut-off of the North Western and 
from Evanston to Ravenswood on its lake shore division. 

The Commission discussed the proposed rates in the light 
of its decision in Chicago Sand & Gravel Producers vs. Director- 
General, 64 I. C. C. 37, and then said: 


Although the proposed rates appear to be reasonable per se, 
they would result in a division of the destination territory into 
two distinct districts. Such a division was not contemplated by 
the Chicago Producers Case and was also condemned by us in Sand 
and Gravel from Wisconsin, 89 I. C. C. 484, wherein we said of the 
Chicago Producers Case: 

The record in that case did not afford a basis for a finding that 
rates to Rogers Park, Peterson Avenue, and related points on the 
Lake Shore and Mayfair-Evanston divisions in the outer switching 
zones should be maintained on a higher basis than to other points in 
the Chicago switching district. 

A similar conclusion is warranted upon this record. Respondent 
should publish rates from the outer zone, including Waukesha, which 
aré the same to all destinations in the Chicago switching district 
as defined in Agent Lowrey's tariff, at the same time preserving the 
differential of .25 cent as between the inner and outer zones, and 
observing as a maximum a rate of 3.5 cents from the outer zone, 
including Waukesha. j 

We find that the suspended schedules have not been justified. An 
order will be entered requiring their cancelation and discontinuing 
this proceeding without prejudice to the filing of new schedules in 
conformity with the views herein expressed. If such action is not 
taken within 60 days from the date of service of this report the 
matter may be again brought to our attention. 


LOWER RATES FOR JACKSON 


The Commission, in No. 15501, Southland Cotton Oil Co. 
vs. Alabama & Vicksburg et al., mimeographed, has found 
unreasonable and unduly prejudicial, rates on cottonseed, from 
points on the Missouri Pacific, in northern Louisiana and Arkan- 
sas, to Jackson, Miss., and ordered new ones, ‘not later than 
May 20, on the basis of 3.5 cents per 100 pounds, over Vicks- 
burg. It hag also awarded reparation. It found rates from 
points on the Vicksburg, Shreveport & Pacific to Jackson sot 
unreasonable or otherWise unlawful. 

The complainants, Delta Cotton Oil Company, in addition 
to the one named in the title, alleged the rates were unduly 
preferential of competitors at Vicksburg, Pine Bluff and Mem- 
phis. The Buckeye Cotton Oil Company, also having a plant 
at Jackson; intervened in support of the complaint, seeking 
similar relief. 

Forest, Newellton, Gilbert, Foules, Winnsboro, Lake Provi- 
dence, Eppa, Darnell, Oak Ridge, Sicily Island, Wisner, Archi- 
bald and Manghan, La.; and Eudora and Crossett, Ark., on 
the Missouri Pacific; and Tallulah and Rayville, La., also on 
the Vicksburg road, were the points of origin mentioned in 
the complaint. 

The Commission said the complaints asked for rates on 
the basis of the Memphis Southwestern Investigation, or No. 
9702 scale, allowing 20 constructive miles for the Mississippi 
river crossing. The intervener approved the suggestion for the 
scale, but objected to the proposed allowance. The railroads 
said the scale would cause serious loss of revenue. They said 
that if some readjustment was deemed essential a differential 
over Vicksburg should be prescribed rather than requiring 
rates on the No. 9702 scale. One witness recommended a 
differential of 9.5 and another of 7.5 cents. The Missouri 
Pacific objected, the Commission said, to a rate scheme which 
would require it to divide traffic on cottonseed products made 
from Louisiana and Arkansas seed, with the lines east of the 
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The Commission said that such considerations 
could not control in the determination of reasonable rates, 

The rates under assault were a by-product of carrier com- 
pliance with the Commission’s order in Memphis Southwestern 
Investigation, 77 I. C. C. 473. On November 27, 1923, rates to 
Viicksburg were published on the basis of the scale therein 
provided. Joint rates to Jackson were canceled, making ap- 
plication of combinations on Tallulah obligatory. - From other 
points the rates had been on combination to both Vicksburg 
and Jackson, local rates to Rayville or Tallulah and proportionals 
beyond, the proportionals being the same to both places. At 
the present time Jackson has no joint rates from points on the 
Missouri Pacific. The combinations, the report said, were 
considerably higher than the rates would be were the,No. 9702 
scale used in making rates from the Missouri Pacific points 
to Jackson. Disposing of the case, the Commission said: 


The record fails to show that the rates assailed which were in 
effect prior to November 27, 1923, were unreasonable or prejudicial. 
As has been previously pointed out, they were at that time on bases 
which had existed for many years and from many points were the 
same as the rates to Vicksburg. The general readjustment which 
became effective on the date referred to above took away from the 
Jackson manufacturers certain joint and proportional rates from 
numerous points on the Missouri Pacific, of which they had previously 
had the benefit, and since then their rates have been clearly out 
of line with those to Vicksburg and points west of the Mississippi. 
Defendants have shown no reason why the spread between Jack- 
son and Vicksburg should be greater than that under rates for com- 
parable distances in the same general territory, and the fact that 
the Vicksburg has constructed its local rates to both places on the 
basis of the 9702 scale indicates that there is no such reason. Judged 
by the general level of cottonseed rates in the southwest and south- 
east, the difference between Jackson and Vicksburg in rates from 


points on the Missouri Pacific under present conditions should not 
exceed 3.5 cents. 


We find that the rates here in issue from points on the Vicks- 
burg, Shreveport & Pacific to Jackson were not and are not un- 
reasonable or otherwise unlawful; that rates to Jackson from sta- 
tions on the Missouri Pacific referred to in the complaiant in effect 
since November 27, 1923, have been, are, and for the future will be 
unjust and unreasonable, unduly prejudicial to manufacturers of cot- 
tonseed products at Jackson and unduly preferential of their com- 
petitors at Vicksburg to the extent that they have exceeded, exceed, 
or may exceed those contemporaneously maintaind from the same 
points to Vicksburg by more than 3.5 cents; that complainants and 
intervener have made shipments at the rats herein found unreasonable 
and paid and borne the charges thereon; that they have been dam- 
aged thereby in the amount of the difference between the charges 
paid and those which would have accrued at the rates herein found 
reasonable; and that they are entitled to reparation, with interest. 
They should comply with rule V of the Rules of Practice. 


NO PRAYER BOOK RULE 


Any settlement of a claim for reparation, after the expira- 
tion of the statutory time for the filing of such claims, it is 
believed, has been put definitely into a category of illegality by 
a report on No. 13606, Larrowe Milling Co. vs. Ann Arbor et al., 
mimeographed, on further consideration. With Chairman 
Aitchison and Commissioners McChord, Meyer, Eastman and 
Campbell dissenting, though not making any separate report, 
the Commission has changed its original report in that case, 
92 I. C. C. 32, by eliminating therefrom the words, relating to 
carriers against whom claims had not been filed in time, “they 
may, however, join in the payment of reparation.” 

Elimination of the words was voted by six of the Commis- 
sioners, (Mr. Potter being still in office) on January 6. The 
amended report, however, was not made public until ‘March 10. 
The delay of more than two months on its face suggested that, 
on account of the closeness of the vote, the Commission held it 
up informally with a view to having the case further considered, 
if Commissioner Potter’s successor took office before the ad- 
journment of Congress on March 4. The words of the report 
itself do not disclose anything as to the cause of the delay. 
Two other decisions announced on that day were made on 
March 3. The fact that the decision, made on January 6, was 
given to the public along with two others made on March 3, 
suggests that the final word to promulgate the decision was 
given the day before final adjournment of the Senate of the 
Sixty-eighth Congress, when it became obvious that Mr. Wood. 
lock’s nomination would not be confirmed at that session. 

Withdrawal of permission, under which carriers against 
whom claims had not been filed within the statutory period, 
was based upon the conclusion that “no reparation against the 
carriers not made parties to the complaint until May 16, 1920 
(the day the period expired), could be awarded.” In support 
of that conclusion the Commission cited Phillips vs. Grand 
Trunk Ry., 236 U. S. 662. 

Some time before the railroads came to the conclusion that 
the decision of the Supreme Court in the Phillips case forbade 
them to pay claims not filed within the statutory period at 
least one big eastern railroad, for a short time, settled meritori- 
ous claims for reparation in accordance with what one of its 
attorneys called the “prayer book rule”; that is, in accordance 
with good conscience, regardless of tts right to assert the ex- 
piration of the period of limitation as a bar to recovery. Other 
railroads contended that the law, as laid down in the Phillips 
case, forbade them to make settlement on claims not filed in 
time. They pointed to the language of the court saying -that 
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not only was the remedy barred, but that the liability to pay 
was also destroyed. 

Under the rule laid down by the court, as thus definitely 
construed by the Commission in this Larrowe case, it is be- 
lieved, a railroad may not make reparation, after the statute of 
limitation has run, even if it desires to do so, on the ground 
that the claim is just and honest, without subjecting itself to 
prosecution for rebating. 

The report consists almost wholly of mere statements of 
fact, without discussion as to any of the contentions that have 
been made, in the various instances in which the question has 
arisen. The report, in full, is as follows: 


In our original report herein, 92 I. C. C. 82, we found that the 
charges on certain interstate shipments of grain, etc., during the 
period March 1, 1920, to April 1, 1922, were unreasonable. No 
order awarding reparation was entered but complainant was 
directed to comply with rule V of the Rules of Practice. 

In the concluding paragraph of the original report we said 
that 


“Certain of the defendants were not made parents to the com- 
plaint until May 16, 1922. As to shipments on which the cause of 
action accrued more than two years prior to that date, apparently 
such defendants would be protected by the statute of limitations. 
They may, however, join in the payment of reparation.” 

Section 16 of the act provides that, except under circumstances 
not here present, all complaints for the recovery of damages shall 
be filed with the commission within two years from the time the 
eause of action accrues and not after, and for the purposes of 
this section the cause of action shall be deemed to accrue upon 
delivery or tender of delivery of shipments. 

With respect to the shipments which were delivered or were 
tendered for delivery prior to May 17, 1920, no reparation against 
the carriers not made parties to the complaint until May 16, 1922, 
could be awarded. In Phillips v. Grand Trunk Ry., 236 U. S. 662, 
it was held that with respect to claims not filed within the statu- 
tory period the remedy is barred and liability destroyed. 

In the circumstances the statement above quoted from the 
concluding paragraph of the original report that: “They may, 
however, join in the payment of reparation” is hereby eliminated. 

Chairman Aitchison and Commissioners McChord, Meyer, East- 
man, and Campbell dssent. 


APPLICATION OF RULE 77 


A finding of unreasonableness and an award of reparation 
have been made in No. 14949, Randall Brothers vs. Louisville & 
Nashville et al., mimeographed, as to rates on coal from points 
in Tennessee and Kentucky served by the Louisville & Nash- 
ville, to industries in Atlanta, Ga., served by the Fort Valley 
branch of the Southern, and the charges accruing thereunder. 
The report covers four sub-numbers thereunder, W. R. Smith 
vs. Same; T. A. Hinson Coal Company vs. Same; White Coal 
Company vs. Same, and Fulton Ice & Coal Company vs. Same. 

The complaint alleged that since April 26, 1923, the rates to 
Atlanta and Sawtell, Ga., were the same and that the sidings of 
the complainants were intermediate between Atlanta and Saw- 
tell; that the carriers required them to pay the Atlanta rates 
plus a switching charge for delivery upon their tracks and that 
the rates so exacted were unreasonable, unlawful and in viola- 
tion of the long-and-short-haul provision of-the fourth section. 
Reparation was prayed in specific amounts on shipments after 
April 26, 1923. Later the complaints were amended to allege 
that all rates to Atlanta and to all delivery points within the 
Atlanta industrial switching limits were unreasonable, the re- 
port said. It said no rates for the future were asked and that 
the allegation as to unreasonableness of the rates to Atlanta was 
not followed up. 


What complainants sought, the report said, was the applica- 
tion of the Atlanta rates to their sidings. The Commission con- 
sidered the rates and car-mile earnings from Harlan or No. 4 
group and found the car-mile for a 375 mile haul ran 34.2 cents, 
before directing attention to the fact that in a number of other 
cases it had considered the fajlure of carriers to make full 
switching absorption at Atlanta. It said that none of the prior 
cases covered directly the questions here involved. In disposing 
of the case the Commission: said: 


The tariffs under which these shipments moved and. which 
named the rates to Sawtell and Constitution contained a notation 
to the effect that in accordance with Rule 77 of Tariff Circular 
18-A, rates to intermediate points not in excess of those to the 
more distant points would be established on one day’s notice. It 
is also shown that during the period considered prior to April 
26, 1923, that defendants extended the Atlanta basis of rates to 
two other local stations on the Fort Valley branch of the South- 
ern, that is, to Schoen, Ga., and to Haasville, Ga., the latter being 
about five miles south of Sawtell. The legal effect of the publi- 
cation of the lower rates to Sawtell and Constitution under 
authority of Rule 77 is equivalent to an admission by defendants 
that the higher rates to intermediate points here involved were 
unreasonable. Producers Refining Co. v. Director General, 69 
I. C. C. 403; Pittsburgh Crucible Steel Co. v. Director General, 81 
I. C. C. 659; Pacific Grain Co. v. Director General, 85 I. C. C. 710. 

We find that the total charges paid by complainants and 
interveners for the transportation of coal from mines in Tennessee 
and Kentucky served by the Louisville & Nashville Railroad Com- 
pany to sidings on the Fort Valley branch of the Southern Rail- 
way Company intermediate to Sawtell, during the period from 
May 22, 1921, to April 25, 1923, both dates inclusive, were unrea- 
Sonable and unjust to the extent they exceeded rates and charges 
from the same mines to Sawtell, and that since April 25, 1923, the 
total charges paid by complainants and interveners have been 
unreasonable and unjust to the extent they exceeded and exceed the 
rates and charges from the same mines to Constitution We fur- 
ther find that Randall Brothers, a corporation, W. R. Smith, T. A. 
Hinson, trading as the T. A. Hinson Coal Company, W. T. White, 
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T. F. Hicks and Damon Hicks, partners trading under the name 
and style of White Coal Company, Fulton Ice & Coal Company, a 
corporation, R. O. Campbell Coal Company, a corporation, and 
Meinert Coal Company, a corporation, made the shipments as 
described, paid and bore the total charges herein found to have 
been unjust and unreasonable, and that the said corporations, 
partnerships and individuals were damaged thereby and are en- 
titled to reparation. The exact amount of reparation due to these 
complainants and interveners cannot be determined upon this rec- 
ord, and they should comply with rule V of the Rules of Practice. 


We are without jurisdiction to award reparation for excess 
war taxes paid. 


BRASS AND COPPER REPARATION 


The Commission, in a mimeographed report on No. 15643, 
Duquesne Reduction Company vs. Pennsylvania et al., found 
rates on brass and copper ingots, carloads, from East Liberty, 
Pa., to destinations in various states unreasonable and awarded 
reparation. No order was entered but the Commission indicated 
that sixth class would be a reasonable rating.- The complainant 
alleged that the fifth class rates from East Liberty to destina- 
tions in New York, West Virginia, Ohio, Indiana, Kentucky, IIli- 
nois, Michigan and Missouri were unreasonable and in violation 
of the long and short haul part of the fourth section. The Com- 
mission said the complainant did not smelt any ore but manu- 
factured brass and copper ingots from scrap brass and copper. 
While the ingots have negligible liability to damage in transit, 
the report said they were loaded into box cars on account of 
their liability to theft, an ingot weighing from 25 to 27 pounds. 

Complainant, the Commission said, was interested chiefly in 
rates to central territory. From East Liberty, it said, they were 
on the fifth class basis. It said the rates from New York tq 
central territory were generally lower than from East Liberty. 
It said that from Philadelphia, and Baltimore the difference of 
the rates under East Liberty was more pronounced than from 
New York, to the central territory destinations. It also said the 
defendants maintained rates from Chicago, Grasselli, Kankakee 
and Bradley, Ind., to central territory lower than fifth class. 

In defense of the rate adjustment, the carriers contended 
that the rates between New York and Chicago were depressed 
on account of competition and were lower than the rates that 
would be in effect today had the carriers been able to follow 
the suggestion in the Five Per Cent case, 31 I. C. C., 351, that 
they increase all their so-called unremunerative rates, that is, 
rates yielding less than 7 cents per car-mile. They did not, how- 
ever, propose to continue it. They suggested a plan for taking 
care of the situation against which the complaint wag leveled. 
Speaking of their proposal and in disposing of the case the Com- 
mission said: 


Defendants proposed to cancel all commodity rates on brass and 
copper ingots from Chicago and Chicago rate. points to points in 
the Western Termini of Eastern Trunk Lines and in lieu thereof 
establish the sixth-class basis. If this adjustment should be ap- 
proved it was proposed to place Pittsburgh, including East Liberty, 
on the sixth-class basis with respect to Chicago and to check 
relative rates to other consuming points in central territory. The 
sixth-class rate from Pittsburgh to Chicago is 27.5 cents. With 
respect to trunk line territory it was proposed to increase the present 
rate from Pittsburgh to New York from 23 to 25 cents, thus making 
the same rate apply in both directions and to cancel all commodity 
rates from interior points now scaled, on the basis of the New York- 
Chicago rate of 32 cents, and hold the rates from such interior points 
neither higher nor lower than the rates from Baltimore to the 
Western Termini and points west thereof. Defendants also pro- 
posed to remove the fourth-section departures in the rates from East 
Liberty to Buffalo and other points intermediate to Rochester. Under 
these proposals all existing fourth section violations or departures 
would be removed. 

The rates assailed in numerous instances were and are. higher 
than rates from more distant points and the rates from the more 
distant points were and are published subject to Rule 77 of Tariff 
Circular 18A. This is a substantial compliance with the requirements 
of the fourth section. We have uniformly found that the failure of a 
shipper to request the publication of a rate so published from or to 
an intermediate point does not deprive the shipper of the benefit of 
the lower rate and in such instances have uniformly found that a 
higher rate charged was unreasonable, Pittsburgh Crucible Stee] Co. 
vs. Director General, 81 I. C. C. 659, Producers Refining Co. vs. 
Director General, 69 I. C. C. 403. 

Several complaints are now pending which involve substantially 
the same rates as those under attack in the present case. In Du- 
quesne Reduction Co. vs. Pennsylvania Railroad, Docket No. 16111, 
the complaint asks the establishment of a transit arrangement on 
brass and copper scrap remelted and refined and reshipped from 
East Liberty to points in New England and also attacks the in- 
bound rates on scrap and the outbound rates on brass and copper 
ingots, in carloads, to the same destinations. In Federated Metals 
Corporation vs. Pennsylvania Railroad, Docket No. 16358, the com- 
plaint attacks the rates on brass and copper ingots, in carloads, 
from Pittsburgh, St. Louis, Mo., and Chicago to all points in official 
classification territory. 

We find that the rates assailed to Follansbee and Wheeling, 
W. Va., Toronto, Youngstown, Canton, Cleveland, Newburg, Howard 
Avenue, Lorain, Toledo, Wagon Works, Maryville, Springfield, and 
Bellaire, Ohio, Detroit, Mich., East Chicago and Gary, Ind., Chicago 
and South Chicago, Ill., Louisville and South Louisville, Ky., and 
St. Louis, Mo., were and are unreasonable to the extent that they 
exceeded the rates contemporaneously in effect on brass and copper 
ingots from Williamsport, Pa., to the same destinations and to the 
extent that thev exceeded the rates contemporaneously in effect 
on brass ingots from Falls Creek and Punxsutawney, Pa., to the same 
destinations. We further find that the rates assailed to Buffalo, 
Lackawanna, and Depew, N. Y., were and are unreasonable to the 
extent that they exceeded the rates contemporaneously in effect 
on brass and copper ingots from 60 per cent group points to Roches- 
ter, and points taking the same rates up to and including June 4, 
1924, and thereafter the rates on copper ingots were and are un- 
reasonable to the extent that they exceeded or may exceed the rates 
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contemporaneously in effect on like traffic from East Liberty, Pa., 
to Gasport, Medina, Batavia and Rochester, N. Y. We further find 
that the complainant made shipments as described and paid and 
bore the charges thereon at the rates herein found unreasonable, and 
that it has been damaged and is entitled to reparation with interest. 
Complainant should comply with rule V of the Rules of Practice. _ 

Since the hearing in this case the defendants have filed tariffs 
effective December 1, 1924, establishing commodity rates on brass 
and copper ingots from East Liberty to destinations in central terri- 
tory on the basis of sixth class. The record does not show whether 
any readjustment has been made in the rates from Chicago and 
other points taking the same rates. The rates from East Liberty 
to points in trunk line territory have not been placed on the basis 
of sixth class, and the rates to Buffalo, Lackawanna, and Depew are 
still higher on copper ingots than to points beyond, namely, Gas- 
port, Medina, Batavia and Rochester, N. Y. 

The present record indicates that the basis of sixth class would 
not be unreasonable per se for application from East Liberty to the 
destinations here considered. The rates from Chicago and points 
taking the same rates and from Baltimore and other eastern pro- 
ducing points must be fixed in just relationship. It is doubtful whether 
this may be accomplished without increasing the rates between 
New York and Chicago. No order for the future will be entered 
but defendants will be expected within 60 days to submit a com- 
prehensive plan of readjustment of the rates on brass and copper 
ingots, in carloads, in official classification territory. 


INDIANA COAL RATES 


The Commission has dismissed No. 15118, C. E. Bash & Co. 
vs. Baltimore & Ohio et al., opinion No. 10198, 96 I. C. C., 178-86, 
and the sixty sub-numbers thereunder, thereby refusing to dis- 
turb the adjustment of coal rates from Ohio and the Inner and 
Outer Crescent districts made by it in Ohio-Michigan Coal Cases, 
80 I. C. C., 663, and Indiana State Chamber of Commerce vs. Bal- 
timore & Ohio, 83 I. C. C., 591. It found the rates to Anderson, 
Fortville, Yorktown, Pendleton, Muncie, Farmland, Parker City, 
Middletown, Oakville, Sulphur Springs, Carmel, Horton, Sheri- 
dan, Kirkland, Union City, Winchester and Snow Hill not unrea- 
sonable, unjustly discriminatory or unduly prejudicial except as 
provided in its orders in the two cases mentioned. It has denied 
reparation. 


Another finding was that rates from mines in Ohio to Hunt- 
ington, Ind., prior to March 1, 1922, were not unreasonable, un- 
justly discriminatory or unduly prejudicial. Still another find- 
ing of like tenor was made in respect of rates from mines in 
West Virginia to Gary and Michigan City, in the period from 
August 26, 1920, to June 30, 1922. 


The complainants, retail coal dealers, alleged the rates had 
been and were unjust, unreasonable, unjustly discriminatory and 
unduly prejudicial. They asked for reparation, generally speak- 
ing, on shipments since August 26, 1920, although some of the 
complaints asked for reparation on shipments prior to that day. 

The complaints, the Commission said, fell into two general 
classes: Those which attacked the measure of the rates from 
the territories of origin and the relationship of rates between 
destination; and those in which rates to specified destinations 
were alleged to be unlawful because of local conditions at desti- 
nation. It said that, generally speaking, the situations com- 
plained of in the first class had been passed upon by it in recent 
cases. It said the rates now were upon the basis prescribed by 
it, in so far as the first class of cases was concerned. It con- 
sidered the second class in detail and came to the conclusion set 
forth in the following findings: 


1. That the rates assailed to Anderson, Fortville, Yorktown, 
Muncie, Pendleton, Farmland, Parker City, Middletown, Oakville, Sul- 
phur Springs, Carmel, Horton, Sheridan, Union City, Winchester, 
Snow Hill, and Kirkland, Ind., have been passed upon and fixed by 
us in Ohio-Michigan Coal Cases, supra, and Indiana State Chamber 
of Commerce vs. B. & O. Co., supra; that no evidence has 
been offered justifying changes in the bases of rates prescribed in 
those cases; and that no damage has been shown to have resulted 
from the undue prejudice found in those cases to have existed dur- 
me ae periods covered by these complaints. Reparation will be de- 
nied. 

2. That the rates from Ohio mines to Huntington, Ind., prior to 
March 1, 1922, were not unreasonable, unjustly discriminatory, or 
unduly prejudicial. 

3._ That the rates from West Virginia mines to Gary and Michigan 
City, Ind., during the period from August 26, 1920, to June 30, 1922, 
Sat not unreasonable, unjustly discriminatory, or unduly preju- 
icial. 

4. That the rates on bitumnious coal from the Inner and Outer 
Crescents to Ben Davis, Ind., were not and are not unreasonable, 
unjustly discriminatory, or unduly prejudicial. , 

5. That the rates from Louisville & Nashville mines in Ken- 
tucky to Wabash, Ind., during the period from June 11, 1920, to 
September 14, 1921, were not unreasonable, unjustly discriminatory, 
or unduly prejudicial. 


The complaints joined with the leading one for report and 
order are as follows: 


No. 15118, Sub.-No. 1, Larson Coal Company et al. vs. Michigan 
Central Railroad Company et al.; Sub-No. 2, Farmers’ Trust Company 
vs. Cleveland, Cincinnati, Chicago & St. Louis Railway Company et 
al.; Sub.-No. 3, Hardin Grain Company et al. vs. Cleveland, Cincin- 
nati, Chicago & St. Louis Railway Company et al.; Sub.-No. 4, 
Farmers’ Co-operative Company vs. Cleveland, Cincinnati, Chicago 
& St. Louis Railway Company et al.; Sub.-No. 5, Domestic Coal Com- 
pany vs. Cleveland, Cincinnati, Chicago & St. Louis Railway Com- 
pany et al.; Sub.-No. 6, E. G. Vernon & Son vs. Pittsburgh, Cincinnati, 
Chicago & St. Louis Railroad Company et al.; Sub.-No. 7, Domestic 
Coal Company vs. Pittsburgh, Cincinnati, Chicago & St. Louis Rail- 
road Company et al.; Sub.-No. 8, E. B. Steck & Son vs. Chesapeake 
& Ohio Railway Company et al.; Sub.-No. 9, Peterson Lumber & Coal 
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Company vs. Cleveland Cincinnati, Chicago & St. Louis Railway Com. 
pany et al.; Sub.-No. 10, Fred Brown Company vs. Cleveland, Cin. 
cinnati, Chicago & St. Louis Railway Company et al.; Sub.-No. 11 
Frank B. Dearing vs. Cleveland, Cincinnati, Chicago & St. Louis Rajj: 
way Company et al.; Sub.-No. 12, Pendleton Feed & Fuel Company 
vs. Cleveland, Cincinnati, Chicago & St. Louis Railway Company ¢t 
al.; Sub.-No. 13, T. O. Bush & Son vs. Pittsburgh, Cincinnati, Chj- 
cago & St. Louis Railroad Company et al.; Sub.-No. 14, T. O. Bush 
& Son vs. Pittsburgh, Cincinnati, Chicago & St. Louis Railroad Com. 
pany et al.; Sub.-No. 15, Virginia Coal Company vs. Pittsburgh, Cin- 
cinnati, Chicago & St. Louis Railroad Company et al.; Sub.-No. 16, 
Virginia Coal Company vs. Cleveland, Cincinnati, Chicago & St. Louis 
Railway Company et al.; Sub.-No. 17, Union Coal Company vs. Balti- 
more & Ohio Railroad Company et al.; Sub.-No. 18, Domestic Coa] 
Company et al. vs. Chesapeake & Ohio Railway Company et al.; Sub.- 
No. 19, Muncie Oil & Coal Company vs. Lake Erie & Western Rail- 
road Company et al.; Sub.-No. 20, Farmers’ Co-operative Company 
et al. vs. Chicago, Indianapolis & Louisville Railway Company et al,; 
Sub.-No. 21, S. J. Fisher vs. Cleveland, Cincinnati, Chicago & St. 
Louis Railway Company et al.; Sub.-No. 22, Union Coal Company ys, 
Cleveland, Cincinnati, Chicago & St. Louis Railway Company et al.; 
Sub.-No. 28, S. J. Fisher vs. Baltimore & Ohio Railroad Company et 
al.; Sub.-No. 24, Goodrich Brothers Hay & Grain Company, Incorpor- 
ated vs. Pittsburgh, Cincinnati, Chicago & St. Louis Railroad Com- 
pany et al.; Sub.-No. 25, Goodrich Brothers Hay & Grain Company, 
Incorporated, vs. Cleveland, Cincinnati, Chicago & St. Louis Railway 
Company et al.; Sub.-No. 26, D. W. Hupp vs. Chesapeake & Ohio 
Railroad Company et al.; Sub.-No. 27, Pickering & Son vs. Central 
Indiana Railway Company et al.; Sub.-No. 28, D. W. Hupp vs. Pitts- 
burgh, Cincinnati, Chicago & St. Louis Railroad Company et al; 
Sub.-No. 29, Gospel Trumpet Company vs. Pittsburgh, Cincinnati, 
Chicago & St. Louis Railroad Company et al.; Sub.-No. 30, Pickering 
& Son vs. Pittsburgh, Cincinnati, Chicago & St. Louis Railroad Com- 
pany et al.; Sub.-No. 31, Ross Stowers et al. vs. Chicago, Indianapolis 
& Louisville Railway Company et al.; Sub.-No. 32, Pickering & Son 
vs. Cleveland, Cincinnati, Chicago & St. Louis Railway Company et 
al.; Sub.-No. 33, Anderson Mercantile Exchange vs. Cleveland, Cin- 
cinnati, Chicago & St. Louis Railway Company et al.; Sub.-No. 34, 
J. W. & B. D. Glasscock vs. Chesapeake & Ohio Railway Company 
et al.; Sub.-No. 35, J. W. & B. D. Glasscock vs. Lake Erie & West- 
ern Railroad Company et al.; Sub.-No. 36, Dotson & Boots vs, Cleve- 
land, Cincinnati, Chicago & St. Louis Railway Company et al.; Sub.- 
No. 37, Shirley Bros. vs. Pittsburgh, Cincinnati, Chicago & St. Louis 
Railroad Company et al.; Sub-No. 38, J. W. & B. D. Glasscoik vs. 
Cleveland, Cincinnati, Chicago & St. Louis Railway Company et al.; 
Sub.-No. 39, J. L. Childs & Son vs. Pennsylvania Railroad Company 
et al.; Sub.-No. 40, Farmers’ Elevator Company vs. Lake Erie & West- 
ern Railroad Company et al.; Sub.-No. 41, F. M. Beck & Son vs. 
Cleveland, Cincinnati, Chicago & St. Louis Railway Company et al.; 
Sub.-No. 42, Brattain & Son vs. Cleveland, Cincinnati, Chicago & St. 
Louis Railway Company et al.; Sub.-No. 43, Ovid Tyner et al. vs. 
Cleveland, Cincinnati, Chicago & St. Louis Railway Company et al.; 
Sub.-No. 44, Craft Coal Company et al. vs. Cleveland, Cincinnati, 
Chicago & St. Louis Railway Company et al.; Sub.-No. 45, Frank 
Dearing vs. Cleveland, Cincinnati, Chciago & St. Louis Railway Com- 
pany et al.; Sub.-No. 46, Sherman Harlan vs. Cleveland, Cincinnati, 
Chicago & St. Louis Railway Company et al.; Sub.-No. 47, Frank 
Deraing vs. Cleveland, Cincinnati, Chicago & St. Louis Railway Com- 
Company et al.; Sub.-No. 48, Normal City Coal Company vs. Lake 
Erie & Western Railroad Company et al.; Sub.-No. 49, Municipal Elec- 
tric & Water Departments, City of Anderson vs Cleveland, Cincinnati, 
Chciago & St. Louis Railway Company et al.; Sub.-No. 50, Farmers’ 
Elevator Company vs. Lake Erie & Western Railroad Company et al.; 
Sub.-No, 51, Fatic & Ramsey vs. Pennsylvania Railroad Company 
et al.; Sub.-No. 52, Municipal Electric & Water Departments, City 
of Anderson vs. Central Indiana Railway Company et al.; Sub.-No. 
53, Municipal Electric & Water Departments, City of Anderson, vs. 
Pittsburgh, Cincinnati, Chicago & St. Louis Railroad Company et al; 
Sub.-No. 54, Windfall Grain Company vs. Pennsylvania Railroad Com- 
pany et al.; Sub.-No. 55, E. G. Vernon & Son et al. vs. Cleveland, 
Cincinnati, Chicago & St. Louis Railway Company et al.; Sub.-No. 
56, Hoopes & Miller vs. Cleveland, Cincinnati, Chicago & St. Louis 
Railway Company et al.; Sub.-No. 57, Brattain & Son vs. Pennsyl- 
vania Railroad Company et al.; Sub.-No. 58, J. L. Childs & Son vs. 
Cleveland, Cincinnati, Chicago & St. Louis Railway Company et al.; 
Sub.-No. 59. Continental File Corporation vs. Cleveland, Cincinnati, 
Chicago & St. Louis Railway Company et al.; Sub.-No. 60, J. W. & 
B. D. Glasscock vs. Pennsylvania Railroad Company et al. 


PETITIONS FOR REHEARING, ETC. 


The New York, New Haven & Hartford Railroad Company, 
defendant in No. 15598, Orford Soap Company vs. B. & M. R. R. 
et al., has filed a petition with the Commission requesting re- 
argument therein. 


The defendants in No. 14760 (and consolidated cases), the 
Parkersburg Rig & Reel Company vs. C. R. I. & P. Ry. et al., 
have asked the Commission to reconsider and set aside its 
order and findings therein and to reopen the proceedings for 
reargument and reconsideration. 


The complainant in No. 11468, Bartlesville Zine Company 
vs. Director-General, has moved the Commission to reopen the 
case for further consideration. 


The complainant in No. 12485, Southern Products Company 
vs. Director-General et al., has petitioned the Commission to 
modify its order of June 4, 1923, entered therein. 


The Wabash Railway Company and Chicago & North West- 
ern Railway Company have jointly petitioned the Commission to 
set aside its decision and order in I. and S. No. 2226, Grain from 
Kansas City, Mo.-Kan., to C. & N. W. Ry. stations in Iowa, and 
to grant a rehearing therein. 

The defendants in No. 15924, The Grasselli Powder Com- 
pany vs. A. C. & Y. Ry. et al., have asked the Commission to re- 
consider its record and reopen the case for further argument, 
— the effective date of its order dated February 

The complainants in So. 15130, Schloss & Kahn Grocery 
Company et al. vs. L. & N. R. R., have petitioned the Commis- 
sion to grant a rehearing. 
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WINDING CORE RATES 


Examiner Harris Fleming in No. 5676, Washington Publish- 
ers’ Association et al. vs. Algoma Central & Hudson Bay et al., 
said the Commission should find rates on newsprint paper wind- 
ing cores returned in carloads and less than carloads unreason- 
able to the extent they exceeded or may exceed sixth class on 
carloads and fifth class on less than carloads. He said it should 
find the record afforded no basis for a finding of unjust dis- 
crimination or undue prejudice, nor for prescribing joint rates 
to points to which such rates were not in effect at the time the 
complaint was filed. He said the finding should be limited to 
apply only on factors in the United States, of combinations to 
points in Canada, that limitation being put in, of course, on 
account of the lack of jurisdiction over rates in Canada. The 
examiner, however, called attention to the fact that the liability 
for damage caused by joint rates was joint and several as to all 
parties to such rates and that American lines were liable for 
the American joint rate factors used in making the combinations 
to Canada. 

The complainants are newspaper publishers at Washington, 
Baltimore, Chester and Harrisburg, Pa., Detroit and Columbus, 
Ohio. The rates under attack are those applicable on the cores, 
iron or paper, upon which newsprint paper is wrapped, returned 
by the publishers to the paper mills. The examiner said the 
complaint covered practically all the mill points in the United 
States and Canada, east of Lake Huron. In the three classifica- 
tion territories, the report says, paper winding cores are rated 
fourth in less than carloads and fifth in carloads, the latter on 
a 24,000 pound minimum, subject to rule 34. Iron or steel cores, 
he said, were subject to the same ratings in Official and Western 
Classification territories, but that in Southern an any-quantity 
sixth class rating was given. A few commodity rates were also 
in existence. 

Reparation was recommended to a number of newspapers, 
to the basis of the finding the examiner said the Commission 
should make, 


REPARATION ON GRAPEFRUIT 


In a report on No. 16079, Ryan Fruit Company et al. vs. 
Director-General, Atlantic Coast Line, et al., Examiner Myron 
Witters said the Commission should find rates on grapefruit, 
carloads, between April, 1918, and April 5, 1923, from points in 
Florida to Salt Lake City, unjust and unreasonable to the ex- 
tent they exceeded the aggregate of intermediates, and award 
reparation to that basis. 

A question was raised as to the sufficiency of an informal 
complaint because it did not, in exact terms, allege unreason- 
ableness under the first section. Instead it alleged the rates 
were prima facie unreasonable in that they exceeded the aggre- 
gate of the intermediates. The Director-General made that 
point. The examiner said the issue of unreasonableness under 
section 1 was raised by that language and that the claims for 
reparation from the Director-General were not barred. 

The intermediates alleged to have been exceeded were pro- 
portionals. The defendants, the examiner said, contended that 
a combination of proportionals was not an aggregate of inter- 
mediates within the meaning of the fourth section. They 
showed that the combination of locals, based on Jacksonville, 
exceeded the joint rates. In the present case, the examiner 
said, distinguishing it from cases cited, that but for the higher 
joint rates, the proportionals would have applied on the traffic 
and that, therefore, the proportionals were intermediate rates 
which was not the fact in some of the cases relied upon to 
sustain the contention that a combinaion of proportionals was 
not an aggregate of intermediates. 

; The examiner said the commission should find that the 
evidence of the defendants was not sufficient to overcome the 
presumption of unreasonableness raised by the fact that the 
applicable joint rates were in excess of the aggregate of inter- 
mediate rates, that the rates were unjust and unreasonable be- 
tween an unnamed day in April, 1918, and April 5, 1923, and 
award reparation to specified shippers. 








COMMISSION SHOULD AFFIRM 


Affirmance of its original report in 85 I. C. C. 373 has been 
recommended by Examiner W. J. Koebel on further hearing 
in No. 13193, Ingham Day Lumber Co. vs. Gulf & Ship Island 
et al. He has also recommended that fourth section relief 
accorded to the Gulf & Ship Island allowing it to meet the 
competition of shorter lines, from stations on its longer lines, 
on traffic to New Orleans and Mobile, the relief being limited 
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to lines not having greater circuity than 170 per cent of the 
short line. 

In the original report, made December 7, 1923,, Koebel said 
the Commission found that the rates on lumber, maintained 
since March 1, 1920, from Lyman, Miss., to Gulfport, Miss., for 
export, and to Mobile and New Orleans, were not unreasonable 
or unduly prejudicial. The complainant asked for further hear- 
ing and it was granted. Parts of fourth section of application 
No. 484 were set for hearing in connection with the complaint. 

Originally, the examiner said, the complainant asked for 
reparation on shipments to the basis, after July 1, 1922, of an 
export rate of 4.5 cents to Gulfport and 10.5 cents to Mobile and 
New Orleans. It now seeks reparation to the basis of rates of 5 
and 8.5 cents, respectively, says the report. More lumber, the 
examiner said, was exported through Gulfport than through 
either of the larger ports. Lyman, he said, was a local station 
on the Gulf & Ship Island, nine miles from Gulfport, 82 from 
Mobile and 76 miles from New Orleans. Koebel said the Com- 
mission should find that the evidence adduced upon the further 
hearing amply supported the conclusions reached in the original 
report, chief of which was that the blanket method of making 
rates on lumber had long been satisfactorily employed in that 
territory, and that it should not be disturbed, as it would have 
been had the Commission granted the prayer of the complain- 
ant. Koebel said that Lyman was the nearest shipping point, 
in the blanket territory, to New Orleans and Mobile, and among 
the farthest to destinations in other directions. 


MONEY RECOMMENDS DISMISSAL 


Examiner John T. Money has recommended the dismissal of 
No. 15279, St. Louis Live Stock Exchange vs. Wabash Railway 
Company, on a finding that rates on live stock from stations on 
the Wabash, in Missouri, to National Stock Yards, East St. Louis, 
lll., are not unreasonable, unjustly discriminatory or unduly 
prejudicial. 

Since the decision in the Dimmitt-Caudle-Smith case, 47 I. 
C. C. 287, November 12, 1917, Money said, the conditions sur- 
rounding the handling of live stock at the plants of intervening 
packing interests at St. Louis had undergone such a material 
change as to justify a finding that the present adjustment was 
not unduly prejudicial to the complainants nor preferential of 
the intervening St. Louis packers. 

East St. Louis dealers in live stock brought the complaint 
alleging that the rates on live stock from stations on the 
Wabash in Missouri to their stock yards at East St. Louis were 
unreasonable, unjustly discriminatory and unduly prejudicial. 
They asked for rates the reverse of what they said the existing 
rates were. 

Swift & Co. and the St. Louis Independent Packing Com- 
pany, with plants in St. Louis, and the Public Service Commis- 
sion of Missouri intervened. In reciting the history of the adjust- 
ment, made as a result of the decision in the Dimmitt-Caudle- 
ery charge ordained in that case were made effective, Swift & 
Smith case, Examiner Money said that after the rates and deliv- 
Co. and the Independent Packing Company, interveners in this 
case, filed a complaint alleging, among other things, that the de- 
livery charge of $2.50 per car, now $3.15, in addition to the mile- 
age scale rates, from points on the Missouri Pacific, Wabash and 
the Rock Island, to their packing plants in St. Louis, resulted in 
unreasonable charges and asked for the cancellation of that 
charge. The complaints were dismissed, 56 I. C. C. 309, in Janu- 
ary, 1920. 

After the expiration of the Commission’s order, the Mis- 
souri commission condemned the delivery charge on traffic from 
points on the Wabash and Missouri Pacific to St. Louis. The 
Wabash cancelled the charge so far as Missouri business to St. 
Louis was concerned, but the Missouri Pacific, the examiner 
said, cancelled it at both St. Louis and East St. Louis. 

The complainant, Money said, contended for a scale some- 
what lower than the Dimmit-Caudle-Smith order scale and the 
cancellation of the delivery charge at East St. Louis or, if not 
eliminated, then its restoration at St. Louis from all points on 
the Wabash. 

In support of its contentions the complainant relied, the 
examiner said, largely upon the findings of fact and conclusions 
in the Dimmitt-Caudle-Smith and Swift cases. It argued, said 
Money, that no changes in circumstances and conditions sub- 
sequent to the decisions in those cases would warrant a differ- 
ent finding in this case. The complainant conceded, however, 
that the Commission was not bound by any rule of stare decisus 
and that its conclusions were not res judicata. But it directed 
attention to the general rule set forth by the Commission in 
Traffic Bureau of Nashville vs. L. & N., 43 I. C. C. 366, in which 
the Commission said that when it, “upon a given state of facts, 
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reaches a conclusion regarding a certain rate, it will adhere to 
that conclusion in subsequent proceedings regarding the same 
rate, unless (a) some new facts are brought to its attention, (b) 
conditions are shown to have undergone a material change, or 
(c) it proceeded on a misconception or misapprehension.” 
Money called attention to many changes in St. Louis since 
the decision in the Dimmitt-Caudle-Smith case, particularly the 
increase in the tracks for unloading in St. Louis and the dis- 
appearance from that city of the stock yard that formerly com- 
peted with that of the complainant, and the declaration that, in 
a given period, there was a larger percentage increase in ship- 
ments to East St. Louis than to St. Louis, to justify his recom- 
mendation that the Commission find the Dimmitt-Caudle-Smith 
findings and conclusions should not longer control the situation. 


COAL TOLERANCE CASE 


Examiner Lawrence Satterfield has recommended the dis- 
missal of No. 15435, Smith & Duckworth et al. vs. Cleveland, 
Cincinnati, Chicago & St. Louis et al., on a finding that the rules, 
regulations and practices relating to the weighing and re-weigh- 
ing of bituminous coal, have not been shown to be unreasonable 
or otherwise unlawful. The report also covers a sub-number, 
Fred Goeppert & Son et al. vs. Same. 

Complainants, retail coal dealers at Indianapolis, Crawfords- 
ville and Noblesville, Ind., alleged the rules, etc., were unreason- 
able and otherwise unlawful. Satterfield said that while the 
complaint, and upon hearing counsel for complainants referred 
to many provisions in the railroad tariffs as objectionable, most 
of the criticism and such testimony as was introduced related to 
the so-called tolerance rules and the practices of the defendants 
thereunder. Satterfield said that the question of tolerance was 
fully explained in the Commission’s report in Northwestern Traf- 
fic & Service Bureau case, 47 I. C. C., 549, but he gave a brief 
explanation. He said it was the allowable margin of error be- 
tween origin and destination scale readings arising from differ- 
ences in scales or errors in weighing or from the absorption or 
evaporation of moisture by the shipment in transit, which had to 
be exceeded, as a condition precedent, to the correction of the 
billed weight and the reweighing of the shipment free of charge. 
He said the rules generally provided that freight charges would 
be assessed on basis of origin weights obtained at initial weigh- 
ing stations, and that such origin weights had to be adhered to 
unless shown to be incorrect. He said that in cases where the 
consignee questioned the accuracy of origin weights and re- 
quested a reweighing, the tolerance rule in effect on the line of 
the delivering carrier was applied in settlement of the contro- 
versy. He also called attention to the fact that in 28 I. C. C., 7, 
the Commission expressed the opinion that 1,000 pounds was too 
high a minimum tolerance and that if one tolerance was to be 
fixed for the weighing of all commodities, 500 pounds would 
seem to be large enough. 

While no order was issued in that case, Satterfield said that 
a code was devised as a result of conferences between the Amer- 
ican Railway Association and the National Industrial Traffic 
League providing for one per cent of tolerance, minimum 500 
pounds. Not all railroads, however, he said, revised their rules. 
He said the tariffs of the Big Four, one of the defendants, pro- 
vided for a tolerance of one per cent, 1,000 pounds minimum, 
and that there had been no evidence of any change in its rules 


since January 1, 1910, so the burden of justification was not on 
that carrier. 


Satterfield said that apparently counsel for the complainants 
sought, in this case, the elimination of all tolerance rules from 
the tariffs of the defendants, reciting in support of that allega- 


tion, the question be put to counsel and the answer be obtained 
In conclusion he said: 


Most of the testimony introduced by complainants consists of 
mere criticisms of defendants’ existing rules and practices, and al- 
iegations of a general character respecting the inaccuracy of scales 
used by both carriers and shippers in arriving at billing weights, 
but with a lack of essential facts upon which to base conclusions. 
As applied to the shipments of several of the complainants it is 
apparently desired that defendants be required to accept as a basis 
for settlement of transportation charges, in lieu of the origin or 
billing weights, weights computed on wagon scales of consignees 
after the coal has been unloaded by hand at the carriers’ team tracks 
and hauled in one-horse wagonloads for eight or ten city blocks, 
partly over unpaved streets, to the consignees’ yards. It is testified 
that there are approximately thirty of such loads in a 50-ton car- 
load of coal. 

It was developed on hearing that in addition to amounts cov- 
ering weighing charges and differences in freight charges, com- 
plianants’ claims for reparation also include amounts covering the 
value of the coal represented by the differences in controverted 
weights. The Commission does not have jurisdiction over claims for 
loss of freight in transit. 


en complainants failed to introduce adequate proof of their 
contentions, defendants rested. 

In many respects, both as to the issues and the manner of pres- 
entation by complaints, this case is similar to Retail Coal Mer- 
chants’ Association vs. B Oo. R. R. Company, 83 I. C. C. 328, 
from which the following extracts from the Commission’s opinion 
ore ave quoted because of their applicability to the instant pro- 
ceeding: 

“The case seems to have been thrown together as if the Com- 
mission needed only to have the opportunity presented to it in 
order to take favorable action. But we are administering this law 
upon no such basis. We are authorized under the act to order a 
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reduction in rates only when it is made to appear that they are 
unjust, or unreasonable, or unjustly discriminatory, or unduly pre. 
judicial. Complainants must therefore prove the issues that they raise 
by competent testimony or make out a prima facie case sufficiently 
clear and strong to require the Commission in the public interest to 
enter upon an investigation of its own to ascertain the merits of 
the complaint. * * * 

“As a basis for the entry of an order directing changes in the 
tariffs and practices of carriers we must have some reasonable ground 
upon which we can be satisfied that the law is being violated.” 

The Commission should find that the rules, regulations and prac- 
tices complained of herein have not been shown to be unreasonable 
or otherwise unlawful, and dismiss the complaint. 


RECOMMENDS CLASS REVISION 


Examiner Alfred S. Knowlton, in No. 16193, E. I. duPont 
deNemours & Company vs. West Jersey & Seashore et al., has 
recommended a class rate revision from New York, Philadelphia, 
Baltimore and related points to Roanoke, Va., and points west 
thereof, on the Norfolk & Western, without prejudice to what 
may be done in No. 15879, the eastern class rate investigation, 
hearings in which are to be resumed March 30. He said the 
class rates in question should be found unreasonable and the 
fourth section feature involved should be said to have been dis- 
posed of in 89 I. C. C., 470, the report in which fourth section 
relief to continue the existing eastern class rate structure was 
denied and the foundation laid for the investigation Commis- 
sioner Eastman is conducting. 


The report covers a sub-number, Same vs. Philadelphia & 
Reading. The complaints alleged the class rates from the east- 
ern territory mentioned were in violation of the first, four, and 
sixth sections. The plants of the complaining company are lo- 
cated at points in New Jersey, Pennsylvania, New York and Con- 
necticut taking the port rates or rates made in relation thereto. 
The examiner said the complainant did not bring up specific vio- 
lations of the sixth section and that that allegation would not 
be further discussed than to make the statement already made. 

High explosives, the traffic in which the complainant is in- 
terested, are not, says the report, classified in Official Classifica- 
tion, although by exceptions thereto they are classed as first 
in carloads and double first in less-than-carloads. The Southern 
Classification provides the same rating. The complainant, 
Knowlton said, suggested three phases to be dealt with, as fol- 
lows: First use Roanoke as a pivotal point in accordance with 
the principle laid down in Bluefield Shippers’ Association vs. 
Norfolk & Western, 22 I. C. C.; second, apply the Bluefield prin- 
ciple to establish a just and reasonable class basis from the 
ports to Roanoke; and, third, observe the fourth section in mak- 
ing rates to main line points between Roanoke and Kenova, with 
differentials or arbitraries to branch-line points. In describing 
the Bluefield decision, the examiner said it required rates from 
Hagerstown, Mr., to Roanoke to be deducted from rates from 
Hagerstown to Bluefield for the ascertainment of differentials, 
Bluefield over Roanoke. These differentials, applied to rates 
from the ports gave the prescribed rates to Bluefield. Complain- 
ant sought to have that principle or rule applied to all main line 
stations between Roanoke and Kenova, the examiner said, ex- 
cept where the Kenova backhaul combination made less or where 
a lower charge was already in effect. In conclusion he said: 


Defendants offer no defense of any general basis of class rates 
involved in this proceeding and ask that the Commission do noth- 
ing that would prejudice the final conclusions to be reached in the 
Eastern Class Rate Investigation. They have submitted an exhibit 
to show that the present rates are no higher from the producing 
points of the complainant than from some producing points of com- 
plainant’s competitors. It is their contention that when the ship- 
ments moved, Gibbstown did not have a rate applicable via Hagers- 
town and the N. & W. From Thompson's Point during the first few 
months of the movement the rate did apply but after October 16, 
1922, a specific routing in the tariff prevented it, according to the 
defendants who maintain that there are no fourth section violations. 
A check of the tariff shows that carload shipments of high ex- 
plosives from Gibbstown and Carney’s Point on the Pennsylvania 
to Kenova take the first class rate and the tariff provides routing 
via Pittsburgh, Pa., but not via Hagerstown. There are no fourth 
section violations on such shipments moving over the Pennsylvania. 
From Thompson’s Point on the Reading a similar rate is applicable 
via Hagerstown and Roanoke and there are fourth section viola- 
tions. These violations have préviously been before the commis- 
sion and relief denied. 

The Commission should find that the rates charged were unrea- 
sonable to the extent that they exceeded rates made by deducting 
the rate from Hagerstown to Roanoke from the rate from Hagers- 
town to the various destination points to which the shipments 
moved and adding the differential thus obtained to the rate from 
the point of origin to Roanoke; but that in no instance should the 
rates so made exceed those that would result from the applica- 
tion to junction point rates thus obtained of the same arbitraries 
or differentials as now apply on eastbound traffic destined to off 
main line points between Roanoke and Kenova; nor should they 
exceed any back haul combination of rates; that complainant made 
the shipments as described and paid and bore the charges thereon 
at rates herein found to have been unreasonable; that it was dam- 
aged to the extent of the difference between the charges paid and 
the charges that would have accrued at the rates herein found 
unreasonable; and that it is entitled to reparation and should sub- 
mit a Rule V statement. 

It should further find that the present class rates from New 
York, Philadelphia and Baltimore and related points to Roanoke and 
points on the Norfolk & Western west thereof, are unreasonable 
to the extent that they exceed rates made by application of the above 
prtactple, and that a reasonable basis of class rates should be es- 
tablished. 


Applications for fourth section relief have prveiously been denied 
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and the fourth section featuré disposed of in other proceedings. 
The findings herein are without prejudice to any findings that may 
be made in Docket 15879, Eastern Class Rates Investigation. 


PROPOSED BARGE LINE DIVISIONS 


Examiner H. W. Archer, in a report on No. 11893, United 
States War Department, Inland Waterways, Mississippi-Warrior 
Service vs. Abilene & Southern et al., on further hearing, has 
recommended the basis of divisions to be used in dividing the 
money derived from joint barge-and-rail rates between New 
Orleans and Mobile on the one hand, and inland points on the 
Louisville & Nashville, on the other, on traffic interchanged at 
Mobile, Tuscaloosa, or Birmingham, Ala. The report also cov- 
ers No. 11892, Game vs. Same, and No. 13290, The Secretary of 
War, operating Mississippi-Warrior Service vs. Aberdeen & 
Rockfish et al. 

In its original report in this case, 77 I. C. C., 317, general 
principles were laid down to govern the divisions of joint rates; 
also to govern the establishment of additional through routes 
and joint rates. No order was entered. It was suggested that 
negotiations be conducted with a view to determining divisions 
and the establishment of additional through routes and joint 
rates. 

Examiner Archer said that much had been accomplished in 
the negotiations but that while the barge line and the Louis- 
ville & Nashville agreed upon many joint rates and the terri- 
tory to and from which they should apply, they had not, how- 
ever, been able to compose their differences in respect of the 
divisions. Therefore they applied for a determination of their 
differences. The barge line, he said, also sought additional 
through routes and joint rates. No serious objection, he said, 
was interposed by the Louisville & Nashville to the establish- 
ment of such through routes and joint rates so long as they 
were to be governed by the rules laid down by the Commission 
in its original decision. Archer said it would be assumed that 
little difficulty would be encountered in reaching an agreement 
as to the additional rates. Therefore, he did not take up that 
phase of the matter for consideration at this time. Although, 
in the caption of his report he said it was based “on further 
hearing,” in the body of the report, he said, no further hearing 
had been held but that the whole situation had been presented 
on statements of fact by the parties. 


Among the contentions made by the barge line, according 
to the examiner’s report, was one that it should receive as a 
minimum, 40 per cent of the through rates, because experience 
had shown that it was necessary to obtain that minimum to 
assure adequate revenue to cover its terminal costs. The 
Louisville & Nashville, Archer said, accepted the principle of a 
minimum division for one of the lines in a through route and 
joint rate arrangement. However, it said that the rule in 
southern territory was 25 per cent. It said that under the 
proposal of’ the barge line, it would have to stand a substantial 
part of the 20 per cent differential of barge-and-rail rates under 
the all-rail rates, from New Orleans to Nashville via Tusca- 
loosa, the division accruing to it, under the barge line’s pro- 
posal, being only 62.9 cents first class. It further pointed out 
that, by using the full first class rates to and from Tuscaloosa, 
based on the scale proposed in No. 13494, the Southeastern 
Class Rate case, its division would be 69 cents, or 6.1 cents 
greater than under the barge line’s proposal. The Louisville & 
Nashville, Archer said, urged the adoption of a divisional ar- 
rangement based substantially on a mileage prorate. Examiner 
Archer said the matter should be disposed of as follows: 


With the exceptions noted below, the commission should find 
that divisions of joint class and commodity rates between New 
Orleans and Mobile, on the one hand, and interior points on the 
L. & N., on the other hand, interchanged either at Mobile or Tus- 
caloosa will be just and reasonable both to the barge line and to 
the L. & N. if divided upon a rate prorate basis using as factors, (1), 
80 per cent of the first-class rate proposed in the tentative report 
in No. 13494 for the short line rail distance between the ports, and 
(2) the first-class rate proposed in said report for the short line 
distance between the point of interchange and the inland point, 
these short line distances to be determined via workable routes 
embracing not more than three carriers not under common control 
or management; the percentages which these respective factors bear 
to the whole to be used in arriving at divisions of the joint barge- 
and-rail rates which shall accrue to the barge line and to the L. & 
N., respectively. 


Exceptions 


To and from points in the Birmingham district via Tuscaloosa, 
the barge line proposes, as hereinbefore stated, that the division 
of the L. & N. shall be fixed at 25 per cent of the joint barge-and- 
rail rates to and from both New Orleans and Mobile. The great bulk 
of the traffic into and out of this district consists, it is stated, of ore, 
sulphur, iron and _ steel articles and coal, the rates on which con- 
siderably below the normal level. A_ similar contention was made 
in the second report in this proceeding where divisions with the 
Southern Railway were involved, and the commission there held that, 
as to traffic to and from the Birmingham district, the divisions ac- 
cruing to the rail carrier should in no case exceed 25 per cent of the 
joint barge-and-rail rates on sulphur, manganese ore, rails for ex- 
port, cast iron pipe for export or transshipment, and iron or steel 
manufactured articles. It is believed that this rule may fairly be fol- 
lowed in this case, and the commission should therefore find that 
25 per cent of the joint barge-and-rail commodity rates between 
New Orleans and Mobile, on the one hand, and points in the Birm- 
ingham district, on the other hand, when the traffic is interchanged 
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at Tuscaloosa will result in just and reasonable divisions to the 
L. & N. The joint barge-and-rail class rates should not be subject 
to this limitation. 

With respect to traffic through Birmingport and interchanged 
with the L. & N. at Birmingham, the barge line proposes a division 
to it, as hereinbefore more fully explained, arrived at by using 87.6 
per cent of the short line first-class rail rate between New Orleans 
and Birmingham as its factor on traffic to and from New Orleans, 
and 89.7 per cent of the short line rail rate between Mobile and 
Birmingham as its factor on traffic from and to that port. This 
higher percentage is to afford the barge line compensation for the 
rail service of 28 miles between Birmingport and Birmingham. The 
intervention of this short rail haul works a disability which it would 
seem equitable for the barge line largely to bear if it desires to 
interchange traffic with the L. & N. via this route. On the other 
hand, the L. & N. should not escape entirely from carrying some 
share of the burden, for the Congress has declared it to be its 
policy “to promote, encourage, and develop water transportation, 
* * * and to foster and preserve in full vigor both rail and water 
transportation;’’ and this, it seems, can only be done when both 
participate as equitably as may be in sustaining the disabilities en- 
countered. Under the barge line’s proposal, its division on coffee 
for example, from New Orleans, interchanged at Birmingham, and 
destined to Lexington, Ky., would be 17.6 cents. On the basis which 
it proposes for general application, its division, based on Birming- 
ham as the interchange point, would be 16.9 cents. Therefore, for this 
rail haul, its proposal contemplates an additional division of but .7 of 
a cent per 100 pounds over what it would normally be if based on the 
short line distances to and from Birmingham. The revenue accru- 
ing to the L. & N. under the barge line’s proposal would be 21.4 
cents per 100 pounds for a haul of approximately 490 miles, or $64.20 
per car based on a weight of 30,000 pounds. On first-class traffic, 
the barge line under its proposal would receive 2.8 cents per 100 
pounds more than it would receive under its general plan based 
on the short line distances to and from Birmingham. On traffic from 
Mobile, interchanged at Birmingham, its division of the first-class 
rate to Lexington would be 3.6 cents per 100 pounds greater under 
the plan proposed than under its general basis. Under all the cir- 
cumstances, it is believed that the barge line’s proposal is fair; 
and the commission should therefore find that reasonable divisions 
to the barge line and to the L. & N. on traffic moved via Birming- 
port and interchanged at Birmingham will result through the applica- 
tion of the special basis proposed by the barge line on such traffic. 

It is not believed that the proposal in the tentative report in No. 
13494 to use 90 per cent of the actual mileage in Tennessee and 
Kentucky should be given consideration in arriving at divisions in 
this proceeding. 

With respect to transit arrangements on cotton, there appears 
to be no disput that the compress charge should first be deducted 
from the through rate and accorded to the L. & N. before the bal- 
ance of the rate is divided. It is believed, however, in view of the 
nature of this case that an allowance of 4 cents per 100 pounds for 
the transit service, as proposed by the L. & N., is too high. On a 
loading of say 15,000 pounds this would result in a per car charge 
of $6. Under all the circumstances it is believed, and the com- 
mission should so find, that the L. & N. should receive for its transit 
service not to exceed 3 cents per 100 pounds or a minimum of $3 
per car. Neither can the plan proposed by the L. & N. be accepted 
for arriving at the divisions of cotton rates. The amount which it 
would receive under its proposal seems out of all proportion to the 
service rendered. For example, on traffic from Flomaton, Ala., to 
New Orleans, interchanged at Mobile, the L. & N. would divide the 
net rate of 36.5 cents on the basis of 7.9 cents to the barge line. and 
28.6 cents to itself for a haul.of but 60 miles. The commission should 
find that reasonable divisions will result to the barge line and to 
the L. & N. on cotton traffic if from the gross barge-and-rail rates 
there is first deducted 15 cents to cover the compress charge, and 
3 cents to cover the transit charges of the L. & N., and the bal- 
ance is divided under the barge line’s general proposal, subject, 
however, to a minimum division to the L. & N. of 50 per cent of 
the net rate after deduction of the compress charge. That is to 
say, in no case shall the L. & N. receive less in total amount. ex- 
clusive of the compress charge, than 50 per cent of the balance re- 
maining after having deducted the compress charge from the gross 
barge-and-rail rate. 

As to other transit arrangements, the record affords no satis- 
factory basis on which to predicate a finding, and none will be made. 

As to minimum divisions, the barge line’s proposal virtually 
amounts, it would seem, to the L. & N. acting as an insurer of 
the former’s operating expenses. The commission should find that 
25 per cent of the joint rates, except as to the joint rates on cot- 
ton, will result in reasonable minimum divisions to either the barge 
line or the L. & N. 

With respect to the transfer charges at the points of interchange, 
the commissionds finding in its original report should be adhered to 
This finding was as follows, 77 I. C. C. 317, 358: 

“When the services of an intermediate switching carrier are 
necessary at the port to effect interchange between the barge line 
and the rail carrier having the line haul, or when similar inter- 
change service is performed by dray, the switching or drayage 
charges should be paid out of the barge-line division when the 
freight is delivered to the rail carrier and should be paid out of 
the rail division when it is delivered to the marge.” 

The commission should enter no order at this time, but leave 
the parties free slightly to modify these findings in individual cases 
where it is found necessary or advisable so to do. Should divisions 
not be established within a reasonable time, the commission should 


consider the entry of an order upon the matter being brought to 
its attention. 


COAL CASE DISMISSED 


Examiner J. P. McGrath has recommended the dismissal 
of No. 16106, Sheffield Iron Corporation vs. Director-General, 
Southern, et al., on a finding that the rate on coal, from East 
Birmingham to Jasper, Ala., in the period of federal control 
was not unreasonable, or unjustly discriminatory. He said the 
Commission should find that the complainant was not damaged 
by reason of any undue prejudice that may have existed. 


CRUSHED STONE RATES 
A finding of unreasonableness and an award of reparation 
have been recommended by Warren H. Wagner, in No. 16021, 
J. C. Budding Company vs. Pennsylvania Railroad Company, 
as to charges assessed on one carload of crushed stone shipped 
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from Port Deposit, Md., to Linden Hall, Pa., and reconsigned 
at Marysville, Pa., to Mendenhall, Pa., on April 27, 1923. It 
was reconsigned, through error, the examiner said, to Linden 
Hall. He said the rate should be found unreasonable to the 
extent it exceeded $1.75 per short ton. He said the record was 
inadequate upon which to prescribe rates on reconsigned out- 
of-route or return hauls of crushed stone from non-producing 


points in Maryland and Pennsylvania to points on the Peun- 
sylvania. 


LUMBER MINIMA CASE 


Examiner Myron Witters has advised the Commission to 
dismiss No. 12780, Western Pine Manufacturers’ Association 
et al. vs. Director-General, Ann Arbor, et al., on a finding that 
the carload minima on lumber and rules in connection there- 
with, from points in Oregon, Washington, Idaho and Moniana, 
to transcontinental territory, prior to, during and after the 
period of federal control were not unreasonable or otherwise 
unlawful. The examiner said the principal question presented 
in this case was whether the minima and rules were unréa- 
sonable prior to the effective date of the Commission’s order 
in Lumber Carload Minima, 56 I. C. C. 318, and 68 I. C. C. 98, 
and whether reparation should be awarded on the basis of the 
minima and rules prescribed therein. He said the Commission 
had repeatedly found that reparation, ordinarily, would not be 
awarded to the basis of a finding made in a general investiga- 
tion resulting in a widespread readjustment prior to the effec- 
tive date of its order. On the authority of those cases, he szid, 
the Commission should find as hereinbefore indicated. 


SUGAR WAS OVERCHARGED 


Examiner John B. Keeler, in No. 16187, National Candy 
Company, Inc., vs. Pennsylvania Railroad Company, said the 
Commission should say that a rate of 40 cents was applicable 
on shipments of sugar, between March 2 and July 28, 1920, 
from Philadelphia and New York to St. Louis. Charges were 
collected on the basis of 50.5 cents from Philadelphia and 52.5 
cents from New York, those being the fifth class rates. The 
report covers two sub-numbers, National Candy Co. vs. Balti- 
more & Ohio and Missouri Candy Co. vs. Pennsylvania. The 
complainant, he said, sought reparation, by refund, to the 
basis of 40 and 42 cents, the latter rates being published “to 
east Mississippi river crossings specified, on traffic destined 
to points beyond, to which no through rates are in effect,” as 
the tariff said. Keeler said: 

The question presented is whether the note to the item renders 
inapplicable the rate of 40 cents on shipments to St. Louis. It is 
the contention of the carriers that the rates apply as proportional 
rates to all of the points listed in the item including St. Louis. The 
complainant on the other hand contends that the 40-cent rate ap- 
plies on local shpiments to St. Louis. An examination of the tariff 
leaves little doubt that it was the intention of the carriers to pub- 
lish the rates in question as proportional rates, but the tariff does 
not so limit the application of the rate to St. Louis. Tariffs are 


construed strictly against the makers and their language rather than 
the intent of the framers is controling. 
he Commission should find that the rate of 40 cents was legally 


applicable to the shipments and should direct the defendants to re- 
fund the overcharges. 


BLACK OIL RATING 


An order of dismissal has been recommended by Examiner 
C. I. Kephart in No. 15847, Warren Refining & Chemical Com- 
pany vs. Cincinnati, New Orleans & Texas Pacific et al., on a 
finding that charges collected on black oil, in tank carloads, 
shipped from Houston, Tex., to Cleveland, O., based on an 
estimated weight of 7.4 pounds per gallon, were not unreason- 
able or otherwise unlawful. The shipments were made in 
April, 1921. The complainant contended that the oil should 
have been allowed to move under the classification of “oils not 
otherwise indexed by name” at an estimated weight of 6.6 
pounds per gallon, because it was not specifically named in the 
classification. A witness for the complainant, Kephart said, 
admitted the black oil, used as stock for making car wheel 
lubrication, weighed about 7.8 pounds per gallon. The rail- 
roads said it had the characteristics of fuel oil and that its 
weight, and the manner of its production brought it within 
the designation of fuel oil, although not used primarily for fuel 
purposes. Kephart said that a commodity shipped under a 
trade name that did not disclose its real nature might properly 
be rated the same as other commodities of similar physical 
character. He said it seemed clear on the record that there 
was a close analogy between fuel oil and the black oil or 
residuum used by the complainant. 


SCRAP IRON REPARATION 

A finding of unreasonableness and undue prejudice and an 
award of reparation have been recommended by Examiner 
Warren H. Wagner, in No. 16015, Sam Karnowsky vs. Cincin- 
nati, Indianapolis & Louisville et al., as to rates on scrap iron, 
and the charges thereunder, applied on shipments from Rens- 
selaer, Ind., to St. Joseph, Benton Harbor and Bridgman, Mich. 
The complaint alleged the rates were unreasonable, unjustly 
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discriminatory and unduly prejud‘cial. An award of reparation 
and reasonable rates for the future were requested. Six ship. 
ments were made and the sixth class rate equivalent of $3. 20 
applied. The railroads expressed willingness to make a rate 
of $2.39 but they took the position that inasmuch as the com. 
plainant knew that sixth class applied, he was not entitled to 
reparation. 

“Under the law the shipper is presumed to know the 
applicable rate,” said the examiner. “Therefore, it seems to 
be defendants’ position that no case could exist in which a 
shipper would be entitled to reparation, be the published rate 
ever so unreasonable. This position is unsound.” 

The examiner said the Commission should find the rate 
unreasonable to the extent it exceeded, or may exceed, $2.39 
per ton and award reparation to that figure; also that re- 
weighing charge of $2.70 should be refunded. 


GASOLINE WAS OVERCHARGED 


Examiner Myron Witters, in No. 15359, Cosden & Company 
vs. Lake Erie & Western et al., says the Commission should 
find that five carloads of gasoline shipped from Tulsa, Okla., 
to Rochester, Ind., in March, April and May, 1923, were over- 
charged. He said. the refund of the overcharges should be di- 
rected and the complaint dismissed. A rate of 51.5 cents was 
charged. Witters said the Commission should find that the 
properly applicable rate was 50.5 cents, made up of a rate of 
33.5 to Chicago and 17 cents beyond. The complainant alleged 
the rate was unreasonable to the extent it exceeded 49 cenis, 
made up of a specific proportional commodity rate of 30.5 cents 
to Peoria and a proportional fifth class rate of 18.5 cents be- 
yond. The examiner said the last mentioned rate was specifically 
restricted to apply in the absence of a specific commodity rate. 
He said there was a specific commodity rate of 24 cents from 
Peoria to Rochester, so the 18.5 cent rate was not usable. 


GRAPE JUICE RATES 


In a report on No. 16215, A. Joseph vs. Oregon-Washingion 
Railroad & Navigation Co. et al., Examiner Myron Witters said 
the Commission should find the rates on unfermented givape 
juice, in glass in boxes, in bulk, in barrels, in straight and 
mixed carloads, from Melvin, Calif., to Portland, Ore., Aberdeen, 
Tacoma and Seattle, Wash., not unreasonable, as alleged, but 
the rate to Portland unduly prejudicial to the extent it ex- 
ceeded, exceeds or may exceed the rates contemporaneously 
effect on the same commodity to Aberdeen, Tacoma and Seattle. 

A further finding recommended by the examiner was that 
the rates on the juice, in bulk, in barrels, from Melvin ito 
Aberdeen, Tacoma and Seattle, were unduly prejudicial to the 
extent they exceeded, exceed or may exceed the rates on juice, 
in glass in boxes. The complaint alleged violation of the long: 
and-short-haul part of the fourth section. The examiner said 
the fourth section violations should be removed. 


PEANUT RATES UNREASONABLE 

A finding of unreasonableness and an award of reparation 
have been recommended by Examiner John H. Howell, in No. 
15975, Oklahoma Traffic Association vs. Chicago, Rock [sland 
& Pacific et al., and a sub-number thereunder, Hale-Halsell Com- 
pany vs. Same, as to rates on peanuts, from Suffolk, Franklin, 
Norfolk and Petersburg, Va., and other points in group A to 
McAlester, Shawnee and Oklahoma City, Okla. He said the 
Commission should find them unreasonable to the extent they 
exceeded $1.365 prior to and $1.23 after July 1, 1923, and award 
reparation to that basis. The complaint alleged the rates had 
been and were unreasonable. Suffolk, the examiner said, was 
a typical point. The rate from that point to the Oklahoma 
points became $1.43 on June 11, 1923. 


EXAMINER RECOMMENDS DISMISSAL 


Examiner Lawrence Satterfield has recimmended the dis- 
missal of No. 15802, Utah-Idaho Sugar Co. vs. Cisco & North- 
eastern et al., on a finding that the rate of $1.36 on four car- 
loads of sugar, shipped in July, 1921, from Brigham and Span- 
ish Fort, Utah, to Breckenridge, Tex., was not unreasonable. 
Reparation was sought to the basis of the subsequently estab- 
lished rate of $1.145. The examiner said the stress of com- 
petition of carriers that entered Breckenridge after the prin- 
cipal defendant got there caused the cut in the rate. 


ABANDONMENT OF LINES 


Examiner H. C. Davis in a proposed report in Finance 
Docket No. 4285 has recommended a finding that the prseent 
and future public convenience and necessity permit the aban- 
donment by the Boston & Maine and the Nashua & Acton of 
the railroad of the Nashua company extending from Nashua, 
N. H., to North Acton, Mass., a distance of approximately 
20 miles. The examiner also recommended authorization of 
abandonment of operation, under trackage rights, by the 
Boston & Maine over a second track of the Old Colony Rail- 
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road Company between Acton Junction and Concord Junction, 
in Concord, Mass., a distance of 4.30 miles. This track, the 
examiner said, practically formed an extension of the Nashua 
company’s lines and was used exclusively by the Boston & 
Maine. The Boston & Maine controls the Nashua company 
through ownership of its entire capital stock, and has operated 
the line since 1895. 

Examiner Davis said the line traversed a section well 
supplied with railroads, and in which the use of automobiles 
had increased largely in recent years. A study of operating 
results for 1922 showed operating revenues, $1,526; cost of 
maintenance, operation, taxes and rents, $57,472; deficit, 
$55,946, the examiner said. He said that was represented to 
be the out-of-pocket cost of operating the line. Since June 23, 
1924, no accommodations for passengers have been provided. 
From August 1, 1924, freight service has consisted of one train 
each way three days a week. Opposition to abandonment was 
voiced by two owners of timber lands, a dealer in coal and ice 
and a grain dealer. 

“Apparently the abandonment of this line will not affect 
seriously the communities through which it passes, and the 
cost of continuing it in operation is disproportionate to the 
value of any service which it can render to the public,” the 
examiner said. 


In a proposed report in Finance Docket No. 4246, Exam- 
iner Davis has recommended a finding that the present and 
future public convenience and necessity permit the abandon- 
ment by the Chicago, Rock Island & Pacific Railway Company 
of a line of railroad extending from a point near West Daven- 
port to Stockton, Ia., a distance of 16.28 miles. The examiner 
said the carrier proposed to abandon the part of its line in 
question and to connect its Cedar Rapids division with the 
main line of its Iowa division at Stockton. He said the only 
station that would be affected by the proposed abandonment 
was Blue Grass, which had a population of 205 in 1920, and 
which was not more than six miles from other lines of the 
applicant. He said Blue Grass also was served by the electric 
interurban railroad of the Clinton, Davenport & Muscatine 
Railway Company. If the application should be granted, the 
examiner said, the Rock Island proposed to convey its station 
facilities at Blue Grass to the interurban which would connect 
them with its own line and continue them in use. Continued 
operation of the steam line, the applicant said, would result 
in an annual loss of $20,000. For the three years ending 
December 31, 1923, the deficit in net railway operating income 
was $95,383, the report said. Protestants said abandonment 
would injure Blue Grass and tributary territory. The exam- 
iner said abandonment might result in some minor incon- 
venience to Blue Grass and a small area surrounding it but 
that the section would still have adequate rail service, and 
that continued operation would involve losses to the applicant 
wholly disproportionate to any service rendered the public. 


Examiner R. M. Brown, in a proposed report in Finance 
Docket No. 4297, has recommended that a certificate be issued 
authorizing the Alexandria & Western Railway Company to 
abandon, as to interstate and foreign commerce, its line of rail- 
road extending from Alexandria to McFarland, La., a distance of 
approximately 20 miles. The Thomas Gravel Company, Inc., 
operating a gravel pit near McFarland, protested. The examiner 
said the line was built primarily for the purpose of moving logs 
and sawmill products, and was controlled by the same interests 
that controlled the Albert Hanson Lumber Company, Ltd., a 
Louisiana corporation now in process of liquidation. The lum- 
ber company has aided the road financially but can not do so 
any longer, the report said, and efforts to sell the road as a 
going concern for $150,000 have been unsuccessful. The carrier 
has suffered a deficit in net income since 1919, the report said, 
that for 1924 having been $34,097. The examiner said the carrier 
was unable to procure funds with which to continue operation 
or to meet its obligations, and had been requested by its creditors 
to cease operation and to abandon its line. He said it did not 
appear that enough traffic to make the line self-sustaining would 
ever be shipped to or from the tributary area and that the line 
had served the purpose for which it was constructed. 


CAMBRIA AND INDIANA CASE 


The Pennsylvania Railroad Company, in finance docket 
No. 3385, in the matter of the application of Cambria & Indiana 
Railroad Company for a certificate of public convenience for the 
construction and extension of its line of railroad in Cambria 
county, Pennsylvania, has filed a petition for rehearing. The 
petitioner said the Commission, acting through Division 4, had 
certified that the present and future public convenience and 
necessity required the construction at a cost of more than 
$500,000 by the Cambria & Indiana of an extension of its line 
of railroad, the sole purpose of the extension being to enable 
a shipper of bituminous coal located on that railroad to open 
and develop another mine at an estimated cost of about $3,000,- 
000. The petitioner said that, in view of the importance of 
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the question involved, it asked the Commission to assign the 
case for hearing before the full Commission. 

The Pennsylvania said that it had opposed the issuance of 
the certificate “mainly because further development of the 
bituminous coal industry at this time was distinctly not in 
the interest of the public and that consequently this Commis- 
sion ought not to authorize a carrier to construct an extension 
of its lines when the purpose of such extension was to make 
possible further development of bituminous coal territory.” 

The petitioner said no reference was made in the report of 
Division 4 to existing conditions in the bituminous coal in- 
dustry, but that these conditions were well known to the Com- 
mission. It referred to the report of the United States Coal 
Commission, in which reference was made to the overdevelop- 
ment in the bituminous industry. The petitioner said that, hav- 
ing regard to such conditions in the industry, it was almost 
inconceivable that Division 4 could have reached the conclusion 
that a public necessity existed for further development of 
bituminous coal territory generally. The petition was devoted 
entirely to the question of the relation of overdevelopment of 
the coal industry to the construction of new lines. 


DISAPPROVES NEW KANSAS LINE 

In a proposed report in Finance Docket No. 3529, Examiner 
Haskell C. Davis has recommended a finding that the present 
and future public convenience and necessity is not shown to re- 
quire the construction by the Golden Belt Railroad Company of 
Kansas of a line of railroad in Barton, Rush and Ellis counties, 
Kan. The line would extend from a connection with the Santa 
Fe at Great Bend to a connection with the Union Pacific at Hays, 
with a branch line in Ellis county, a total distance of approxi- 
mately 80 miles. 

The applicant was denied permission to build a line from 
Great Bend to Hays in a report issued by the Commission April 
4, 1921, 67 I. C. C., 370. After a rehearing the finding was 
affirmed. The case was reopened a second time and the original 
finding reaffirmed. The instant application was later filed. The 
Public Utilities Commission of Kansas recommended that the 
application be denied. 


CONSTRUCTION OF TEXAS LINE 


The Commission has issued a certificate authorizing the 
Waco, Beaumont, Trinity & Sabine Railway Company to con- 
struct and operate that part of a proposed extension of its 
railroad from its terminus at Livingston, Tex., southeasterly 
through the counties of Polk, Hardin and Jefferson to a point 
at or near the southeastern corporate limits of Beaumont, 
Tex., including those sections covered by existing lines in the 
event the company cannot obtain trackage rights over such 
lines, and also a proposed belt line at Beaumont and an ex‘en- 
sion from proposed terminals at Beaumont to a junction with 
the proposed belt line at or near the southeastern corporate 
limits of Beaumont. Permission to retain excess earnings on 
the new line for ten years was granted. 

The Commission found further that public convenience 
and necessity was not shown to require construction of that 
part of the proposed extension from Beaumont to West Port 
Arthur, Tex., or the construction of a marine facilities line 
between Port Neches and Port Arthur, Tex. The application 
as to those parts of the proposed construction was dismissed 
without prejudice to its renewal should the applicant be un- 
able to effect satisfactory arrangements for the use of existing 
rail and terminal facilities in the Beaumont-Port Arthur dis- 
trict, and at Port Arthur. 

The applicant urged approval of its petition on the ground 
that construction of the lines was necessary to assure con- 
tinued operation of the existing lines, to develop the re- 
sources of the region to be traversed between Livingston and 
Beaumont, and to assure the proper growth and development 
of the Sabine ports and the Beaumont-Port Arthur industrial 
district. Under the order the extension work must be begun 
= or a December 31, 1925, and completed by December 

, 1926. 


COMMISSION ORDERS 


The proceedings in No. 14534 (and consolidated cases), 
rates, regulations and practices of Peoria & Pekin Union Ry. 
Co. at Peoria, Ill., and near-by points, have been reopened for 
further hearing for the purpose of determining the amount. of 
the rates, charges or divisions which the Peoria & Pekin Union 
Railway is to receive, and the sources from and methods by 
which it igs to receive them, including any incidental readjust- 
ment of the rates, charges, practices and divisions of its con- 
nections. 

The Commission has modified its order of February i2 in 
No. 14879, Grey Iron Casting Company et al. vs. A. & V. Ry. 
et al., so that it will become effective on May 7 instead of on 
April 17. 

The Commission has denied the petitions of the National 
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Pickle Packers’ Association and others asking for a vacation of 
the suspension order in I. and S. No. 2324, classification rating 
on canned goods in Official Classification territory, in so far 
as it refers to pickles and table sauces. 

The defendants’ petition for an indefinite postponement 
of the effective date of the Commission’s order of December 
8, 1923, in No. 14323, Cities of Marshall and Jefferson, Tex., 
et al. vs. T. & P. Ry. et al., has been denied. 

The Commission has dismissed the complaint in No. 11300, 
Ozark Refining Company et al. vs. Director-General, C. & A. 
R. R., et al., for lack of prosecution. 


On receipt of advice that the respective complaints have 
been satisfied, the Commission has dismissed its proceedings 
in the following dockets: No. 15796, Arkansas Valley Coal 
Company vs. Mo. Pac. R. R. et al.; No. 15836, Cullum & Boren 
Company vs. N. Y. N. H. & H. R. R. et al.; and No. 16006, 
Levert & Steele vs. New Iberia & Northern R. R. et al. 


The Commission has dismissed the complaints in the 
following cases upon the requests of the respective complain- 
ants: No. 14125, Anaconda Copper Mining Company vs. Do- 
rector-General et al.; No. 14959, W. J. Riedling & Company vs. 
Cc. Cc. C. & St. L. Ry. et al.; No. 14975, Davenport Locomotive 
Works vs. Director-General; and No. 15954 (Sub-No. 2), Tidal 
Osage Oil Company vs. Director-General. 


The West Virginia Pulp & Paper Company has been per- 
mitted to intervene in No. 14960, Freehold Lumber Company 
vs. C. & O. Ry. et al. 


The Muscatine Shippers’ Association has been permitied 
to intervene in No. 15230, E. Rauh & Sons Fertilizer Company 
vs. A. C. & Y. Ry. et al. 


The Laclede Gag Light Company has been authorized to 
intervene in No. 15550 (Sub-No. 2), Hannibal Shippers’ Asso- 
ciation et al. vs. Ashland Coal & Iron Ry. et al. 

The Fredonia Linseed Oil Works Company has been au- 
thorized to intervene in No. 16270, Board of R. R. Commis- 
sioners of South Dakota vs. C. & N. W. Ry. et al. 

The Alton Brick Company has been permitted to inter- 
vene in No. 16589, H and R Mining and Manufacturing Co. 
v.s Alton & Southern R. R. et al. 

The St. Joseph Grain Exchange has been authorized to 
intervene in No. 16612, the Superior Traffic Association vs. 
Santa Fe et al. : 

The Dubuque Shippers’ Association has been permitted to 
intervene in No. 16423, Illinois Third Vein Coal Company et al. 
vs. Illinois Central R. R. et al. 

The Sterling Salt Company has been permitted to intervene 
in No. 16695, International Salt Company, Inc., et al. vs. Adiron- 
dack & St. Lawrence R. R. et al. 

The Commission has denied the respective petitions of the 
carriers asking for permission to file nunc pro tunc protests 
of the tentative valuation reports made in the following cases: 
Valuation No. 332, in re Central New England Railway Com- 
pany et al.; Valuation No. 352, in re Interstate Railway Com- 
pany; and Valuation No. 375, in re Ohio & Kentucky Railway 
Company et al. 

The Commission has modified its orders of January 16, 1925, 
in No. 14986, Pioneer Fruit Company et al. vs. Central Calif. 
Traction Co. et al., and No. 15663, New Italian Importing Com- 
pany vs. Southern Pacific Co., so as to make them effective 
on July 10 instead of on April 10. 

The Commission’s proceeding in Finance No. 9, in the mat- 
ter of the application of the Jackson & Eastern Railway Com- 
pany for a certificate of public convenience and necessity, has 
been reopened for further hearing. 

The Commission’s proceeding in No. 14662, Edlund Broom 
Corporation et al. vs. B. & M. R. R. et al., has been reopened 
for reconsideration on the present record. 

Upon the complainant’s request, the Commission has re- 
opened its proceeding in No. 15065, Lafayette Box Board & Paper 
Company vs. C. C. C. & St. L. Ry. et al., for further oral argu- 
ment 


The Commission’s proceeding in No. 15798, Murray-Egan- 
McLeod Company vs. P. R. R. et al., has been reopened for 
further consideration, with leave to the parties to file briefs, 
such briefs to be due April 13. 

The Commission has modified its order of June 13, 1922, in 
No. 13413, In the matter of automatic train control devices, so as 
to provide that the effective date for fulfillment thereof shall be 
July 1, 1925, in lieu of January 1, 1925, with respect to the Chi- 
cago, Milwaukee & St. Paul Railway Company and the Central 
Railroad Company of New Jersey, respectively. 

The Commission has denied the complainant’s petition for 
further hearing in No. 11733, Parkersburg Rig & Reel Company 
vs. B. & O. R. R. et al., and No. 13980, Same vs. Same 

The petition of the interveners, Acme Foundry Company and 
Cherrydale Iron Works, in No. 12230, United Iron Works, Inc., 
vs. Director-General, Santa Fe, et al., asking for a modification 
= - report and an award of reparation to them, has been 
enied. 

The Commission has denied the petition of the Pittsburgh 
Coal Producers’ Association asking for the issuance of a thir- 
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teenth section order in No. 12851, In the matter of intrastate 
rates on bituminous coal within the state of Ohio. 

The Director-General’s request for reargument and reconsid- 
eration in No. 14189 (and Sub. Nos. 1 and 2), Acheson Graphite 
Company vs. Director-General, N. Y. C. R. R., et al., has heen 
denied by the Commission. 

The Commission has denied the petition of the Nevada-Cal. 
ifornia-Oregon Railroad for leave to intervene and for rehearing 
in No. 14392, Public Service Commission of Oregon vs. Centra] 
Pacific Ry. et al. 

The complajinant’s petition for rehearing in No. 14837, Bur- 
son Knitting Company vs. B. & O. R. R. et al., has been denied, 


SUSPENDED TARIFFS 


In I. and S. No. 2357, the Commission has suspended from 
March 6 and later dates until July 4 certain schedules as ;:ub- 
lished in supplements Nos. 6, 7, 8 and 9 to Speiden’s I. C. ¢. 
No. 849. The suspended schedules propose to increase the rates 
and restrict the routings on petroleum and its products fiom 
New Orleans, La., Mobile, Ala., Pensacola, Fla., and related 
points to Boyce and Chattanooga, Tenn., and Decatur, Ala. The 
following is illustrative: 


——¥from Gulfport, Miss.——— 


To— Present Proposed 
Chattanooga, Tenn. 34 *34 


ee ry 


741% 
* When via or in connection with A. G. S., N. O. & N. E. or 


yng rates are not applicable via Sheffield, Decatur or Huntsville, 
a 


¥ When via or in connection with A. G. S., N. O. & N. E. or 
Sou, rates are applicable only via Sheffield, Decatur or Huntsville, 


Ala. 

In I. & S. No. 2358 the Commission has suspended from 
March 7 until July 5 schedules as published in supplement No. 
18 to Leland’s I. C. C. No. 1633. The suspended schedules propose 
to cancel routing via New Orleans, La., in connection with 
through rates on cotton and cotton linters from stations on the 
Kansas, Oklahoma & Gulf Ry. to Southeastern and Carolina des- 
tinations, and would result in application of higher combination 
rates via the cancelle droutes. The following is illustrative: 


From Wagoner, Okla., to Montgomery, Ala., present, 118; pro- 


a? 136; from Wagoner, Okla., to Macon, Ga., present, 126; pro- 
pose ’ 


In I. & S. No. 2359 the Commission has suspended from 
March 7 until July 5 schedules as published in supplement No. 
16 to Sedgman’s I. C. C. No. 166. The suspended schedules propose 
to cancel through class and commodity rates from the Hoboken 
Manufacturers Railroad to destinations in Texas moving via the 
ocean lines operating from New York, N. Y., through the Texas 
gulf ports. As a result of the proposed change shippers would 
have to dray shipments to steamship piers or pay railroad 
charges to the steamship piers, thereby causing increased 
charges on such shipments. 

In I. and S. No. 2361, the Commission has suspended from 
March 10 and later dates until July 8 schedules as published 
in Chicago, Milwaukee & St. Paul supplement No. 7 to C. M. 
& St. P. I. C. C. No. B-4742, supplement No. 30 to C. M. & St. 
P. I. C. C. No. B-4862, and various other tariffs applicable on 
grain and grain products, including flaxseed, from North and 
South Dakota to interstate destinations. The suspended sched- 
ules propose to revise the rates on flaxseed from North and 
South Dakota and bordering points in Minnesota and Iowa to 
western trunk line markets, which results in both increases 
and reductions. The following is illustrative: 

The first figures are present, the later proposed. To Chicago, IIl., 
from Regent, N. D., 41 %; Cogswell, N. D., 361%4—40; Walker, 
a. Dy 40—421%; Mitchell, Ss. D., 36—36%. To St. Paul. Minn., from 


Regent, N. D., 29%4—3214; Cogswell, N. D., 25—24%; Walker, S. D., 
2914—32; Mitchell, S. D., 26— 


In I. and S. No. 2360, the Commission has suspended from 
March 8 until July 6 schedules as published in supplement 
No. 29 to Chicago, Milwaukee & St. Paul I. GC. C. No. B-4907. 
The suspended schedules provide that the Chicago, Milwaukee 
& St. Paul will not absorb switching charges of the Chicago, 
North Shore & Milwaukee at Racine and Racine Junction, Wis., 
and would generally result in increased charges to the shippers 
of $5 per car, the amount of such switching charge. 


VALUATION REPORTS 

In a mimeographed report in Valuation Docket No. 122, 
Roscoe, Snyder & Pacific Railway Company, the Commission has 
found the final value for rate-making purposes of the property 
of the carrier, owned and used for common-carrier purposes, to 
be $538,000 as of June 30, 1916. The property is in the state 
of Texas, extending from a connection with the Texas & Pacific 
at Roscoe to Fluvanna, Tex., a distance of approximately 49 
miles. The carrier protested a tentative final value of $558,394, 
contending that it should have been not less than $955,254. 

Tentative valuation reports of the Commission covering the 
properties of the Gulf, Colorado & Santa Fe Railway Company, 
the Sunset Railway Company and the Grand Canyon Railway 
Company have been canceled because it was found that certain 


revisions and corrections were required to be made in the 
reports. 
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Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





Shipowner Only Person Who Can Exercise Lien on Cargo for 

General Average Contributions: 

(District Court, D., Delaware.) Shipowner has lien on goods 
for general average contributions due in respect of goods, but 
he is only person who can exerrise such lien.—The Richmond, 
The Florence and Lillian, 2 Federal Reporter, 2d Series, 903. 
Shipowner Cannot Recover General Average Contributions for 

Loss Due to Unseaworthiness of Vessel: 

Shipowner cannot recover general average contributions for 
loss directly attributable to unseaworthiness of vessel.—lIbid 
Hypothecation of Cargo Without Communicating with Owner of 

Cargo, Where Feasible, Held Invalid: 

Where master of vessel could easily have communicated 
with owner of cargo, but failed to do so, his contract hypoine- 
cating cargo was invalid.—Ibid. 

Cargo Owner Held Entitled to Lien for Damages to Cargo: 

Where cargo of lumber was damaged because of vessel's 
unseaworthiness, and was discharged before reaching destina- 
tion to permit necessary repairs to vessel, which was seized 
and sold, requiring sale of cargo at loss, cargo Owner was en- 
titled to maritime lien against vessel for loss sustained.—Ibid. 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


Evidence Held to Prove Indorsee of Bills of Lading, Suing for 
Conversion of Goods, a Holder in Due Course: 

(Supreme Court of Louisiana.) In action by bank, to which 
consignee had indorsed bills of lading, against consignee’s huyer 
who was permitted to unload goods without surrender of bills 
of lading, to recover value of goods taken and converted, evi- 
dence held to prove that bank was a holder in due course and 
real party in interest, as against contention that bank was 
merely attempting to assist consignee in collection of claim 
agaist buyer without deduction of amount due buyer from con- 
signee.—First Nat. Bank of Longview, Tex., vs. Henderson Cot- 
ton Oil Co., 102 Southern Reporter, 501. 

Consignee’s Buyer, who Unloaded Goods Without Being Required 
to Surrender Bills of Lading, Liable to Holder of Bills of 
Lading for Conversion of Goods: 

Consignee’s buyer, who was permitted by railroad to unload 
goods without surrender of bills of lading, though acting in 
good faith, was liable to holder of bills of lading, since carrier 
had no right to deliver goods without surrender of bills and 
goods were property of holder, under federal Bill of Lading Act 
(U. S. Comp. St. Section 8604p) and Uniform Bill of Lading 
Act La.. Section 32.—Ibid. 

Carrier Has No Right to Surrender Goods Without Surrender 
of Bills of Lading: 

Carrier has no right to deliver goods without surrender of 
bills of lading.—Ibid. 

Corporation Commission Has Exclusive Original Jurisdiction to 
Determine Whether Railroad Intrastate Rate Was Reason- 
able; District Court Cannot Determine Reasonablenesg of 
Intrastate Rate in Action for Excess Freight Charges: 
(Supreme Court of Oklahoma.)—The Corporation Commis- 

sion has the exclusive original jurisdiction to determine whether 

the rate charged by a railroad company for an intrastate ship- 
ment was reasonable or unreasonable, and a district court is 
without jurisdiction to entertain an action to determine what 
constitutes a reasonable charge for such shipment or to recover 
the excess above such rate as determined by such court to be 

a reasonable rate.—Chicago, R. I. & P. Ry. Co. vs. Brown, 232 

Pacific Reporter 43. 

State Can Require Physical Connections Between Roads for 
Intrastate Commerce: 

(Supreme Court of Oklahoma.) Under and by virtue of sec- 
tion 2, article 9, of the Constitution of Oklahoma, and sections 
5483, 3458, and 3459, Comp. Okl. Stat. 1921, the state has power 
and authority to require railroads to provide and maintain phys- 
ical connections between their roads at points where the same 
are practicable for intrastate commerce ag a proper exercise of 
its police power, when the public interest can be promoted 
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thereby.—Midland Valley R. Co. vs. State et al, 232 Pacific 

Reporter 113. 

Effect of Congressional Legislation With Respect to Right of 
State to Require Physical Connection Between Railroads 
Stated; When Order of State Corporation Commission Re- 
quiring Physical Connection Between Railroads Is Binding, 
Stated: 

The “proviso” to paragraph 17, Section 402, of the Act of 
Congress, known as the Transportation Act of 1920 (41 Stat. 476 
U. S. Comp. St. Ann. Supp. 1923, Section 8563), and paragraph 
22 of said Section, reserves to the state the right to exercise 
its police power to require physical connection between railroads 
in order to interchange intrastate commerce, and the order of 
the state corporation commission, as agent of the state, re- 
quiring the same, is binding upon the railroads, except when it 
is inconsistent with some lawful order of the Interstate Com- 
merce Commision, or when it amounts to an unjust discrimina- 
tion against, or an unreasonable burden upon, interstate com- 
merce.— Ibid. 

Action of Corporation Commission Regarded on Appeal as Prima 
Facie Just, Reasonable, and Correct: 

Under section 22, article 9, of the Constitution of Oklahoma, 
action of the corporation commission appealed to the Supreme 
Court shall be regarded as prima facie just, reasonable, and 
correct.—Ibid. 

Finding Physical Connection was Necessary and Practicable 
Sustained: 

Record examined; and held, that the evidence reasonably 
supports the finding of the corporation commission, that the 
physical connection between the railroads of the parties hereto, 
at Fuller, Okl., will promote the public interest, and that the 
same is necessary and practicable.—Ibid. 

Freight in Shipment from Foreign Country Payable at Schedule 
Rate in American Money: 

(District Court, E. D., Pennsylvania.) The freight charges 
on a thorough shipment from a foreign country into the United 
States are payable at the rate fixed by the tariff schedules pub- 
lished and filed with the Interstate Commerce Commission in 
money of the United States, regardless of its exchange value 
in money of the foreign country—New York & Pennsylvania 
Co. et al. vs. Davis, Director General, etc., et al. 2 Federal Re- 
porter, 2d Series, 858. 


Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National R 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 

Railroad Transporting Shipment to City of Destination and De- 
livering It to Switching Carrier for Delivery to Warehouse 
Held Not “Terminal Carrier.” 

(Supreme Court of South Carolina.) Where railroad which 
transported carload of corn to city of destination, but which 
turned car over to switching railroad for transportation to plain- 
tiff’s warehouse, and where switching railroad was paid for 
services, the switching railroad, and not the first railroad, was 
the “terminal carrier’ within rule as to liability of terminal 
carrier for loss of weight.—Fretwell et al. vs. Southern Ry. Co., 
126 Southeastern Rep. 132. 

Bill of Lading Carries Legal Title to Consignment: 

(Supreme Court of Iowa.) A bill of lading carries legal 
title to the consignment.—Port Huron Machinery Co., Ltd., vs. 
Chicago, M. & St. P. Ry. Co., 201 Northwestern Reporter 779. 
Consignment Delivered to Nonholders of Bill of Lading at Car- 

rier’s Peril; Burden on Carrier to Show Proper Delivery: 

Delivery of consignment to nonholder of bill of lading is 
made at peril of carrier, and burden is cast on carrier to show 
that delivery was made to a person authorized to receive it, 
notwithstanding absence of bill of lading.—Ibid. 

Consignment “C. O. D. Does Not Forbid Inspection of Goods: 

A consignment of goods by a carrier amounting in legal 
effect to a “C. O. D.” consignment does not necessarily forbid 
an inspection and trial.—Ibid. 

Carrier May Permit Inspection and Trial Without Being Charge- 
able with Conversion: 

If consignee or person from whom price of goods is to be 
collected is entitled to an inspection and trial before accept- 
ance, carrier May permit it without being chargeable with con- 
version, even though permitting temporary use and possession 
for purposes only of such trial, such permission not being 
deemed delivery or misdelivery.—lIbid. 

Verdict for Plaintiff Held Necessarily to Include Finding that 
Purchasers Had No Right to Inspect Consignment Under 
Bill of Lading: 

In shipper’s action against carrier for conversion of a 
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traction engine, shipped under order bill of lading, verdict for 

shipper wags necessarily a finding that purchasers had no right 

of inspection, where trial court instructed that if purchasers 
had such right, shipper could not recover.—Ibid. 

Carrier Not Liable for Conversion of Engine by Permitting 
Trial Under Direction of Shipper’s Agent Without Presenta- 
tion of Bill of Lading: . 
Carrier was not liable for conversion of a traction engine, 

shipped under order bill of lading, by permitting trial of such 
engine by intending purchasers without presentation of bill of 
lading where taking of temporary possession of engine for 
purpose of trial was done and directed by shipper’s own ageut, 
and such inspection and trial was acquiesced in and ratified by 
shipper.—Ibid. 

Representative of Purchasers Held to Have Become Agent of 
Seller Where Offered Commission by Seller to Make Sale: 
Agreement by which representative of persons purchasing 

a traction engine was offered a commission by seller if sale was 
made, made representative the agent of seller, and seller became 
bound by his subsequent conduct and representation within 
scope of such agency, and seller could not thereafter bind rur- 
chasers by negotiation between its general manager and such 
representative.—Ibid. 


Bill of Lading Subject to Meritorious Defense When Held by 

Consignor: 

A bill of lading issued to a consignor, and held by him, is 
subject to any meritorious defense against him, like any other 
contract.—Ibid. 

Defendant’s Plea Held to Plead Ratification Where Not Assailed: 

In shipper’s action against carrier for conversion of tracior 
by permitting trial and inspection by purchasers without procuc- 
tion of bill of lading, carrier’s plea that such trial and inspection 
was acquiesced in and ratified by shipper, held sufficiently to 
plead ratification where in no manner assailed.—Ibid. 


Judgment Not Reversed for Insufficiency of Evidence, Where 
There Is Testimony Reasonably Tending to Support Verdict: 
(Supreme Court of Oklahoma.) In the trial of a law action 

to the jury, if there is any testimony which reasonably tends 

to support the verdict of the jury, the cause will not be reversed 
on appeal for insufficiency of the evidence——Baker Cotton Oil 

Co. vs. St. Louis & S. F. Ry. Co., 232 Pacific Reporter 20. 

Evidence Held Insufficient to Show Negligence of Carrier In 
Action by Seller for Loss of Part of Oil Shipment from Tank 
Car Furnished by Purchaser: 

Record examined; held, that the verdict of the jury is sup- 
ported by sufficient evidence, and that the issues were fairly 
submitted to the jury.—lIbid. 


Supreme Court Will Not Review Instruction Exception to Which 
Does Not Appear in Record: 


(Supreme Court of Oklahoma.) The Supreme Court will not 
review an instruction, where the exception thereto does not 
appear in the record. Shuler vs. Collins, 40 Okl. 126, 136 P. 
752.—Harrell vs. Dutton, 232 Pacific Reporter 33. 

Deposit of Trunk by Drayman on Railroad Platform Constituting 
Customary Place for Delivery Held Not Performance of Duty 
to Deliver, as a Matter of Law: 

Where the evidence shows that it was customary for the 
transfer man to deliver baggage committed to his care upon the 
open platform of railroad company’s depot, and it was customary 
for the railroad company’s employees to receive the baggage on 
said platform, such evidence is not sufficient to authorize the 
court to give a requested instruction to the effect that, if the de- 
fendant deposited the baggage on the platform where it was 
=. — to deliver the same, he had performed his duty. 
—Ibid. 

Finding That Drayman Negligent in Placing Trunk on Railroad 
Company’s Open Platform, With No One Present to Receive 
It, Held Warranted: 

The evidence examined and held sufficient to sustain the 
judgment.—Ibid. 

DELAY IN TRANSPORTATION OR DELIVERY 

Damage Not Presumed to Have Occurred on Line of Initial Car- 
rier on Delivery in Damaged Condition: 

(Supreme Court of Oklahoma.) No presumption can arise 
when goods are delivered by the connection carrier in a dam- 
aged condition that the same occurred on the line of the initial 
carrier.—Lusk et al. vs. Durant Nursery Co., 232 Pacific Re- 
porter 11. 

Initial Carrier Cannot Be Held Liable Unless Plaintiff Alleges 
and Proves Injury or Delay Was Caused by It or Makes 
Demand for Information with Which Carrier Does Not 
Comply: 

To hold the initial carrier, under that state of facts, the 
plaintiff must allege and prove that the injury or delay was 
caused by it, unless the plaintiff complies with section 846, Rev. 
Laws 1910, and makes a demand upon the initial carrier for 
satisfactory proof as to where the injury or the delay to the 
shipment was caused; and then if the initial carrier fails to fur- 
nish the information, it can be held liable.—Ibid. 
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Demand on Initial Carrier for Information as to Losg or Delay 
Held Insufficient: 

The evidence in this case examined, and held, that the 
alleged demand of the plaintiff below upon the initial carrier 
was not sufficient to bring this case within the statute above 
quoted.—Ibid. 

Where Initial Carrier Receipted for Goods in Apparent Good 
Order, Burden Was on Connecting Carrier to Rebut Pre. 
sumption of Delivery in Good Order or to Show that Negii. 
gence or Delay Occurred Before Shipment Reached its 
Line: 

A shipment of freight under contract with a carrier for 
shipment, not only over its own line, but also a connecting line, 
in an action by the consignor against the delivering carrier, 
where the evidence disclosed that the initial carrier had issued 
a receipt to the consignor to the effect that the goods were re- 
ceived by it “in apparent good order,” the burden of proof was 
on the carrier to rebut said prima facie presumption of delivery 
“in apparent good order,” or to show that the alleged damages 
or negligence in delay for said shipment occurred before it 
reached the delivering carrier line.—Ibid. 

Requisite Proof in Order to Recover Damages for Delay in Ship- 
ment of Freight Stated: 

In order to recover damages for an alleged delay in the 
shipment of freight, it is necessary to introduce some competent 
evidence tending to show the length of time ordinarily required 
to transport the shipment from the place where received to the 
point of delivery, and that a longer time was actually consumed 
than was necessary for that purpose.—Ibid. 

Limitation of Liability to Maximum Valuation in Consideration 
4 Lower Freight Rate Will Be Upheld if Reasonable and 

air: 

A special contract, executed between a common carrier and 
a shipper, in consideration of a lower. freight rate, providing 
that in case of loss or damage tothe property the liability of the 
carrier shall not exceed a maximum valuation per 100 pounds, 
is not a contract attempting to exempt the carrier from liability 
on account of its own negligence; and, if the contract is reason- 
able ad just, and has been fairly entered into by the shipper, 
the same will be upheld as a proper and lawful meang of deter- 


mining the amount of the carrier’s liability in case of loss.— 
Ibid. 


Express Company Relying on Strike Provision of Receipt Must 
Show That Every Reasonable Effort Was Made to Forward 
Shipment: 

(District Court of Appeals, Third District, California.) Car- 
rier is not relieved from liability for delay by provision of re- 
ceipt aganst liability for loss caused by strikes upon mere proof 
of occurrence of strfke; but it must in addition show that every 
reasonable effort was used to carry shipment to its destination 
within reasonable time——Foley vs. American Ry. Express Co., 
232 Pacific Reporter 169. 

Evidence Held to Warrant Finding That Diversion Order Set 
at Large Original Routing of Car, and Required Express 
Company to Forward Shipment Without Unnecessary Delay: 
In shipper’s action for damages for delay of express ship- 

ment, evidence of common use and understanding of trade held 
to warrant finding that order diverting shipment to another des- 
tination set at large original routing, and imposed on carrier 
duty to so route car as to send it forward without unnecessary 
delay, notwithstanding words “follow billing’ in diversion 
order.—Ibid. 

That Part of Delay Was Excusable Held Not to Affect Carrier’s 
Liability in Absence of Intervening Agency: 

That some of delays to express shipment in transit were 
excusable held not to relieve carrier of liability, where any of 
such delays were negligent, and there wag no intervening 
agency affecting shipment in question.—Ibid. 

Testimony as to Delay and Causes of Delay Held Conclusions of 
Witness Not Binding on Jury: 

In shipper’s action for delay to express shipment, testimony 
of defendant’s witnesses that there. was no unreasonable delay 
in transportation between certain points, and that other delay 
was due to strike, held conclusions of witnesses which jury were 
not required to adopt.—lIbid. 


“Lawful Holder’ of Shipping Receipt Held Entitled to Maintain 

Action for Damages for Delay: 

The words “lawful holder,’ as used in Carmack Amendment, 
making carrier liable to lawful holder of receipt or bill of lading 
of interstate shipment, held to include shipper lawfully holding 
shipping receipt, irrespective of ownership.—Ibid. 

Judge’s Certificate to Reporter’s Notes Held to Import Absolute 

Verity: 

Where judge’s certificate appended to reporter’s notes 
affirms that instruction set forth in clerk’s transcript is cor- 
rect, and was so given to jury, and such certificate was not 
questioned nor called to attention of trial court, it imports ab- 
solute verity, regardless of reporter’s notes.—Ibid. 

Erroneous Instruction Held Cured by Other Instructions: 

Objection to instructions as to burden of proof held unten- 
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able where charge elsewhere properly instructed as to burden of 

proof, particularly in view of Const. art. 6, Section 414, providing 

that judgments shall not be set aside for misdirection of jury 
not resulting in miscarriage of justice.—Ibid. 
CARRIAGE OF LIVE STOCK 

Special Contract by Which Shipper Assumed all Risks and Ex- 
pense of Feeding and Watering Stock, Held Not to Relieve 
Carrier from Giving Stock Proper Attention: 

(Supreme Court of Oklahoma.) Where a shipment of live 
stock was made under special contract, providing that the ship- 
per should assume all risks and expense of feeding and water- 
ing, and the carrier is aware that the shipper is not accom- 
panying the animals to care for them, it is its duty to give them 
proper attention the same as though no contract for care by 
the shipper had been made.—Davis, Director General of Rail- 
roads, vs. Miller, 232 Pacific Reporter 75. 

Special Contract Assuming Risks and Expense of Feeding and 
Watering Stock Does Not Change Rule as to Proof Making 
Prima Facie Case, and Burden Is on carrier to Overcome It 
Where a shipment of live stock is made under special con- 

tract, providing that the shipper will care for the animals and 
attend to feeding and watering them, and the carrier is aware 
that the shipper is not accompanying the animals to care for 
them and undertakes to feed and water them, the special con- 
tract does not change the rule that proof of delivery to carrier in 
good condition and delivery by the carrier at destination in bad 
condition makes a prima facie case of negligence, and the burden 
is on the defendant to overcome such prima facie case.—Ibid. 


CLASSIFICATION ORDER UPHELD 


In No. 148, J. L. Lancaster and Charles L. Wallace, re- 
ceivers of the Texas & Pacific Railway, plaintiffs in error, vs. 
B. W. McCarty, J. T. McCarty, Guy McCarty et al., defendants 
in error, the Supreme Court of the United States, March 9, in 
an opinion by Chief Justice Taft, reversed the Court of Civil 
Appeals for the second supreme judicial district of Texas. The 
court held that the Commission had full authority to issue an 
order for adoption of the Western Classification for intrastate 
points between Houston and Cisco, Tex. 


In delivering the opinion of the court, Chief Justice Taft 
said: 


This was a suit for damages in the county court of Eastland 
county, Texas, by the defendants in error, partners as the Cisco 
Furniture Company, to recover from the plaintiffs in error, the 
receivers of the Texas & Pacific Railway, $198 for injury to two 
rugs and to three chairs shipped by the furniture company from 
Fort Worth, Texas, over the railway to Cisco, Texas, and $20 for 
attorney’s fees exacted by a state statute for the delay of the railway 
in allowing and paying the claim. The real issue here is whether 
the amount of the damages for the admitted injury should be 
measured by the statutory law of Texas or by the regulations of the 
Interstate Commerce Commission with respect to the classification 
of traffic and fixing of rates as directed by it in accordance with 
the decree by the Commerce Court of the United States, affiirmed 
by this court in Houston & Texas Railway Company vs. United 
States, 234 U. S. 342, known as the Shreveport case. The damage 
to the chairs is not involved. The question arises only as to the 
two rugs. The transportation began at Fort Worth, Texas, and 
ended at Cisco, Texas. It was carried on under a bill of lading 
according to the forms of the Interstate Commerce Commission, 
which provided that the rates should be 70 cents per 100 pounds on 
rugs classified as not exceeding in value $75. The bill of lading was 
stamped with the following notation: ‘Valuation on rugs less than 
$75 per 100 pounds.”” The rugs in the transit were much damaged by 
acid and were said to be worth but $5 apiece after the damage. The 
shippers claim that their value when shipped was $95 apiece. Under 
the valuation noted on the bill of lading, their value could not have 
exceeded $60 because each rug weighed 40 pounds. 


The Texas Court of Civil Appeals, which was the highest court 
to which the case could be brought, because the Supreme Court of 
Texas held that it had no jurisdiction, relied upon Article 708 of the 
Revised Statutes of Texas, which provides that railroad companies 
within the state shall not limit or destrict their liability as it existed 
at common law by any general or special agreement or by inserting 
exceptions in the bill of lading, or by momorandum given upon the 
receipt of the goods for transportation or in any other manner, and 
that any such special agreement shall be invalid. These rugs were 
shipped March 13, 1920, after the second Cummins amendment to 
the interstate commerce act (August 9, 1916, 39 Stat, 441, ch. 301), 
which permits to carriers a limitation of Hability upon property re- 
ceived for transportation concerning which the carrier shall have 
een authorized by order of the Interstate Commerce Commission 
to establish and maintain rates dependent upon the value declared 
in writing by the shipper, or agreed upon in writing as the release 
value of the property. In such a case, such declaration or agreement 
shall have no other effect than to limit liability and recovery to an 
amount not exceeding the value so declared or released. 

The writ of error is brought here under Section 237 of the 
Judicial Code, on the ground that this order of the Interstate Com- 
merce Commission fixing the classification and rates thereunder is 
an authority exercised under the United States which by the con- 
tention of the shippers was drawn in question and its validity denied 
by the state court. Champion Lumber Company vs. Fisher, 227 U. S. 
445, 451. It is not disputed therefore that if the order of the Inter- 
state Commerce Commission and the Western Classification No. 56 
apply, the judgment of the Court of Civil Appeals of Texas should 
he reversed; if Section 708 R. S, of Texas applies, the judgment 
should be affirmed. 

The Shreveport case began by an application of railway carriers 
running west from Shreveport across the Texas state line to Houston 
and Dallas to set aside an order of the Interstate Comtmerce Com- 
mission, on the ground that it exceeded its authority. The order 
was made in a proceeding initiated by the Railroad Commission of 
Louisiana hefore the Commission. The complaint in that proceeding 
was that the carriers maintained unreasonable rates from Shreve- 
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port, Louisiana, to various points in Texas, and that the carriers in 
the adjustment of their rates over their respective lines discriminated 
in favor of traffic within the state of Texas and against similar 
traffic between Shreveport and Texas points; that Shreveport com- 
peted in business with Houston and Dallas, and that the rates from 
Dallas and Houston east to intermediate points in Texas were much 
less according to distance than from Shreveport westward to the 
same points with conditions similar in all respects. The difference 
was substantial and injuriously affected the commerce of Shreve- 
port. The Commission found that interstate rates out of Shreveport 
to main Texas points were unreasonable and it fixed maximum rates 
for that traffic. It also found that the rates from Houston and 
Dallas eastward _to Texas points were so low as to be a discrimina- 
tion and an undue and unlawful preference against Shreveport and 
against its interstate commerce. Accordingly the carriers were 
directed to desist from charging higher rates from Shreveport to 
Dallas and Houston respectively, and intermediate points than were 
contemporaneously charged for the same carriage from Dallas and 
Houston to Shreveport for equal distances. The Commerce Court 
sustained the order and so did this court, leaving it to the rail- 
road companies to bring about the equality required either by 
decreasing the rates from Shreveport to the Texas points between 
that city and Dallas and Houston, or by increasing the intrastate 
rates from Houston and Dallas eastward to the Texas points between 
those cities and Shreveport. 

This Western Classification which the carrier applied in this case 
was adopted by the railroads under the authority of the Interstate 
Commerce Commission thus sustained in the Shreveport case. That 
authority rested on the supremacy of federal authority in respect 
to interstate commerce. The intrastate rates fixed by the Texas 
state railway commission from Houston and Dallas eastward to 
Texas points were a discrimination against the interstate traffic 
between Shreveport and those same points, and therefore it was held 
to be within the power of the Interstate Commerce Commission in 
preventing such unlawful discrimination under the interstate com- 
merce act to direct the railways to ignore the Texas commission 
rates and to establish rates, not unduly discriminating against 
interstate commerce, in intrastate traffic. Such an order, of course, 
included classification as well as rates. The two are so bound 
together in the regulation of interstate commerce that the effect of 
both must be reasonable and without undue discrimination. The 
Interstate Commerce Commission, therefore, had full authority to issue 
this order for the adoption of the Western Classification for intra- 
state points between Houston and Cisco, both in Texas. The con- 
flict between the revised statutes of Texas and the order of the 
Interstate Commerce Commission can only be settled by recognition 
of the supremacy of the federal authority. It is plain, from the 
agreed statements of facts, that the only recovery which could be 
had under the Western Classification in this case was less than $60. 
The limitation of liability was in accordance with the second Cummins 
amendment, was properly agreed to, and was binding upon the 
shipper as well as the carrier. : 

The judgment of the Court of Civil Appeals must be reversed 
and the cause remanded for further proceedings not inconsistent with 
this opinion. 


PATENT BILL DISMISSED 


Judge Knox, in the southern district of New York, has dis- 
missed No. E-23/384, Charles B. Guthrie vs. W. S. Curlett, agent, 
and 57 eastern trunk line territory railroads, holding that the 
complainant’s patent covering consolidated tariff indices was 
not valid as against Curlett, who filed a consolidated index for 
the eastern carriers which would have been an infringement 
had the Guthrie patent been valid. The Guthrie patent was 
issued October 15, 1912, and covered “a consolidated tariff 
index.” The bill was dismissed on the ground that the 
invention has been anticipated by L. B. Burford, while he was 
chief of the Erie Railroad’s tariff bureau, and by Mr. Guthrie, 
while he wag employed by the Missouri Pacific Railroad. The 
Burford index, the judge said, was prepared and filed on July 
1, 1910, or more than two years prior to the issuance of the 
Guthrie patent. Subsequent indices, the court said, weer filed 
on January 1, 1911, and July 1, 1911. 

The complainant, the court said, claimed that the word 
“consolidated” could not properly be applied to the Erie index 
because the Erie index was merely an index of the tariffs of 
the Erie family line. The judge said the fact nevertheless 
remained that Burford, in writing to the Interstate Commerce 
Commission about his proposed index, described it as a con- 
solidated index. 

“For my part,” said the judge, “I fail to see why the group- 
ings in one index of the separate indices of a number of con- 
trolled or subsidiary railroad companies is not as much en- 
titled to be called a consolidated index as is an index which 
similarly groups the tariff indices of a number of independent 
railway companies. 

“Undeniably,” continued the judge, “the Guthrie method of 
indexing tariffs, particularly those of a great number of rail- 
roads, is both clever and efficient. When reduced to practice, 
as it has been, the result obtained justifies the means employed. 
But, when all is said, it is my opinion that Guthrie has, in 
different forms, but with the same fundamental means here- 
tofore employed by himself, and by Burford, merely brought 
about an improved index of railway tariffs. It is creditable 
to his mechanical skill, but it is not sufficient to entitle him 
to the rewards of an inventor. The bill is dismissed.” 

The Curlett index was issued April 15, 1922, on behalf of 
the 57 railroad companies operating in eastern trunk line ter- 
ritory. It includes only the inbound tar:#s of the railroad 
companies upon whose lines a shipment may originate and the 
tariffs of the company which delivers the freight to the con- 
signee. It excludes the tariffs on outbound freight and the 
names of railroads which may handle the shipments between 
the end of the line of an originating carrier and the beginning 








686 THE TRAFFIC WORLD 


of that of a delivering carrier. For that reason the defendants 
urged that the Curlett index did not infringe upon the com- 
plainant’s patent. The judge, however, was of the opinion that 
the Curlett index was within both the letter and spirit of the 
Guthrie claims. Therefore, he overruled the defense of non- 
infringement, and based his dismissal upon the ground that 
Burford and Guthrie had used the consolidated index on which 
Guthrie claimed the protection of a patent a considerable time 
before the patent was issued. 


NEW SENATE COMMITTEE 


The Traffic World Washington Bureau 


The Senate committee on interstate commerce of the Sixty- 
ninth Congress, as made up by the Republican and Democratic 
committees on committees, was announced March 7, but action 
by the Senate with respect to approval or disapproval of that 
and other committees was deferred because Senator Norris, of 
Nebraska, objected to immediate action. Senator Norris and 
Senator Borah, of Idaho, protested against the action of the Re- 
publicans in dislodging Senator La Follette and his associates 
from committee places held by them heretofore. 

The Senate March 9 approved the interstate commerce 
committee as recommended by the Republican and Democratic 
committees on committees, making Senator Watson of Indiana 
chairman of that committee for the Sixty-ninth Congress. He 
succeeds Senator Smith, Democrat, of South Carolina. Although 
the Democrats, voting with the La Follettes, made Smith chair- 
man in the Sixty-eighth Congress, they refrained March 9 from 
preventing the Republicans from organizing the Senate. 

The Republicans on the interstate commerce committee, as 
selected by the committee on committees, follow: Senator Wat- 
son, of Indiana, chairman; Senator Cummins, of Iowa; Senator 
Fernald, of Maine; Senator Gooding, of Idaho; Senator Couzens, 
of Michigan; Senator Fess, of Ohio; Senator Howell, of Ne- 
braska; Senator Guy D. Goff, of West Virginia; Senator W. B. 
Pine, of Oklahoma, and Senator Fred M. Sackett, of Kentucky. 
Goff, Pine and Sackett are new Republican members of the 
Senate. Goff is a lawyer and was formerly connected with the 
Department of Justice and the Shipping Board. Pine is engaged 
in the oil producing business, and Sackett is a lawyer. 

The number of members of the committee was increased 
from seventeen to eighteen. Senator La Follette, who ranked 
next to Senator Cummins as a member of the committee, was 
deprived of his rank, but received a place on the committee. As 
the result of that action the Republicans have ten members, the 
Democrats seven, and the La Follettes one. No designation was 
given La Follette, however, by the committee on committees. 

The Democratic members of the committee are the same as 
heretofore—Senator Smith, of South Carolina, who was chair- 
man of the committee in the Sixty-eighth Congress by virtue of 
the veto power exercised by Senator La Follette and his asso- 
ciates; Senator Underwood, of Alabama; Senator Pittman, of 
Nevada; Senator Bruce, of Maryland; Senator Dill, of Wash- 
— Senator Wheeler, of Montana, and Senator Mayfield, of 

exas. 

Davis Elkins, Republican, of West Virginia, who was a 
member of the committee in the Sixty-eighth Congress, did not 
stand for re-election. Senator McLean, of Connecticut, resigned 
from the committee some time ago to take another committee 
assignment. These two vacancies and the additional place pro- 
vided by the increase in the number of members of the com- 
mittee were filled by the selection of Goff, Pine, and Sackett. 
The Republicans had ten places on the committee in the last 
session, including La Follette. By increasing the size of the 
committee by one, the Republicans will continue to have ten 
places on the committee in addition to La Follette. 

It was understood that Senator Cummins, who was removed 
as chairman of the committee by the La Follettes, aided by the 
Democrats, in the beginning of the Sixty-eighth Congress, pre- 
ferred the chairmanship of the judiciary committee to the chair- 
manship of the interstate commerce committee. He became 
chairman of the judiciary committee at the beginning of the last 
session of the Sixty-eighth Congress owing to the death of Frank 
B. Brandegee, of Connecticut. 


In the debate in the Senate that preceded approval of the 
committee assignments by the “regular” Republicans and 
Democrats, Senator Pittman, Democrat, of Nevada, opposed 
the election of a Democrat to head a committee with the Re- 
publicans having a majority in the Senate. He said what 
would happen, if that were done, was demonstrated last session 
“when we elected the senator from South Carolina (Mr. Smith), 
a Democrat, chairman of the committee on interstate com- 
merce. The result has been that when a question is before 
the committee there is either a deadlock, or, if a motion is 
made, the chairman of the committee is defeated.” 

Senator Glass, Democrat, of Virginia, said he thought he 
would never permit himself again to be drawn into a position 
that would compel him to vote for a Democratic chairman of a 
Republican committee. He commended Senator Pittman for 
his refusal to be put in that position. 
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Senator Robinson, Democratic leader of the Senate, saiq 


the majority was entitled to the opportunity to organize the 
Senate. 


Senator Norris, of Nebraska, referred to the displacement 
of Senator La Follette as the ranking Republican member of 
the interstate commerce committee and the selection of Senator 
Watson, of Indiana, as chairman of the committee. Senator 
Watson said he had insisted again and again that Senator 


Cummins should be the chirman, but that Senator Cummins 
refused. 


“Two years ago,” Senator Cummins interjected, “the Sen. 
ate decided that I was not a fit person to be chairman of the 
interstate commerce committee, and it was utterly impossible 
to offer me any inducement that would make me accept the 
position at this time. That is all there is to it; and the senator 
from Nebraska is one of the persons who decided that I was not 
a fit person two years ago to hold that position.” 

Senator Norris said he did not want Senator Watson as 


chairman of the interstate commerce committee. Continuing, 
he said: 


We are going to vote upon a report which makes the senator 
from Indiana chairman of the committee on interstate commerce. I 
want to ask any senator from the great Middle West whether in his 
campaign he would have stood up before his peonle and said, ‘If I 
am elected to the Senate of the United States, right after I take my 
oath of office, one of the first things I shall do will be to vote to put 
the senator from Indiana in the chairmanship of the great railroad 
committee, in preference to the senator from Wisconsin.” I wonder 
if anybody, making a campaign in the Middle West. boasted that he 
was going to do that. I wonder if anybody would go out and do it 
now if he were making a campaign. 

The committee on interstate commerce handles all questions af- 
fecting the railroads of the United States. This is the committee 
which has jurisdiction over what, through the great West, is con- 
sidered one of the vital questions always before the people, and with 
great respect to my friend, the senator from Indiana, I think it can 
be said that the action which the Senate I presume is about to take, 
which would make the senator from Indiana chairman of this com- 
mittee, will be of the greatest satisfaction to all the railroads in the 
United States. They kill two birds with one stone; they get rid of 
one man they do not want, and get another man they do want. I 
presume if they had raked the country from ocean to ocean, and 
from Gulf to Lakes, they could not have found a man who would 
suit them any better than the senator from Indiana will; and I say 
that without casting any reflection on the senator. As he says, he 
is part of the machine. He belongs to the machine. He is proud of 
it; and he may be right in his position. It may be that the best way 
to serve your country is to get into the machine, and to go with it as 
one of its cogs. 

I believe that this action, particulraly as applied to the interstate 
commerce committee of the Senate, will be resented without regard 
to party, by Democrats and Republicans, all through the Middlé 
West. It will suit one branch, the so-called stand-pat element. It 
will be just_what they want. I use the word “stand pat’ in a per- 
fectly respectful sense. I am willing to call them ‘‘conservatives.” 
It will suit them. But the other element all through the West will 
not be pleased with it. They will condemn it, and they will hold any 
senator or any representative responsible when they get an oppo~- 
tunity to vote for or against him through all that great West. 


RATES AND THE FARMER 


Representative William D. Boies, of Iowa, discussing leg- 
islation in the interest of the farmer under “extension of ‘e- 


marks” in an appendix of the Congressional Record issued 
this week, in part, said: 


It might not be improper at this time to mention the fact that 
the farmers are entitled to additional legislation. Through legisla- 
tion not contemplated by the Haugen bill the farmers of this country 
are entitled by every sensible and honest consideration to a _ re- 
duction of freight rates on the carriage of the products of the 
farm. The members of the Interstate Commerce Commission must 
know this, and they ought to understand that the public is not 
pleased with their postponement of the consideration of a question 
that is so apparent. 

It would be more pleasing, I believe, to the public if the mem- 
bers of the Interstate Commerce Commission were more nearly 
in agreement on questions of rate making and solving rightly the 
matters of discrimination. It seems that altogether too much time 
is consumed before decisions are announced in the matter of 
hearings. I might take Sioux City, in my district, the second 
largest city in Iowa, as an example: In the matter of freight rates 
Sioux City has been discriminated against ever since there was 4 
railroad west of Omaha. Sioux City has received some concessions, 
but only after sharp contests and much delav. However, I am 
informed that matters are brightening a little now, so far as 
Sioux City is concerned, and I trust she will be finally placed, and 
soon, upon a fair basis. 

Rate making, zoning, and so forth, are so complicated that 
the ordinary person can hardly speak with reference thereto as 
specifically as might be desired. But I never quite understood why, 
in the matter of zoning, my home city of Sheldon is placed just 
westward of a freight-making zone unless it is because Sheldon has 
three lines of railroad and is a large shipper of grains, cattle, and 
hogs, while there are two stations a few miles south and southeast 
of Sheldon falling in another zone enjoying reduced rates; such is the 
fact unless the rates have been recently changed. By the act of 
placing Sheldon immediately outside of the zone occupied by these 


two small stations it would look as though there was some purpose 
involved. 


MODIFIED PROCEDURE DOCKET 


The Commission has announced the determination of the 
parties to No. 16550, Guggenheim Brothers vs. Baltimore & 
Ohio et al. to withdraw that case from the modified procedure 
docket. The Commission said it would be set for hearing, o0 
the regular docket, in regular course. 


March 
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Transit Services and Privileges 


Second of a Series of Twelve Articles on This Subject Written for The Traffic World by G. Lloyd 
Wilson, A. B., M. A., Instructor in Commerce and Transportation, University of Pennsylvania 


The extent to which transit services and privileges are sig- 
nificant in American transportation can only be appreciated by a 
survey of the principal types of transit arrangements. Most well 
informed transportation and traffic men are familiar with one or 
several privileges that come within the scope of their particular 
pusinesses. Grain men are familiar with the services that apply 
to their trade, iron and steel men with fabrication privileges, 
cotton men with the compression and transit arrangements that 
can be effected in connection with cotton, but few are familiar 
with the transit field as a whole. 

One of the outstanding transit privileges is that of stop- 
ping carloads of grain at selected points where the grain may 
be converted into flour or grain products and the finished goods 
forwarded to the markets. Flour mills, because of the large 
investments necessary, cannot be maintained in all sections of 
the country. Grain is shipped from literally tens of thousands 
of small stations throughout the country and from thousands 
of small country elevators to the great milling centers, such as 
Minneapolis and St. Paul, Minnesota; St. Louis and Kansas 
City, Missouri; Chicago and Peoria, Illinois; Cincinnati, Ohio, 
and Buffalo, New York. All of the grain to serve our national 
needs for flour and grain products is not milled at these points. 
In competition with the great milling centers are smaller ones 
scattered throughout the central west and the grain producing 
districts in other territories. 

The milling in transit privilege that enables through ship- 
ments to be made from all points of production to the consum- 
ing markets and ports for export, affords an opportunity for the 
small miller to compete with his larger rivals in the great 
milling centers and for the railroads serving the more remote 
sections to compete with their rivals that serve the larger mill- 
ing centers. 

A specific example of the operation of the milling in transit 
privilege serves not only to illustrate how milling in transit 
facilitates commerce but also the benefits of other transit priv- 
ileges. 

Let us assume that the local rate from Wheatville, a typ- 
ical grain shipping point, to Millington, a flour milling center, 
is 12 cents a hundred pounds,.in carload lots. The rates ap- 
plicable to flour and grain products in carloads are 23 cents 
and 20 cents a hundred, respectively, from the milling point, 
Millington to New York City, and 25 cents and 22 cents, re- 
spectively, from Wheatville through to New York City. A car 
containing 45,000 pounds of wheat is shipped to Millington, 
milled there, and the flour and by-products are forwarded to 
New York City. 

If no milling in transit privileges were allowed, the charges 
for the combined movements would be as follows: 


Grain, 45,000 pounds, Wheatville to Millington @ .12......... $ 54.00 
Flour, 30, 000 Pounds, Millington to New York R 2 yer 69.00 
Grain’ products, 15, 000 pounds, Millington to SP BB 30.00 

TE, RI one 6. v0.0 ss 2 sins sewasiceeeWneanwanenescewess $153.00 


In this example we are ignoring carload minima and assum- 
ing that the grain produces % flour and % grain products, 
bran, and the like. 

The charges for this movement under the application of 
the milling in transit arrangement are ag follows: 


Through rate, 30,000 pounds of flour, Wheatville to New York, 
via Millington @ .25 
Through rate, 15,000 pounds grain products, Wheatville to New 


York, via Millington Ne Sls 50s din 6-c:ep eels ewig eine vow eewwula vied 33.00 
I MB ad miccrrrich set eeuebbemepeenan sane ane ema 108.00 
SINR EE MIE 6 asccnca 4-0 + 4.0.50 es een oe ss wen en eae Salen etae 153.00 
EERE, CHEN BROOM 5 6:00:05 5.5.b:0is0dS vdn clon eecaweeeoeeeewslenauewee 108.00 
Saving to Shipper......cccccccccccccccccccccescvcevese $ 45.00 


Shippers who avail themselves of milling in transit privi- 
leges pay local rates only on the portions of their grain ship- 
ments that are not reshipped from the milling points. There 
is inevitably a certain amount of invisible loss or shrinkage 
incident to the milling of grain. This loss, however, is esti- 
mated and provisions are made for the differences in the mill- 
ing in transit tariffs of the carriers, which will be discussed 
in a later article. Stop-off is usually limited to twelve months 
from the time the cars are unloaded at the mill 

Other Transit Privileges on Grain and Grain Products 

Milling is not the only privilege allowed on grain. Tariffs 
of the carriers serving the grain producing regions and the dis- 
tributing and consuming markets publish, individually and 
jointly with-other carriers, tariffs that allow a number of manu- 
facturing and commercial processes to be applied to cereals. 


Grain and screenings of grain, including barley, buckwheat, 
corn, oats, speltz, wheat, Kaffir corn, feterita, and milo maize, 
may be shipped from the local grain raising stations or from 
the country elevators, where they are accumulated from the 
country roundabout, and shipped in carload quantities to ware- 
houses, elevators, mills, or malt houses for storage or process- 
ing in transit and then reforwarded to ultimate destination. 
Grain in transit under these transit tariffs may be inspected, 
graded, unloaded, stored, cleaned, mixed, malted, screened, 
blown, and otherwise brought into marketable condition at the 
through rates applying from original shipping points to final 
destinations. Additional charges are made, of course, by the 
operators of the elevators, warehouses, milling and malting 
houses for the services performed, but, as far as the railroads 
are concerned, the joint movements are hauled at the through 
rates from originating points to final destinations via the transit 
points in effect at the time the shipments were made from the 
original points of shipment. It is not necessary that identically 
the same grain be forwarded, but the grain must be equivalent 
or similar grain, as defined by tariff regulations. 

By means of these privileges the way is paved for the 
movement of grain from the farms to the domestic consumers 
or to the ports for export. Lower through rates facilitites com- 
merce on a national scale and promotes industrial, commercial, 
and railroad competition on a fair basis. Stop-off time, like the 
time for milling flour, is usually twelve months. 

Stop-Over of Through Billed Track Grain 


Cars of grain or grain products may be stopped at certain 
distribution markets for transfer through transfer elevators, 
jumbos or other direct transfer facilities of the carriers and for 
weighing in transit. This grain-train privilege differs “rom 
milling and other privileges extended to grain and its products 
in that the identity of each shipment of grain is preserved. 
Precisely the same grain that is received is forwarded, after it 
has been elevated and weighed at the transit points. The term 
‘fdentity-preserved grain” is used to distinguish through billed 
track grain from other transit grain, the identity of which is 
not required to be preserved in order that it may receive transit 
privileges. 

The charges assessed against shipments of identity-pre- 
served grain are computed at the through rates in effect at the 
time shipments were made, from originating points to final des- 
tinations via the transit or transfer stations where the services 
were performed. Charges for transfer and weighing are usually 
made by the elevator companies, but have nothing to do with 
the through transportation charges of the carriers, even though 
_the carriers may operate the elevators and scales. (') 


Transit Privileges Extended to Seeds, Beans and Peas 


Carload shipments of beans, peas and a number of kinds 
of seeds, may be stopped in transit to be handled through ele- 
vators, storehouses, warehouses, or, as they are generally called 
in railroad parlance, “transit houses,” so that a number of 
processes may be applied to them. 

The list of seeds to which is usually accorded the privilege 
includes: Dried Beans, Dried Peas, Alfalfa, Broom Corn, Clover, 
Canary, Cane (Sorghum), Hemp, Hungarian, Millet, Mustard, 
Sunflower, Vetch, Timothy and Grass Seeds. 

The processes that may be applied to put the geeds in con- 
dition for the market include: Inspection, Weighing, Grading, 
Cleaning, Picking, Drying, Sacking, Storing, Reconsigning, and 
Cracking or Splitting. 

Through rates are charged for movements of these agri- 
cultural products, as in the preceeding cases. (7). Similar ar- 
rangements are made at certain transit points for the grading 
and storage of apples and other miscellaneous agricultural prod- 
ucts. Twelve months’ stop-off is the customary time limit. 


Transit Arrangements on Sugar 


Sugar in carload lots may be stopped off in transit, un- 
loaded, and stored at public storage or warehouses and later 
forwarded in straight or mixed carloads at the through rates in 
effect at the time the shipments originated. The stop-off priv- 
ilege usually may be taken advantage of for storage or recon- 
signment only. 

The identity of each carload of sugar need not be pre- 
served, but no substitutions that impair the integrity of the 
through rates may be made. Shipments of one or more grades 
of sugar, that have originated at points taking the same rates 





@) See I. C. a No. 1049, Joint Rules Governing Through Billed 
Track Grain, W. J aa | Agent, Effective December 15, 1921. 
(7?) See I. C. C. No. ws 


Joint Transit Privileges, Dried Beans, 
Dried Peas and Seeds, B 


T. Jones, Agent, Effective April 5, 1923, 
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and have reached the transit points via the same inbound road- 
haul carriers, by which lines through rates are applicable, may 
be made at through rates via the transit points. 

Mixtures of transit and non-transit tonnage in the same 
carload shipments are charged for at the through rates on the 
transit portion and at the local rates from transit points to 
ultimate destinations, on the non-transit portion, if the aggre- 
gate tonnage of each carload equals or exceeds the carload 
minimum prescribed. Differences in weight are added to the 
non-transit tonnage. 

Six months from the date of unloading the car into the 
transit house is the customary time limit. (*). 


Compression and Transit Privileges to Cotton 


Cotton, after it has been picked and ginned to remove the 
seeds, is packed in uncompressed, flat, or gin pressed bales to 
be moved to the primary cotton markets. ‘These bales are pre- 
pared at the cotton gin and loaded in railroad cars at about 
the rate of thirty bales a car. The density of the cotton is 
approximately fourteen pounds a cubic foot. Only about 15,000 
pounds of cotton can be hauled in the average sized railroad 
equipment in this semi-compressed state. Consequently, the 
cotton is moved from the local interior ginning points to the 
markets via compression plants where the bales are pressed 
into standard compressed bales with a density of approximately 
22% pounds a cubic foot. This form of bale, and the Webb high 
density bales that have a density of thirty-two pounds a cubic 
foot, are the standard commercial packages of cotton in the 
United States. These bales average from sixty-five to ninety 
bales a car. Compression is necessary, primarily, to conserve 
transportation equipment. 

Arrangements are made by the roads serving the cotton 
belt so that the cotton can move from the local gins to desti- 
nation markets, via points at which cotton presses are avail- 
able, at the through rates applying from originating points to 
ultimate destinations. 

Transit privileges other than compression are provided for. 
Shipments of compressed cotton may be stopped in transit for 
inspection, weighing, assorting, grading, storing, and change in 
ownership, consignee, or destination. 

The period of time allowed for the completion of all of the 
transit services is usually twelve months from the time of ar- 
rival at the transit point. In addition to the through rates from 
the original points of shipment to final destinations, shipments 
of cotton that have been stopped in transit pay a transit charge 
to cover the cost of terminal services performed by the car- 
riers at the transit points. (‘). Thus, if the through rate from 
Cotton Boll to New York via Chicago is 42 cents a hundred- 
weight, carloads, 32 cents from Cotton Boll to Chicago, 25 cents 
Chicago to New York, and the transit charge .06 cents, the 
through rate would be, including transit: 


Cotton Boll to New York, via Chicago, 30,000 pounds @ .42. 


rom 00 
Pius Transit Charge, @ .06 


$144.00 
Refining in Transit 

Vegetable, nut and fish oils, including usually those derived 
from China wood, cocoanut, cotton-seed, nuts, peanuts, sesame, 
soya bean, and fish oils, may be stopped off in transit to be 
refined. Six months is the customary period allowed for the 
completion of the refining processes and reforwarding of the 
finished products to destination. 

The identity of each shipment or carload of unrefined oils 
need not be preserved in the process of refining, but no substi- 
tutions may be made that impair the integrity of the through 
tariff rates. Such improper substitution is not considered to 
have been made, however, when refined oils, the products of 
crude oils that have originated in territories taking different 
rate bases, are combined at transit points and the inbound paid 
freight bills are surrendered to be cancelled, covering carloads 
of crude oils entering into the combinations, in the aggregate 
in the same ratio as was observed in the refining process. Mix- 
tures of this nature are necessary in many cases and are 
allowed by typical refining-in-transit tariffs. (°). A refining-in- 
transit charge on the total inbound weight is added to the 
through charges in many cases. Two cents a hundred pounds 
is a typical charge. 


Refining Ores and Bullion 


The through movement of crude and semi-finished mineral 
products is facilitated by the establishment of transit arrange- 
ments at strategically located refining plants. Carload ship- 
ments of bullion may be stopped, unloaded, and pig lead refor- 
warded. Zinc ores may be refined and the residue forwarded 
as zinc ore concentrates. Through rates from origin to destina- 
tion via the transit points, or proportional rates from the re- 


(*) Typical Sugar Transit cae See I. C. C. 1001, W. J. Kelly, 
Agent, Effective qs : y 

(*) See I. C. 1323, Joint Transit Lt mag ag h J Compressed Cot- 
ton, B. T. Jones, ye Effective November 18, 

(®) See I C. C. No. 1560, Refining-in- Ray ‘Privileges, B. T. 
Jones, Agent, Effective November 1, 1924. 
forwarding points to final destination—whichever are higher— 


are charged for the through movement. 
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Switching charges to and from the transit houses at the 
transit points are usually regulated by the tariffs of the car. 
riers performing the service. One year from unloading at the 
refining plants is the customary duration of the transit privilege, 
(*). 

Fabrication in Transit 

Semi-finished iron and steel mill products are moved from 
the steel producing centers to the sites where buildings, bridges, 
tunnels, steamships, and other structures are to be erected, by 
way of fabrication points, where fabricating shops are located, 
Here the angles, plates, shapes, and other standard iron and 
steel commercial units are cut and sized to fit the needs of a 
particular structure. Just as a cloth cutter cuts the pieces of 
cloth to pattern, the fabricators perform individualizing opera- 
tions on the standard structural shapes. 

The through rates from the rolling mills to ultimate desti- 
nations are protected, to which are added small charges for 
stop-over at the fabricating points. These charges range from 
two to eight and one-half cents a hunderdweight. Twelve 
months is the usual time limit for completing the fabricating 
processes and reforwarding the car. Local rates must be paid 
to and from the fabrication points after this time has elapsed, 
Substitutions of tonnage that impair the integrity of the through 
rates may not be made at the transit points, though the identity 


of each piece of iron and steel need not be preserved in the 
fabricating process. 


Milling or Dressing of Lumber 


Timber in the form of logs is usually shipped comparatively 
short distances to local planing and saw mills, where the crude 
logs are converted into lumber or other forest products in com- 
mercial forms. Local rates are charged for the transportation of 
the logs into the milling points. When the finished lumber or 
other product is shipped out to destinations the rates applicable 
from the milling-in-transit points are assessed. The gross 
charges arrived at by paying the combined local rates to and 
from the milling points are reduced by allowances that carriers 
make of portions of the charges that have been paid on the raw 
logs. About thirty-three and one-third per cent of the total in- 


bound tonnage of logs is allowed to be applied against outbound - 


lumber tonnage, for it takes approximately three hundred 
pounds of the rough logs to make a hundred pounds of fin- 
ished lumber ready for market. The local rates are refunded 
on sufficient tonnage to make a carload of finished lumber. 

The amount charged for both the inbound haul to and the 
outbound haul from the mill is the gross rate. Thig amount, 
less the refund made by the carriers of portion of the local 
inbound rate, is known as the net rate. 

Twelve months is the usual time allowed for milling, though 
there are exceptions in case of transit services to lumber. It is 
not assumed nor required by the carriers that the identity of 
each car or shipment of lumber be preserved. Substitutions of 
the same kinds of wood from the same rate territories may be 
made, but no substitutions are permitted that impair the in- 
tegrity of the through rates. Thus, tonnages of hardwood logs, 
inbound, may not be used to cancel outbound shipments of pine 
lumber, or vice versa. Neither may tonnages of hardwood logs 
from one rate territory be used in place of tonnages of the same 
kinds of similar logs from other rate territories. 

Creosoting of lumber is another transit privilege used in the 
lumber trade. swecause of the extended period of treatment in 
this process, eighteen months is often allowed for stop-off in 
transit. 

Transit Privileges on Wool and Mohair 

Shipments of wool and mohair in carload lots from the 
numerous interior shipping points may be stopped in transit at 
warehouses for inspection, grading, storing, change of owner- 
ship, consignee, or destination. A period of twelve months from 
the date of unloading into the transit warehouse is usually al- 
lowed for the completion of the services for which the goods 
are stopped. In handling wool and mohair through transit 
houses, it is not practicable to preserve the identity of each 
shipment. It is not permissible to ship out, under through tran- 
sit rates, more tonnage than was received, less losg in weight 
through shrinkage, invisible loss, and local and other disposi- 
tion. Through rates in effect from originating points to final 
destinations via the transit points, in effect at the time of origi- 
nal shipment, are charged with an additional charge, about 
three cents a hundred, for the transit privilege. ("). 

Miscellaneous Transit Privileges 

In addition to the typical transit arrangements that have 
been discussed, there are many privileges used in American 
commerce, too numerous to mention here. Among the more 
important ones the following are typical: the stopping off of 
live stock to test the market; the fattening, feeding and water- 
ing of live stock; the dipping of live stock to kill vermin; the 
yardage of live stock; the storage in transit of certain agricul- 
tural products; the storage of agricultural implements, and other 
miscellaneous commodities. 





(*) See I. by C. 1525, Refining-in-Transit —. on Bullion 
and Zine Ore, B. T. Jones, Agent, Effective April 25, 1924 

(*) See I. C. CG. No. 1390, Joint Transit Privileges on Wool and 
Mohair, B. T. Jones, Agent, Effective May 8, 1923. 
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CANADIAN RAIL RATES 


The Trafic World Ottawa Bureau 


The freight rates question may be further complicated 
through the decision of the judicial committee of the privy 
council in granting to the province of Manitoba the right to 
appeal from the recent decision of the Supreme Court in its 
suit against the Canadian Northern Railway to control rates 
under the agreement with the province entered into over twenty 

ears ago. 
. The point involved was whether, the Canadian Northern 
having passed under Dominion control, the province had the 
right to control rates under the agreement. In the war period, 
Sir Henry Drayton, then chairman of the Railway Commission, 
held that, with the passing of such control, the Commission 
was not restrained by the Manitoba agreement in fixing rates, 
and the Supreme Court upheld this view. It is against this 
decision that the Manitoba government is now proceeding with 
its appeal to the privy council. If the decision supports the 
Manitoba view, the present confusion will be increased. In 
hearing the application, Lord Haldane of the judicial committee 
of the privy council in England, which is the supreme court of 
appeal in the British Empire, remarked that, if Parliament 
in Canada settled the matter at the present session, the judicial 
committee might not have to hear the case; but it is not an- 
ticipated that Manitoba will be satisfied with the decision of 
Parliament, if it is unfavorable. 


There igs much conjecture as to the probable policy of the 
government on the freight rates issue. The belief of the rail- 
ways is that it will empower the Railway Commission to re- 
move discrimination occasioned through the application of the 
Crow’s Nest act, which the Supreme Court has decided applies 
only to the mileage of the Canadian Pacific as it existed in 
1897. It is also suggested that Parliament will be asked to 
lay down principles for the guidance of the Railway Commis- 
sion in fixing rates, and that this will have in mind the re- 
casting of the freight rate structure and the granting of rela- 
tive equality of treatment to all parts of the country. 

The members from the prairie provinces are expecting that 
the Commission will be instructed to apply the Crow’s Nest 
scale to all points now on the Canadian Pacific mileage and to 
such mileage as may be added hereafter: This may present 
new problems also. The west is not now a unit on the appli- 
cation of the Crow rates to the movement of grain and flour 
eastward, in view of the fact that Vancouver has become an 
important grain and flour exporting center. If the Crow rates 
are to be applied to a greater area than that covered by the 
1897 agreement, British Columbia would have a strong case 
(and it would be supported by Alberta) for its application west- 
ward also. If the Crow rates are applied to practically all the 
railway mileage, and westward as well as eastward on grain 
and flour, the railways say they would be in a serious position. 


EFFECT OF RATES ON PRICES 


The Trafic World Ottawa Bureau 


A computation has been made from Canadian Pacific Rail- 
way sources tending to show that, in the case of at least seven 
of the commodities effected by the Crows Nest commodity rates, 
prices were not reduced to the consumer. The comparisons 
have been made on jobbers’ prices to retailers, based on the 
carload rate at Winnipeg, Regina, Calgary, and Edmonton. The 
period covered was June 30 to November 30. The Crow rates 
went into affect July 7 and went out on October 27. 

The commodities chosen for: the comparison were barbed 
wire, bar iron, building paper, plows, nails, spikes, and glass. 

On barb wire the price in Winnipeg, including freight, was 
$4.10. After the Crow rates came in, the price at Winnipeg 
went down to $3.95, but at Calgary remained unchanged, at 
first, and later advanced 15 cents, although the freight cost 
over Winnipeg was only 48 cents as compared with 73 cents 
ordinarily. On bar iron, the figures for freight cost are based 
on 100 pounds, of three-fourths inch round bar iron, and taking 
the rates from Fort William westward. The price, including 
freight at Winnipeg, was $4.90. There was no reduction until 
September 30, when it dropped to $4.75. At Regina, the price 
remained at $5.40 the whole time the Crow rates were in force. 
At Calgary also the price remained unchanged, although the 
Crow rate, over Winnipeg, was 27 cents lower. At Edmonton, 
the price fell from $5.95 to $5 but that this was not due to the 
Crows Nest rates,” says the statement, “is evident from the fact 
that they are the same as ordinary rates in this case.” 

In building paper the computations are based on a roll 
weighing 25 pounds, taking freight rates west from Fort William 
to the point in question. The price at Winnipeg dropped from 
$1.20 to 95 cents. There was no reduction at Regina, there was 
a drop of five cents at Calgary on July 30, but by September 30 
it returned to the old price, notwithstanding the fact that the 
Crow rate over Winnipeg was 71% cents below the ordinary. 
Edmonton is cited as a striking example of the fact that freight 
rates do not always determine the price of goods. The old 


THE TRAFFIC WORLD 689 


price on building paper there was $1.15. Though in this case 
the Crow rate is only one-half cent lower than the ordinary, 
the price of building paper dropped to $1 by July 15. At this 
price it was only 5 cents a roll over the Winnipeg price, though 
the difference in the freight cost between the two cities was 
21 cents. 

On plows the computation is based on a 12-inch walking 
plow, weighing 135 pounds, and taking freight from Fort William 
westward. At Winnipeg the price remained unchanged. At 
Regina, there was no reduction in price although the Crow 
rates are 13 cents below the ordinary, and the same was true 
of Calgary and Edmonton. 

In nails, 24%4-inch wire, weight 107 lbs, the old Winnipeg 
price was $5.20. By July 15 this fell to $5.05, but this was 
equal to double the difference in freight cost following the 
return of the Crow rates. This price remained until after the 
Crow rates went out in October, and the freight rate went up, 
when there was a drop of price to $4.85. In Regina the price 
dropped 15 cents by the middle of July, and just before the rates 
went out there was a further drop of 15 cents. On October 30 
the price was 40 cents higher than at Winnipeg, though the 
Crow rate was only 31 cents higher. On November 30, they sold 
for 5 cents less than on October 30, when the rate was the same. 
At Calgary the price continued the same until the Crow rates 
went out, when the price dropped. 

In spikes the price at Winnipeg dropped 15 cents, though 
this was over twice the reduction effected by the Crow rate. 
After the Crow rate went out there was a further reduction of 
20 cents. At Regina, though the Crow freight was 13 cents 
below the ordinary over Winnipeg, the price remained un- 
changed, but dropped 20 cents after the rates went out. Though 
the Crow freight cost was only 31 cents over Winnipeg, the price 
of spikes in Regina, while the rate was in effect was 35 cents a 
keg higher than in Winnipeg, or 15 cents higher than before the 
rates came in. At Calgary, the price did not drop until the 
Crow rates went out, when it declined 10 cents. When the Crow 
rates were in effect the difference over the Winnipeg price was 
95 cents per keg, while the Crow freight cost was only 60 cents. 
higher. 

In window glass (double diamond, 60 united inches, weight 
155 pounds), there was a reduction in Winnipeg of 90 cents a 
case, on July 15, which did not reach the consumer in Regina 
until the end of August. At Calgary a similar drop took place 
on July 30, though the drop in rates was only 46 cents. By 
September 15th there was a further drop of $1.55, though there 
was no drop in rates and the price remained unchanged after 
the Crow rates went out. 

In discussing this situation, Canadian hardware publica- 
tions point out that wholesale prices on practically every line 
on which freight rates were reduced declined in July, 1924, and, 
in many cases, were not again advanced when the Crow rates 
were dropped in October. In the case of a number of the 
articles, prices in the west are quoted as the same as they were 
following the price reductions. 


REPORT OF CANADIAN BOARD 


The Trafic World Ottawa Bureau 


The twentieth annual report of the Board of Railway (‘om- 
missioners has been presented to Parliament, covering the year 
ending December 31, 1924. Since the last report there have 
been no amendments made to the railway act, 1919. 

In the year there were 55 public sittings of the board, at 
which 235 applications were heard. The report notes that the 
number of informal matters dealt with, as distinguished from 
matters heard at public sittings, constitute a considerable per- 
centage of the total applications and complaints dealt with. 
Of a total of 3,314 applications and complaints received and 
dealt with, 93 per cent were disposed of without the necessity 
of formal hearing. : 

In accordance with the provisions of the railway act, 1919, 
the sum of $200,000 is annually placed to the credit of a special 
account known as “the railway grade crossing fund,” to be ap- 
plied by the board for the purpose of aiding in the providing, 
by actual construction work, of protective safety and conven- 
ience for the public in respect of highway or crossings of the 
railways at rail level. In dealing with such crossings, the 
board issued 40 orders, making a total of 654 crossings that 
have been thus protected since the fund was begun in 1909. 
The work included the installation of eleven electric bells and 
wig-wags, and the removal of view obstructions in twelve 
cases. Under the new consolidated railway act provision is 
made that the total amount of money to be spent by the board 
annually shall not, in the case of any one crossing, exceed 25 
per cent of the actual cost of construction, and no such money 
shall be applied in any one year to more than six crossings 
on any one railway in any one municipality. 

There were two appeals to the governor-in-council and two 
to the Supreme Court of Canada from the decisions of the 
board. The total number of orders issued was 1,071. - The total 
number of applications, including informal complaints, was 
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3,314. In the traffic department of the board the number of 
tariffs received and filed was as follows: 


Freight Tariffs, including supplements..............eeseeeeeee 61,071 
Passenger Tariffs, including supplements 


Express Tariffs, including supplements .........c..ccceccccees 84 
Telephone Tariffs, including supplements .............e+eeeees 884 
Sleeping and Parlor Car Tarffis, including supplements........ 240 
PORGRTAR “THTIMS OTE GUPPIGMIONIG ceccccvccccccvecccccccceces 25 


The total number of schedules filed from February 1, 1904, 
to December 31, 1924, was 1,253 889. 

In the engineering department 320 inspections were made. 

Accidents to the number of 2,834, covering 318 persons 
killed and 3,254 injured, were reported to the board, as com- 
pared with 3,187 accidents for the year 1923, covering 295 
persons killed and 3,597 injured. Of this number 17 passengers 
were killed, an increase of two, and 385 injured, a decrease of 
173. The number of employes killed was 107, a decrease of 15, 
and the number of employes injured was 2,398, a decrease of 
144. The number of others killed was 194, an increase of 36, 
and injured 471, a decrease of 26. Of the “others” killed, 43 
per cent were trespassers, and of the injured 23 per cent were 
trespassers. Attention is again directed to the statement set- 
ting out in detail the highway crossing accidents. In 1924 
there were 240 accidents at highway crossings reported to the 
board, covering 94 persons killed and 287 injured, as compared 
with 244 accidents in 1923, covering 64 killed and 326 injured. 
In the last five years there has been a total of 1,051 such acci- 
dents, covering 362 killed and 1,279 injured. Automobile acci- 
dénts totaled 168, of which 133 were at unprotected crossings 
and 50 at crossings protected by bells. Horse and rig acci- 
dents numbered 37, and pedestrian accidents 42. 

In the fire season of 1924 a total of 1,173 fires from all 
causes were reported as having originated within three hundred 
feet of railway lines in forested territory along railways subject 
to the jurisdiction of the board, which now extends to some 
97 per cent of the railway mileage of Canada. Of the total, 
499 fires burned over less than one quarter of an acre each, 
doing no damage, while 674 fires are reported to have burned 
over 33,942 acres and destroyed property valued at $168,941. 
Of the total, 82.30 per cent were attributed to railway agencies. 
Of the 963 fires which railways were definitely charged with 
having caused, 698 are attributed to sparks from locomotives, 
and 265 to employes. 

The statement of the routine work of the board gives the 
following particulars: 


DEMUIIOE GE DUUIICRTIONG THO: 6 ooo dcccciceccowccecgecececesseese 3,314 
Number of findings received during vear ..........cccccceceess 34,654 
Number of outgoing letters during vear........cccccccccccceees 24,305 


Number of orders issued 


The report of the chief operating officer shows that 102,- 
137 cars were inspected, of which 3,824 were defective. A 
total of 14,191 locomotives were inspected, 589 being defective. 


THE SHIPPING “COMBINE” 


The Tratic World Ottawa Bureau 


The proposals of the government with regard to the alleged 
shipping combine, and the contract with Sir William Petersen, 
were introduced and discussed in Parliament last week. The 
Minister of Trade and Commerce, T. A. Low, in introducing 
them, said he would endeavor to establish to the satisfaction of 
the House that a combine did exist; that Canadian ports had 
been discriminated against in favor of those of the United 
States; that the British preference had been nullified in many 
instances by the action of the combine; that British manufac- 
turers and merchants had been discriminated against in favor 
of German and other foreign merchants; and that “there is 
nothing retarding immigration to this country more today than 
this gigantic combine.” 

He asserted that the combine, embraced “almost all the 
leading shipping companies of the North Atlantic” (which he 
named), and the majority were plying under the British flag. 
“The rates of all these companies sailing out of Canadian ports 
are generally fixed in the city of New York. One can realize 
how little interest Americans or those who are associated with 
them at the head office in the city of New York will display for 
Canada or Canadian ports.” 


He said it had been brought to the attention of the govern- 
ment on more than one occasion in recent years that there was 
discrimination against Canadian ports. In the fall of 1923 
he prepared a memorandum for the Prime Minister to bring up 
before the Economic Conference in London the question of dis- 
crimination against the flour exports of Canada, which had con- 
tinued for many years, and whereby the American miller was 
able to mill his wheat and ship it to Great Britain at from 
eight to ten cents a barrel less than his Canadian competitor. 
The result of the representations made by Canada was that 
the discrimination was removed. 

In undertaking to prove that the rates are exorbitant, the 
Minister cited various instances. He said: 
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Perhaps one of the most important products of the farm is bacon 
and other meats. In 1911 the ordinary storage cost was 16.88 cents 
per 100 pounds; today it is 50 cents per 100 pounds, an increase of 
about 200 per cent. In cold air storage, in 1911 it cost 22.24 cents 
per 100 pounds for bacon and meats; today, it costs 85 cents per 100 
pounds, an increase of about 300 per cent. 

It costs $7.50 to carry a ton of newsprint to Cape Town, South 
Africa, a distance of 7,108 miles; it costs $10.08 to carry the same 
ton of newsprint to London, a distance of 3,241 miles, ad $8.00 to 
Buenos Aires, a distance of 6,421 miles. In 1914 the rate on news- 
print to the United Kingdom was $3.04 per 100 pounds; today it costs 
$10.08 per 100 pounds, an increase of about 231 per cent. 

Now I shall quote the rates and increases in another line outside 
of the conference which is being subsidized by this country and 
carrying on a service to South Africa. In 1914 it cost $7.30 to carry 
a ton of newsprint to Cape Town; today, notwithstanding the in- 
creases, it costs $7.50 per ton, or almost the same, because, fortu- 
nately for the people of Canada and the newsprint men, the Elder- 


Dempster line is not in the combine. 


Referring to the efforts that had been made to have the 
companies reduce rates, he said: 


A year ago I asked the shipping men, the representatives of the 
different shipping companies, to meet me in Montreal and, after 
several meetings in which I appealed to those gentlemen to make a 
slight reduction on the carrying charges on cattle across the Atlantic, 
I received no encouragement whatever. I offered, if they would re- 
duce the rate, to give an understanding that I would see how far 
the government was prepared to go in supplementing such reduction. 
They met me more than once, and about all I received from them 
was a pleasant smile; I could make no headway. And now they 
wonder why we did not approach them before we decided to deal 
with Sir William Petersen and enter into a contract with him. A 
few days ago I received a cablegram from certain of the vessel 
owners of England to refer the whole matter to the Imperial Ship- 
ping committee for investigation, Well, the reply to that is that 
the matter is now before Parliament, and that if these shipping 
companies have any representations to make I am sure the com- 
mittee to be appointed by this House to Geal with the subject will 
be glad to receive their representations. But we have had a little 
experience . with the Imperial Shipping committee. I notice by the 
press the other day the claim that the matter of discrimination in 
the rates on flour had been remedied by their visit to Canada. I 
am glad to be able to say that the matter was adjusted by the efforts 
of the Prime Minister and the Minister of Railways and Canals, when 
they were attending the Economic Conference in England. The people 
of this country made many representations to the Imperial Shipping 
committee when they were here about twelve months ago, and I have 
failed to observe that any great relief has been given to Canadian 
shippers up to the present time. Therefore, if this matter were re- 
ferred to the Imperial Shipping committee, I should like to feel as- 
sured—although I feel quite satisfied that this government is going 
to be in power for another twenty years—that there would be some 
ae = getting a remedy for the visiting grievances before we go out 
of office. 


He said Sir William Petersen had furnished him with a 
statement showing what he would expect from an average 
cargo from Montreal to Liverpool, and back again in ballast. 
This statement showed a net profit on the round trip to three 
thousand pounds sterling. This statement the minister sub- 
mitted to Mr. Teakle, head of the Canadian Government Mer- 
chant Marine, who said he had “no reason to think the figures 
were materially out of line,” and estimated that the ten ships 
could make fifty voyages betweeen May 1 and November 30. 
It was also submitted to Sir Henry Thornton, who assented Lo 
Mr. Teakle’s view, adding: 


1. From our investigation, it seems that Sir William’s estimate 


of the cost of ocean carriage under his proposel is substantially 
correct. 


2. We have nothing to fear from competition or hostility on the 
part of others, as this would in the last analysis be to the advantage 
of Canadian shippers. 


3. It looks as if there might be more in the Petersen type of ship 
construction than we have been led to believe. 


4. There is no doubt about Petersen’s experience and knowledgé 
of eg os business. 


.. The proposals, if they can be brought into effect, would be of 
material advantage to our shipping public. 


The opposition began an attack on the Petersen contract, 
suggesting lack of faith in Sir William Petersen and in Mr. 
Preston, who made the report. Mr. Stevens, member for Van- 
couver, who began the attack, said it was undesirable for the 
state to interfer in private business operations. It should rather 
“bring about a reconciliation between conflicting interests by 
a process of reasonable conference between those affected.” 
He pointed out that the Canadian Government Merchant 
Marine had been “sitting in” in the North Atlantic confer- 
ence, and the government had made no protest. The test 
of the whole matter was whether the proposals of the govern- 
ment would bring about a freer movement of commodities 
and a lowering of carrying charges. He did not suggest that 
there was not a combine, but the maker of the Preston report 
was not justified in starting with the promise than an evil 
and sinister influence exists in it. 

There were some benefits accruing from the conference. 
At the opening of the shipping season on the St. Lawrence each 
year a list was supplied to shippers giving the fixed sailing 
dates of ships throughout the season, enabling them to con- 
tract for the future delivery of goods to and from other coun- 
tries. They were assured of cargo space. The reports of 
British investigating commissions agreed that it was inadvis- 
able to precipitate conditions that bring about rate wars, and 
inadvisable to have too much government interefence with shiP- 
ping and with the operation of ships on the high seas. 

He criticized Mr. Preston’s procedure, saying that he had 


Marck 


pre-ju 
posed 


Fc 
his © 
t = 
about 
whate 
jinkin 
mileas 
and § 
and § 
judge 
says: 
zatior 
under 
tetior 
pany, 
inferé 
secur 


7 


J 
gove 
mier 
tions 
conf 
busi 
whe 
look 


ton 
disc 
and 





—eST eae 


bl 


March 14, 1925 


pre-judged the case and pointed out how the government pro- 
posed to deal with it: 


For instance, he tells the shipping interests in connection with 
this company which he proposes to establish that: 

“The government railways traverse the Dominion of Canada in 
about 24,000 miles of tracks or service. It is fair to presume that 
whatever action the government takes in the matter will be towards 
linking up the suggested ocean transportation with this enormous 
mileage of National railways——” 
and so on. In other words, he simply says this: You shipowners 
and shipping companies are leagued together in a combine and I 
judge you and condemn you. That is his first point. Secondly, he 
says: I have already found a remedy, and that remedy is the organi- 
gation of a separate company—in this case the Petersen Company 
under government sudsidy. In the third place, he says: It is my_in- 
tetion, and it is the government’s intention, to link this special com- 
pany, subsidized by the government, up with the railways; and the 
inference is left, to the prejudice of all other concerns as far as the 
securing of freight by these railways is concerned. 


Mr. Stevens asked why the government did not pull the 
government ships out of the combine two years ago, and Pre- 
mier King replied that it was understood that one of the opera- 
tions of the combine was that if any line withdrew from it, the 
conference would immediately undertake to put that line out of 
business. “The Merchant Marine was in bad enough condition 
when the present government took it over, and we were not 
looking for a means to utterly destroy its usefulness,” said he. 

In dealing with the charges of discrimination in the Pres- 
ton report, Mr. Stevens said that, in every case, it referred to a 
discrimination against British shipping from British poris, 
and very little touched Canada at all. He could not gee that 
it was the business of Canada to take up the cudgels on behalf 
of British shippers, who were well able to look after their own 
affairs. The British House of Commons report on the subject 
said it was sometimes necessary for shipowners to give a 
preference to foreign goods in order to meet the competition of 
international trade. 


“This is perfectly sound reasoning,” he said. “If you con- 
trol rates in certain commodities, shippers will seek to carry 
other lines of goods,, and make as much money out of them, 
and raise the rates to break even in their revenue; or if you 
have certain ports or trade routes which are under control 
shipping will be inclined to abandon those routes and frequent 
those which are not under control. If you put a restrictive 
control upon Canadian routes you will find goods diverted 
through Maine and other States and going out through Amer- 
ican ports.” 

He made the point that ships from Canadian ports carried 
full cargoes to European ports, but came back with about a 
quarter cargo, so that the rates must be sufficient to pay for 
the voyage both ways. That was one of the reasons why 
Canadian rates were high. In showing the large element of 
competition existing in the Atlantic trade, he quoted some 
statistics regarding sailings from Montreal: 

In 1923, from Montreal, there were 200 tramp steamers and 598 
line steamers. The tramp steamers carried 48,600,000 bushels of 
wheat, or 42 per cent, and the line steamers carried 65,000,000 bushels 
of wheat, or 58 per cent. In 1924 there were 367 tramp steamers and 
570 line steamers. The tramp steamers carried 94,700,000 bushels of 


wheat, or 62 per cent, and the line steamers carried 57,600,000 bushels, 
or 38 per cent. 


“One-half of this wheat is American wheat brought in 
early in the season through the port of Montreal,” he said, 
“and it is, perhaps, the most valuable freight carried by the 
Canadian Pacific and Canadian National Railways. Does the 
government propose to subsidize to the extent of $1,300,000 
a year Petersen steamers to carry American grain to Great 
Britain?” 

Premier King: “Under the contract with Sr. William 
Petersen, the government controls the rates and designates the 
commodities, and intends to confine its agreement with Sir 
William Petersen to Canadian products.” 

Referring to the futulity of attempting to control rates 
with ten ships, Mr. Stevens pointed out that from the two 
ports of Montreal and Vancouver alone there sailed over 2,000 
vessels, and he asked what hope there was of making any 
impression with ten ships. The cost for the ten year period of 
the contract, with principal and interest compounded, would 
be over $17,000,000, and it may be extended indefinitely. 

Replying from the government side, Mr. McMaster, who 
was the chairman of the committee that looked into ocean 
rates two years ago, as a result of the recommendations of 
which the present action was taken, said 


_I suppose we are all agreed that it is a good thingto have cheap 
freight rates either on land or water; but freight rates should not 
be driven down to such an extent that there is not a fair and rea- 
sonable return for the capital invested, unless it is excessive, in 
which case it might be quite proper that rates should be driven down 
until the capital in the industry represents fairly the earnings earned 
upon it. But we are all on common ground in saying that with pro- 
vision for a proper return for capital it is paramount under our 
present economic system that goods should move freely from place 
to place, and that freight rates should be brought down to what would 
be a fair return for the public service rendered. 

Mr. Stevens had said that wheat, flour, cattle and sugar 
were never affected by the conference rate. Mr. McMas- 
ter reminded him that the United States government interfered 


inthe matter of flour and that evidence given by shipping men 
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before the Canadian parliamentary committee showed plainly 
that a “gentleman’s agreement” existed regarding wheat, flour, 
and cattle, and it was possible that, if there were not confer- 
ence rates on those articles now, they might easily have them in 
the future. He was willing to admit that operating costs of 
ships may have increased 100 per cent in the last 10 or 15 
years, but when one found certain rates increased from 200 
to 400 per cent, it was prima facie evidence of extortion. 


CANADIAN CAR LOADING 


Car loadings for the week ended February 28 were 52,417, 
a decrease from the previous week of 3,745 cars, due to cold 
and stormy weather. Lighter grain loadings were the main 
factor in the decrease from the corresponding week of 1924, 
which amounted to 4,499 cars. Pulpwood showed a decrease of 
623 cars, coal increased 634 cars and merchandise 738 cars. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 


RAILWAYS 
r—For the Week Ended—, 
Feb. 28, Feb. 21, Mar. 1, 

































































Commodities 1925 1925 1924 
EASTERN CANADA 
Grain and Grain Products..........0.ee0+ 1,897 2,256 2,479 
Live Stock . 899 1,040 1,492 
CT Uhiadivig ss eitpawieannuwinwievatmeauien 3,838 4,005 3,979 
ML utininsissienie ceca wpacwosewelemen eenine 278 248 221 
Lumber 2,130 2,484 2,663 
I ide cals cwicwawceedaesoases 3,645 4,495 3,925 
I ia 6 coin -b 64 sas arg ba Hae - 2,203 2,060 1,976 
OUNGE DOrent PPOAUCS. ......0cccciccccscocs 2,001 2,185 2,151 
CW. cresmas Meals Gia waalbb Seulawne eewaee oe oe 579 647 592 
Pe, Gs Bisiin cid cacicdcsccsccess so S501 10,818 10,248 
Miscellaneous ......... viteeeuetbaciemeweg ee 7,645 8,515 9,353 
TOU CAPS EMRE. .coccccccccccssscce GDS 38,753 39,079 
Total Cars Rec’d from Connections.. 29,937 33,064 35,595 
WESTERN CANADA 
Grain and Grain Products............ ecoe 4,807 4,982 6,174 
Live Stock..... bSVESeS Cabebe ta horsemen wet ° 916 1,029 1,080 
Sl Sie ci dainincsksnonaneeieenenie ne 022 ,461 
RE icccaccdasiowciep ees cower a- eases hamene 43 40 
ET i nigietis este wea bban ew eewee webs 668 812 940 
Pulpwood ..... Ci edawe Ore Coes eeeeeetoties 396 464 739 
a A ee oe re eet ee en 213 147 226 
Other Forest Products..............ese0. 1,645 1,882 1,768 
ED aditaciatewownsiscas vse see suweenorewcn ee 500 493 331 
OS a er re 3,424 3,428 3,129 
Miscellaneous ........... beansauekineas oo 1,708 2,110 1,938 
Total Cars Loaded...... bids arbesoaued e+ 16,611 17,409 17,837 
Total Cars Rec’d from Connections.. 2,603 2,663 3,155 
TOTAL FOR CANADA 
Grain and Grain Products............ee0e 6,704 7,238 8,653 
Live Stock..... ebWeth tates Tee Ret eeeeaebes e 1,835 2,069 2,572 
Bic taal AREER EIS, SEI Et - 6,074 6,027 5,440 
CORO cccocee Sig paecweshe ede Weoe ee RCeNeNTeeest 321 272 
RE ey eee re re een 2,798 3,296 3,603 
eiceniideksiennsawhdeareeet vue 4,041 195 4,664 
rere ree - 2,416 2,207 2,202 
Other Forest Products............+.00- oe 9,648 ,067 3,919 
ES EE ee ee eae ee ooo AD 1,140 923 
Wirees,. Ta. Cy. Bas ciccciccccvcscceses eos 14,755 14,246 13,377 
TE sn6'6-6-6:0-0 0600s sessions panache - 9,408 10,625 11,291 
Total Cars Loaded......ccccccccccocee 52,417 56,162 56,916 
Total Cars Rec’d from Connections.. 32,540 35,727 38,750 
CUMULATIVE TOTALS TO DATE 
1925 1924 
Grain and Grain Products............. “on 57,823 74,755 
Be Bn i500400 66 ese steerer seeuwecous™ ° 20,222 18,390 
Serr eee 6553 4s 55,080 40,603 
CTR: 00:00 :0:9 91000444. 9'0:0 0'0s'slt- 00:50:00 sraience o0.000 2,778 453 
IIE Th fais 1 eine tihiow a alate sa ere alors ielsinicraeeiens aun wie 24,767 25,676 
Fe Sree Sire ae ae betoeiee 36,560 32,165 
Pulse GO PAIR eos ceccic cccssicves Kole «dee 18,807 19,297 
Other Forest Products... 28,979 26,622 
WEE ctesiaeintcanwenscinie see. 10,094 7,8 
Oe ES Oe ee ren = 120,460 107,713 
Oe ne eee . 85,061 88,335 
VOC Care LOGON. 6.2 ccsccccceceees ° 460,631 443,884 
Total Cars Rec’d from Connections.. 295,806 297,394 





SWITCHING RATE ORDERS 


The Board of Railway Commissioners for Canada has issued 
order No. 36134, directing the Canadian Pacific Railway to es- 
tablish a switching rate of 30 cents per net ton on shipments 
of coal in carloads, minimum 50,000 pounds, between the car 
ferry and public team tracks at Prescott, Ontario, in lieu of 
the rate at present in force. 

In the complaint of James Buckley, Prescott, Ontario, 
against the increase of switching charges by the Canadian 
Pacific Railway from carferry to sidings in Prescott, the Board 
of Railway Commissioners has ruled that the railway com- 
pany has not justified an increase of 100 per cent, and it is 
directed to establish a charge of 30 cents per net ton. 

This coal is received in foreign cars ex the New York 
Central Railway at Ogdensburg, consequently the Canadian 








692 THE TRAFFIC WORLD 


Pacific has to pay per diem charges under the rules of the 
American Railway Association for the detention of the cars 
at Prescott. It was stated that the average per diem expense 
was $1.35 a car. 

The rates had been increased from 20 to 40 cents a ton 
to line up with local switching rates at other points, such as 
Montreal wharf. The traffic officer of the board, who made 
the recommendation, submitted that the cost varied greatiy-at 
different points, being greater at the larger terminals. “The 
point here is,” he said, “that a switching charge imposed at 
one point is not the criterion by which to measure the charge 
at another point where the service is, or may be, performed 
under entirely different conditions.” 


BRANCH LINE CONSTRUCTION 


Sir Henry Thornton has announced that construction of a 
branch line from Macamik to the township of Rouyn will be 
begun without delay. The new branch will run south from 
Macamik or O’Brien forty miles into the heart of the goldfields. 
The estimates cost of the line will be about $1,500,000. 

The Minister of Railways has informed Parliament that 
bills for Canadian National branch line construction will be 
introduced at the present session, two of them soon. The two 
referred to are understood to be for the Turtleford and Ben- 
gough branches in Saskatchewan, for which certain money held 
in trust by the Saskatchewan government has been voted. 

Earnings of the Canadian National Railways for the week 
ending February 28 were $4,186,509, a decrease of $690,130. 
Earnings of the Canadian Pacific during the same period were 
$2,896,000, a decrease “of $606,000. 

Net earnings of the Canadian Pacific Railway for January 
show a decline of over a quarter of a million dollars compared 
with January, 1924. Gross earnings were the lowest for any 
January since 1922. Net was the lowest, with the exception of 
January, 1923, for many years. The company was able to effect 
economies in working expenses of $1,219,287, but this was insuf- 
ficient to meet the shrinkage in gross of $1,495,918. Gross earn- 
ings amounted to $11,896,513, as compared with $13,392,432, 
while working expenses were $11,312,744, compared with $12,532 - 
032, leaving net profits of $583,768, as compared with $860,399. 


FAVORS MONKMAN PASS ROUTE 


Charles Stewart, Minister of the Interior, says he favors the 
proposal that the outlet from the Peace River country to the 
Pacific coast be by way of Monkman Pass, as the shortest and 
cheapest. “I favor this route,” he says, “because cost will be 
a big factor in the enterprise and Monkman Pass is the cheapest 
route. Moreover, I believe that it meets all requirements of the 
situation, and that development will come about more quickly 
than by other schemes.” 

The proposed line would start at Grande Prairie and proceed 
along the Monkman Pass to Hansard on the main line of the 
Canadian National in the Cariboo. From there to Prince Rupert 
the outlet would be over the main line and to Vancouver either 
by using the Pacific Great Eastern or doubling back to Red Pass 
Junction and down to Vancouver over the Canadian National. 
This distance to Vancouver by this route is 76 miles shorter than 
by any other. The Monkman Pass route is estimated to cost 
nine millions, the McLennan-Brule route twelve million, and the 
Pine Pass route fourteen millions. 


OFFER FOR MERCHANT MARINE 


An offer has been made by private interests in England to 
buy the Canadian Government Merchant Marine. It was pro- 
posed to leave the price to arbitration, to pay 25 per cent in 
cash, and to pay cash for any vessels that might be disposed 
of to other interests. It was to be open to Canada to make 
terms insuring a fleet serving the same routes as an present, 


and continuing to act as a feeder for the Canadian National 
Railways. 


The Minister of Railways informed Parliament that, while 
it was open to sell any portion of the fleet not necessary for 
the development of Canadian trade, and had received several 
offers to sell, it had not yet considered any of them. 


CANADIAN DEVELOPMENT 


In addressing the Ontario Goods Roads’ Association, Premier 
Ferguson, of Ontario, said if Canada was to become a great 
nation, more effort would have to be made to develop the 
natural resources of the Dominion, instead of importing from 
the United States and other countriés, and, to this end, and 
in order that the scattered parts of the country come closer to- 
gether, there must be a system of cheap railway freight rates. 
He referred particularly to the coal of Alberta and the Maritime 
Provinces. Each year Ontario sent out of the country $100,000, 
000, when its requirements could be filled in Canada. He sug- 
gested that it would be much better if the government were to 
subsidize the railways to the extent that coal could be delivered 
from the extremities of the country to the Central parts. While 
he recognized that such a subsidy would be large, he felt that, 
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in the end, the Dominion would not be the loser. Cheaper 
freight rates would be a big step in the direction of retaining 
Canadian trade in Canada, and would have its effect on trade in 
grain, coal, fish and cattle. 


LOANS TO CANADIAN NATIONAL 


Further estimates brought down in Parliament include an 
item of $7,500,000 “to increase an amount of 56 millions appro- 


priated last session for loans to the Canadian National Rail- 
ways.” 


SPECIAL POTATO RATES 


The Canadian Pacific and Canadian National Railways have 
agreed to put into effect special freight rates to make possible 
the marketing of New Brunswick surplus stock of potatoes in 
western Canada. The promised reduction averages about two 
cents a hundred pounds. The new rates will be effective from 
Nova Scotia, New Brunswick, and Prince Edward Island, and 
it is expected that large shipments to western cities through 
to the Pacific coast will soon be begun. 


REDUCED EXPRESS RATES ON FISH 


There has been a reduction of 25 per cent in the Canadian 
National express rate on fish shipments between Halifax and 
Montreal and Toronto. For some time the fishing interests of 
Nova Scotia have been trying to have a reduction effected. The 
last hearing on rates took place before the Board of Railway 
Commissioners last February, at which the express companies 
lost their appeal for increased rates. 


PARCEL POST REGULATIONS 


Postmaster General New, in order No. 1605, has given eff«ct 
to the provisions of the postal pay-rate bill passed by Congress 
and approved by the President, pertaining to post cards and 
mail matter of the third and fourth classes. 


W. Irving Glover, third assistant Postmaster General, issued 
the following: 


3. Onand after April 15, 1925, mail of the third class will embrace 
all matter now included in the third and fourth classes up to and 
including 8 ounces in weight, while the new fourth class will include 
all matter formerely in the third and fourth classes over 8 ounces 
in weight and not exceeding 70 pounds in the first, second, and third 
zones, and not exceeding 50 pounds when mailed for delivery in any 
of the other zones. 

4 he rate of postage on all matter embraced in the new third 
class will be 1% cents for each 2 ounces of fraction of 2 ounces up to 
and including 8 ounces in weight, except that the rate on books, 
catalogues, seeds, cuttings, bulbs, roots, scions, and plants shall con- 
tinue to be 1 cent for each 2 ounces on parcels not exceeding 8 
ounces in weight. 

The present fourth-class pound rates according to distance 
or zone will apply to all matter weighing more than 8 ounces, except 
that of the first and second classes, and in addition thereto there will 
be a service charge of 2 cents for each parcel, except upon parcels 
originating on rural routes, such charge to be prepaid in the same 
manner as the regular postage. Parcels mailed on rural routes should 
be indorsed ‘‘Mailed on rural route” in order that the parcels will 
show that they are exempt from the service charge. 

6. Parcels to be given special handling will be chargeable 
with the regular fourth-class rates together with the 2-cent serevice 
charge and 25 cents additional postage on each parcel, all to be fully 
prepaid by stamps affixed. Such parcels should be prominently in- 
dorsed by the sender “Special handling,” preferably in the space 
immediately below the postage stamps and above the address. 

. The permissible written additions to mail of the third and 
fourth classes, respectively, may be placed on either third or fourth 
class matter, or on both. 

. The provision of paragraph 6 (b), section 453, Postal Laws 
and Regulations, permitting the acceptance of sealed parcels for mail- 
ing at the fourth-class rates of postage, when they bear the pre- 
scribed printed return card of the sender and the indicia as to con- 
tents and opening for postal inspection, will be applicable to all third- 
class mail except circulars and other miscellaneous printed matter. 

9. Perishable articles of the third class may be forwarded or 
returned rated with the postage therefor to be collected on delivery 
in the same manner as perishable fourth-class mail. 

10. All matter subject to the increased rates on and after April 
15, 1925, must bear the required postage. If mailed under permit 
without stamps affixed, in accordance with the provisions of section 
452, Postal Laws and Regulations, the permit indicia must, of course, 
show the proper amount of postage paid. Permit holders should be 
promptly advised accordingly. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
February 23-28, inclusive, was 285,015 cars as compared with 
256,230 cars in the preceding period, while the average daily 
shortage was 167 cars as compared with 154 cars in the pre- 
ceding period, according to the car service division of the Amer- 
ican Railway Association. 


The surplus was made up as follows: Box, 93,541; ven- 
tilated box, 171; auto and furniture, 9,465; total box, 103,177; 
flat, 6,370; gondola, 73,114; hopper, 65,311; total coal, 138.425; 
coke, 1,465; S. D. stock, 18,832; D. D. stock, 2,422; refrigerator, 
13,094: tank, 345; miscellaneous, 885; total, 285,015. 

The shortage was made up of 100 box, 15 flat 10 gondola 
and 42 refrigerator cars. 

Canadian roads reported a surplus of 23,700 box, 140 auto 
and furniture, 2,000 flat, 300 gondola, 1,475 S. D. stock, 200 
refrigerator and 100 miscellaneous cars. 
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ASSIGNED CAR CASE 


The Trafic World Washington Bureau 


In their petition for injunction to prevent the enforcement 
of the Commission’s order in the assigned car casé, the Bethle- 
hem Steel Company and its subsidiaries said that, while by the 
order complained of, the Commission had attempted to limit 
and prohibit, in large degree, the use of the private coal cars 
by their owners, including those of the petitioners, the Com- 
mission had not by that order, nor by any other order, rule or 
regulation, limited or prohibited, in whole or in part, the full 
and exclusive use of privately owned cars, other than coal cars, 
by the owners thereof. The owners of such cars, the Bethle- 
hem people said, at all times, had in the past enjoyed and, 
even after the order complained of had become effective, would 
continue to enjoy the full and exclusive use of their private 
cars and the use of the carrier facilities incident to their move- 
ment while the petitioners and other owners of private coal 
cars would be denied the full and exclusive use or movement 
of their private cars. 

The petitioners said there were approximately 30,000 pri- 
vately owned coal cars now in the service of the railroads of 
the United States and that the, effect of the Commission’s or- 
der, if enforced, would be to exclude from use one-half of such 
cars, or approximately 15,000 cars in periods of 50 per cent car 
supply, and reducing the numbers of vehicles available to serve 
the country’s coal needs, increasing congestion and reducing 
the movement of coal. 

They alleged there was no competent evidence before the 
Commission sufficient to sustain a finding that existing practice 
was unreasonable or resulted in undue discrimination. They 
asserted there was no evidence of any preference or discrimina- 
tion in the transportation of their cars, and no proof of a single 
instance in which locomotive, track or other public facilities 
for transportation had been devoted preferentially to the move- 
ment of petitioners’ cars, to the prejudice of the movement of 
coal in system cars, or to the prejudice of any other traffic 
whatsoever. 

There was no evidence, they said, that the existing prac- 
tice of placing the Bethlehem cars at the Bethlehem mines, in 
times of coal shortage, had in any respect reduced or limited 
the number of system cars available for mines relying on sys- 
tem cars, located on the same railroads or the same divisions 
or car distribution districts thereof, or that, but for the prac- 
tice, such mines located on the same railroads, divisions, or 
car distribution districts would have been able to move any 
larger amount of coal than was actually moved at any time 
covered by the evidence before the Commission. 

On the contrary, they declared, as affirmatively appeared 
from the report of the Commission itself and from the record 
before the Commission, the only effect of the order, if enforced, 
would be to reduce the number of cars placed at the Bethle- 
hem mines and the amount of coal moved for the petitioners, 
without in any way increasing the number of cars available for 
placement at mines relying on system cars, or the amount of 
coal to be moved from such mines. 

The Bethlehem companies assert the order is unlawful and 
void upon the following grounds: 


It is unsupported by the evidence. 

It is beyond the scope of the investigation of the Commission 
as defined in its order of March 22, 1921 (the one instituting the in- 
vestigation), in that the investigation so instituted is concerned 
only with rules governing the distribution of coal cars, whereas 
the order, in substance and effect, is an attempt to regulate, in ad- 
dition and primarily, the use of tracks, locomotives, and other in- 
strumentalities of transportation. 

It is based upon an erroneous conception of the Commission’s 
powers, either under paragraph 12 of section 1 or any other section of 
the interstate commerce act and is beyond the scope of authority 
conferred upon the Commission. 

Its primary purpose is to remedy what the Commission cenceives 
to be evils in the coal industry, and as such, to regulate such in- 
dustry, over the regulation of which the Commission has not been 
vested with power. 

_It is arbitrary and unreasonable, and involves the assumption of 
legislative and other powers not delegated to the Commission. 

_It will, if. enforced, unlawfully deprive petitioners of the bene- 
ficial use of their private coal cars and their privately owned mines 
and steel plants, thus depriving them of their property without due 
process of law, in violation of the fifth amendment to the Constitution 
of the United States. 


In their bill of complaint against the Commission’s 
assigned car order, which they desire to be enjoined, annulled 
and set aside, attorneys for the Berwind-White, Westmoreland, 
New River and Pocahontas Consolidated, and Pennsylvania 
Coal & Coke companies assert that the order means either 
that the private coal cars owned by them, in times of shortage, 
must either be distributed pro rata among all users of coal 
cars, regardless of ownership; or set upon the side tracks 
and kept idle until the number of system cars available for 
distribution is such as to entitle the complainants to the 
use of all their cars, without making provisions for compen- 
sation to the owners in either contingency. On that pcint 
their declaration is as follows: 


According as the words “available cars,” as used by the Com- 
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mission in its said orders, may or may not be interpreted to include 
apne owned coal cars, such cars, to whatever extent they may 
e available in excess of the number accruing to the owner’s mine, 
or for the owner’s loading con a pro rata distribution, must, in con- 
formity with said orders, be either distributed to and used for load- 
ing by others than their owners, or be idle until such time as a 
pro rata distribution would entitle the owner to their use. In its 
reports in this proceeding the Commission, by way of justification 
of its abolition of the assigned car rule, ascertained and relied upon 
the results of an exact pro rata distribution of all cars, railroad 
owned and privately owned, among all mines, thereby clearly indi- 
cating that upon the abolition of the assigned car rule privately 
owned cars would be distributed to and used by others than their 
owners; and in said reports and orders no compensation to your com- 
plainants is provided for, either on account of such use of their pri- 
vately owned coal cars by others, or for such deprivation of the use 
of such cars by your complainants. 


They further assert that if regulations and practices be 
established in conformity with the order private cars must, 
in part, remain idle, the result being to diminish coal produc- 
tion; or be distributed to others than the owners thereof, thus 
diminishing the coal production of the owners, and the coal 
supply of their customers at such times. 

As to the quality of the reports and orders issued in the 
case the Commission, the attorneys, in part, say: 


Said reports and orders constitute an exercise of authority beyond 
that conferred by Congress upon the Commission, and are clearly in 
violation of the intent and policy of Congress with respect to privately 
owned cars; they are based upon a misconception of the law, the Com- 
mission having found that Congress has enacted a different rule into 
the law: they are arbitrary, inasmuch as while purporting to pre- 
vent preferential treatment and to regulate undue discrimination, 
they in substance and effect abolish rights in property, viz.: private 
cars, which the Commission considers might be used as a means to 
effect such preferential treatment and discrimination; they are arbi- 
trary in that they require the establishment and maintenance of 
regulations and practices which will hold idle privately owned coal 
cars, curtail bituminous coal production and distribution in times of 
car shortage and coal shortage; they are arbitrary in that they pro- 
hibit the assignment of private coal cars under the assigned car rule 
and in effect abolish the use of private coal cars while contempo- 
raneously permitting the use of private tank cars and the assignment 
of private tank cars for the transportation of liquid fuels competing 
with coal; they are arbitrary and unjustly discriminate against pri- 
vatelv owned coal cars, and the owners thereof, by unreasonably 
curtailing the utilization of other railroad facilities by such privately 
owned coal ears, while effecting no such curtailment of the use of 
other railroad facilities by other privately owned cars; and they, and 
the regulations and practices affecting privately owned coal cars re- 
quired thereby to, be established and maintained, are unconstitu- 
tional, in that they deprive the owners of property and of the use 
and enjoyment thereof without due process of law, and take such 
property for public use without just compensation, and likewise de- 
prive your complainants of the use and enjoyment thereof without 
compensation, 


HIGHWAYS AND TRANSPORT PROBLEM 
The Trafic World Washington Bureau 


Declaring that it was too early for Congress to take action 
with respect to motor transportation, Representative Hawes, of 
Missouri, a member of the House committee on interstate and 
foreign commerce, said under “extension of remarks” in an 
appendix of the Congressional Record, that the subject must be 
thoroughly studied and that it was not too early for men inter- 
ested in public affairs to familiarize themselves with this new 
question in its details. 

Mr. Hawes said the remarkable development of highways 
in his own state impressed him with the seriousness of the 
growing need of linking up the road with the rail and river “in 
the solution of our great national transportation problem.” 
Continuing, he said, in part: 


It is but a limited glance in retrospect to the first allotment of 
federal aid in the construction of American highways. The devel- 
opment during the period from 1917 to 1925 is astounding. When one 
considers that we are spending more than $1,000,000,000- a year in 
America today on the construction of highways, that we have 2.866,- 
061 miles of roads in the 48 states, and that of these there are 174,350 
miles in the federal aid svstem, one begins to understand the impor- 
tance of system in the solution of the transportation problem. : 

When we consider that over these 174,350 miles of federal-aid 
roads and over a large portion of the other roads there are annually 
placed in operation more than 300.000 motor trucks and 3.000,000 new 
motor vehicles. at an annual investment in motor cars of more than 
$2,000,000.000. the matter ravnidly goes beyond our power of compre- 
hension in its entiretv as a factor in the transportation business. 

Not without serious study can we begin to form an opinion of 
the relation of this motor-highway problem to the transportation 
auestion. We can realize only with difficulty that last year the 
American public, it is estimated, traveled 168.750.000,000 miles bv 
motor, while the entire railroad system of the nation carried passen- 
gers but one-fifth of that distance 

As T have suggested to the House and elsewhere, the time has 
come when some consideration must be given to the motor truck and 
the motor car and the highwav in their relation to the transportation 
problem. We can begin to understand how important this is when we 
let a few of the facts sink in. 

This new problem has literally sprung up before us. Tn 1895 there 
were but 300 motor vehicles of all kinds registered in the whole 
Tinited States. In 1905 there were 77.000. and in 1915. 2.445.000. In 
1925 we reached a total of 15,000,000 registered motor vehicles, and 
the annual output of 3,000,000. 

In 1994 there were but 400 motor trucks in the Tnited States. 
Today there are more than 2,000.000. A large portion of these vehicles 
are engaged in the hauling of freight and passengers. intrastate and 
interstate. Largely we are just beginning to studv the nroblem pre- 
sented. Even our statistical studies have not heen able to keep 
pace with the commercial development. We know nothing prac- 
tically of the economic relation of the motor car to freight and trans- 
portation in general. But we must soon take the matter in hand or 
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we shall find that we have permitted the motor car and the motor 
truck to develop in a field where development is necessary, and yet 
we shall have to admit that the development has not been along con- 
structive lines, that we have not linked up the motor with the water 
and the rail, to the detriment of all three factors in our transporta- 
tion problem. * * * 

In the nation, all states, including Missouri, have received (to 
January 31, 1925, $388,801,000 in the construction of 35,157 miles of 
completed first-class higwhays, and of this mileage Missouri has built 
1,000 miles, with 654 miles under construction, according to the figures 
of the Bureau of Public Roads. * 

The present Congress has provided, in the passage of the agri- 
cutural appropriation bill, for $76,000,000 for the year 1925, and the 
Dowell bill, also passed during this session, authorizes an appropri- 
ation of $75,000,000 during each of the years 1926 and 1927. 

In other words, federal aid already allotted and that provided 
for in 1926 and 1927 totals $675,000,000, and under the law this must 
be matched dollar for dollar in its distribution to the states. Thus, 
exclusive of all but necessary state expenditures and not including 
any of the work done by the thousands of counties throughout the 
nation, we have a state and federal investment in roads of $1,500,- 
000,000 in round numbers. Added to the county road expenditures, 
the amount runs up into incalculable figures. 

And every mile of these completed highways are new miles of 
arteries added to the carrier system of transportation. 

Even in colonial days, before the revolution, the progress of a 
city or colony as measured largely by its solution of the transpor- 
tation problem. After the revolution the colonies grew and the cities 
flourished as they cared for this problem. Both the national gov- 
ernment and the state governments were called upon to spend 
money in the construction of roads and canals, and large sums were 
spent in this early development. 

Washington looked westward with a clearer eye and surer faith 
than any of his generation. He was an engineer, and therefore 
brought a trained mind to the subject of road building. The Indian 
trails were the threads which first bound the east and west. Wash- 
ington desired a great highway for both military and commercial 
purposes, but it was not until the time of Henry Clay that Congress, 
exercising control over post roads, undertook to build a great na- 
tional highway, which was popularly known as the Old National 
road. Its legal name was the Cumberland road. This road was desig- 
nated to extend from Cumberland, Md., to St. Louis, and was from 
there to be extended later to Jefferson City, Mo., now the capital of 
my state. This stretch was never completed. 

Thus the first of our great highways—the first consideration of 
the new transportation problem—was born in an act of Congress of 
1802, which enabled the state of Ohio to enter the Union and pro- 
vided also for the expenditure of funds from the sale of public lands 
= bw ag which funds were to be spent on roads from the Atlantic 
re) 0. 

The costs of road building in that day were prodigious when we 
take into account the purchasing power of the dollar as compared 
with our dollar today. Between Cumberland and Uniontown the road 
cost $9,745 a mile; between Uniontown and Wheeling, $13,000. 

In 1816 Congress appropriated $300,)00 for road work, and again 
in 1818. In 1819 $535,000 was appropriated. The Cumberland road 
was completed through to Ohio and later pressure of the west re- 
sulted in its completion to Vandalia, then the capital of Illinois, 
through the capitals of Ohio and Indiana. The stretch between Van- 
dalia and St. Louis was never completed by government aid, although 
from St. Louis today there stretches a white ribbon of paved highway 
all the way to the Atlantic seaboard. 

The same contests were met in Congress in those days which we 
met in the states a few years ago. Communities not immediately 
benefited by the roads fought their construction as wasteful. 

Great stage-coach systems were inaugurated and the Cumber- 
land road became the mail route to Cincinnati and St. Louis, and 
from these points mail was forwarded by packets to Louisville, Hunts- 
ville, Ala., Nashville and other Mississippi points. 

Then came the steamboat and the rail. Congress naturally turned 
its attention to the new transportation power, and for a time roads 
were forgotten. The water system boomed, then the rail, and later 
again water transportation efforts were revived. 

Today, with the new impetus in road building, Congress faces 
a problem in transportation regulation and conduct that carries within 
its intricate details the three great historic factors of a new age—the 
steamboat, the engine and the motor car, or highway. * s 

Anyone who goes into the subject of motor transportation will 
see at a glance that here is a problem to which the nation cannot be 
blind in the years to come, a problem which today, while in its in- 
fancy, still demands the attention of farsighted men, and a problem 
which in the future cannot be dealt with comprehensively or con- 
structively unless those into whose hands it is placed for solution 
are fully conversant with the intricacies and delicacies of its details. 


APPROVE COMMERCIAL ARBITRATION 


The Trafic World New York Bureau 


Preliminary plans for commercial arbitration on shipping 
contracts have been completed by the Arbitration Society of 
America, and committees representing the railroads, express 
interests, steamship lines, and shippers have been appointed 
by William C. Redfield, former Secretary of Commerce, “who 
presided at the recent meeting of the society, to make a thor- 
ough study of the problem and recommend practical means for 
putting the system into effect. 


An announcement from E. Robinson, of the Arbitration 
Society, gave details of the procedure to be undertaken. 

After conferring with the National Industrial Traffic 
League, U. S. Maritime Association, Association of Railway 
Executives, American Steamship Owners’ Association, N. Y. 
Traffic Club, Trunk Line Association, Shippers’ Conference of 
Greater New York, and the American Railway Association, the 
following committees have been appointed by Mr. Redfield: 


Railroad Interests.—R. J. Cary, General Counsel, N. Y. Central 
. R.; Hon. C. B. Heiserman, Vice Pres., and General Counsel, Penn- 
grivenie, Railroad; S. T. Bledsoe, Atchison, Topeka & Santa Fe 
road. 


Express Interests.—F. S. Holbrook, Vice Pres. American Rail- 
way Express Co. 

Steamship Interests.—C, J. Beck, Vice Pres. United American 
Lines; C. D. Walker, Pres. Old Dominion Steamship Co.; Gale H. 
Carter, Pres. Pacific: Mail Steamship Co. 
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Shippers’ Interests.—Paul Ripley, Traffic Manager American Sugar 
Refining Co.; L. B. Anderson, Vice Pres. Krauss Lumber Co., repre- 
senting the National-American Wholesale Lumber Assn.; Hugh M. 
Freer, Vice Pres. Fleischman Company, 


This general committee met on March 5 at luncheon at 
the Lawyers’ Club, for the purpose of organization and a 
general discussion as to how it will conduct its work. It 
agreed that, in order to get at the merits of arbitration ag it 
applies to transportation, it would be necessary to make a 
study of data on the number of claims annually filed between 
shippers and carriers—amount of money involved in such 
claims—the nature of the claims—the time consumed in inves. 
tigating and litigating—results of investigation and litigation, 
total claims paid, etc. 

In the meantime, the committee will make an analysis of 
the federal arbitration law, the New York state arbitration 
law, the New Jersey arbitration law, and all other arbitration 
laws as they exist in the various states. . 

For the present the committee will confine its activities 
to domestic shipping contracts, coastwise and inland water- 
ways as well as railroad. 

It is the purpose of the committee also to communicate 
with the various transportation associations, asking them to 
determine through their membership their views on arbitration, 
and for their suggestions and advice as to how arbitration may 
practically and effectually be applied to disputes arising out 
of contracts of carriage. 


The committee appointed Wm. C. Redfield, chairman, and 
E. Robinson, secretary. 


EGG CASE FILLER RATES 


The rate on egg case fillers from Kansas points to stations 
on the Missouri & North Arkansas, in Arkansas, is attacked in 
| 1 S. 2347, heard by Examiner Hunter at Chicago, March 6 
and 7. 

H. P. Mitchell, assistant general freight agent, the M. & N. 
A., gave a history of the road and the rates involved, showing 
that the road had found it necessary to suspend operation for a 
time in 1922 because of insufficient revenue. The Commission, 
he said, had decided that the road needed more income and had 
allowed it to establish class rates 120 per cent of those on the 
trunk line carriers. This action, he said, brought about a higher 
adjustment in all rates. With relation to the rate on egg case 
fillers, he introduced comparisons of the rate of 37 cents, now 
under suspension, with rates on the same commodity moving 
comparable distances on competitive roads in the same terri- 
— tending to show that the 37 cent rate was just and reason- 
able. 

L. T. Wilson, for the ——— Package Manufacturing Com- 
pany, described the process of making and shipping egg case 
fillers as well as the method of shipping. He said the fillers 
were made of pieces of straw board cut into strips and slotted 
so they could be fitted together to make containers for eggs. 
When new, he said, these were folded flat and packed in the 
empty egg cases. He said they were made of wheat straw and 
were manufactured near milling centers. 


With relation to the rates, he said the level of rates had 
existed for fifteen years and that though, by itself, the length of 
time of the rates’ existence was not a reason for their continu- 
ance, since the carriers’ reasons for putting them into effect 
fifteen years ago was no different from their reasons today, they 
might well be left in effect. He said the new rates would in- 
crease the cost to the consumer of the fillers $9 a car of 30,000 
pounds minimum, and that the burden of the increase would fall 
on the consumer. 


HELL GATE BRIDGE ORDER MODIFIED 


The Port of New York Authority, by supplemental order 
dated March 5, 1925, has withdrawn its request to the New 
Haven Railroad to open the Hell Gate Bridge route to traffic 
moving over its lines to and from New England points. 
said there was no complaint of inadequacy of servcie on the 

At the time of the hearing counsel for the Port Authority 
said there was no complaint of inadequacy in service on the 
part of the New Haven to and from points in New England, like 
Boston, Framingham, Worcester, Springfield, Westfield and Pitts- 
field—all points reached by the New York Central. From this it 
seemed only fair that, if the New Haven was handling this traf- 
fic satisfactorily over its own lines, there was no reason why it 
should make joint rates and establish through routes via the lines 
of some other company. The attention of the Port Authority 
was called to this understanding of counsel, and, as a conse- 
quence, the following supplemental order was passed at the ses- 
sion of the Port of New York Authority held on March 5, 1925. 

Upon further consideration of the records in the above entitled 
proceedings and for good cause shown, 

It is ordered that traffic between points on the Long Island Rail- 


road and points in New England be excluded from the scope of this 


investigation. By the Port of New York Authority—William Leary, 
secretary. 
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OCEAN MARKET QUIET BUT FIRM 


The Trafic World New York Bureau 


While dullness was the prevailing feature in the major 
trades, such as grain and coal, the ocean freight market this 
week developed a sufficient volume of miscellaneous business to 
prevent any substantial slump in rates. No change of impor- 
tance is expected in the immediate future, but some uneasiness 
has been caused among shipowners by the fact that a large num- 
per of vessels lying in South American ports are seeking an op- 
portunity to go into other trades, with the result that they may 
shift in ballast at any time to accept available shipments. It is 
reported that some of them have been offered for the Gulf lum- 
per trade and others have made offers for Cuban sugar. The 
influence of this factor on the market is expected to develop 
clearly in the course of the next week. 

Practically no business was done in the grain trade, and 
interest in full cargoes was at a low ebb. Demand for shipments 
to the Mediterranean, which has featured the market recently, 
dwindled to the vanishing point. Shipowners offered rates of 18 
cents a 100 pounds to the West Coast of Italy from the North 
Atlantic and 21 cents from the Gulf without interesting shippers. 

The coal trade was dull. Vessels were offered freely for the 
Mediterranean at lower rates. Two fixtures were reported, one 
at $3.55 a ton and another at $3.40, to Italy. No charters were 
reported for South America. Shipowners were asking rates con- 
siderably above those offering by shippers, as they did not wish 
to take the chance of having their ships caught there without 
return cargoes, 

The trans-Atlantic sugar trade was less active but fair busi- 
ness was reported at lower rates. Twenty shillings a ton was 
reported in several instances, while others were closed at 21 
shillings to 24%. This trade was under the influence of the idle 
ships in the Plate region. 

Demand for lumber space from the Gulf to South America 
was stronger, and shippers bid top rates for ships, particularly 
for vessels for prompt loading as well as for April and May 
vessels, 

The trans-Atlantic, United Kingdom and Irish Free State 
Conference has extended existing rates until August 31. Changes 
include acetic acid 70 cents a 100 pounds; asphalt, not liquid, 
$5.00 until April 30, $5.50 for May and June, and $6.00 from July 
1 to December 31; add 50 cents a ton for liquid asphalt; cork 
discs in bales, $4.00; flax straw, 50 cents; potatoes in bags and 
barrels, 45 cents to March 31, and 50 cents from April 1 to Au- 
gust 31. Rates on grain in bulk will be open until September 30. 

The trans-Atlantic, Continental Conference has made the fol- 
lowing changes: Rates on wheat, corn, rye, barley, flax, buck- 
wheat, etc., in bulk, will be open until August 31. Grain in bags 
will be five cents extra. The following rates are made effective: 


The former figures are Asmterdam, Antwerp and Rotterdam; the 
latter figures are Hamburg and Bremen: Fire brick in bulk, 55c—60c; 
fre brick in crates or cases, 45c—50c; canned goods (except milk) 
in boxes, strapped or wired, 2744c—30c; same, not strapped or wired, 
32%c—35c; cotton padding in rolls, $1.50—$1.65; culverts in halves, 
bundles or crates, $8/2240—$9/224% malt in bags, 35c—3744c; meat 
scrap (poultry food), 25c—27%c; potatoes dehydrated, 50c—55c; frozen 
poultry, $1.40—$1.50; flour, meal, grits, starch, 22c until 8/31—22c. 
All per 100 lbs. except as noted. 


The West Coast of Italy Conference made the following 
changes: Canned goods, originating on the Pacific Coast, 36% 
cents on freighters, 40 cents on passenger ships; lubricating oil, 
wax and grease remains $7.50 a ton of 2,240 pounds until March 
31, on both passenger and cargo vessels, after which the rate 
will be advanced 50 cents a ton. 


The following new rates were adopted by the Far East Con- 
ference at the meeting in New Orleons: 


The former figures are (overland) from Pacific ports; the latter 
from Atlantic and Gulf ports: Railway cars, parts and material, 
$7 w/m—$9 w/m; cereals, $12 w/m—$18 w/m; fire clay, brick and 
tile, $8 w/m—$14 w/m; steel furniture, $10 w/m—$13 w/m; lanterns 
and globes, $5 w/m—$10 w/m; lard, $12 w/m—$14 w/m; finished 
legther, $8 w/m—$20 w/m; toilet paper, $7 w/m—$12 w/m; earthen 
pipe, $9 w/m—$12 w/m; gas ranges, $10 w/m—$18 w/m; trucks (not 
railway), $10 w/m—$16 w/m; bicycles, $12 w/m—$20 w/m; coppered 
Wire strand, $12 w/m—$20 w/m; vehicle springs, $10 weight—$16 
Weight; bags and bagging, new, cotton or jute (local Pacific rates), 
$14 weight—$20 weight; cars, railway, parts and material, $7 weight 
—$9 nent: cereals, $12 w/m—$18 w/m; pulpstones, $6 weight—$16 
weight. 

All above rates based on ton 2,000 Ibs. or 40 cu. ft., except those 
marked weight, which are per 2,000 Ibs. and rates on railway cars, 
parts and material which are per 2,240 lbs. or 40 cu. ft., ship’s option. 
They are all effective immediately except that on cereals the rate is 
effective at point of origin in overland territory on June 12 and from 
Atlantic and Gulf ports July 1. 

Heavy lift scale will be based on ton of 2,000 or 2,240 Ibs. which 
ever way the freight rate is based. Prepared roofing paper and soda 
Silicate to Dairen and Taku Bar takes same rate as Shanghai. The 
following increases were made in the arbitraries effective at point 
of origin on overland business June 12, Atlantic and Gulf July 1; 
Amoy, Foochow and Swatow from $3 to $4; Yokkaichi $1.50 to $2; 
Nagoya $2 to $2.59 per ton w/m. 


The Pacific lines have agreed to accept not less than $9 a 
ton for the haul across the Pacific on goods transshipped fiom 
intercoastal lines. This will preclude the shipment of com- 
modities taking the lower rates. The local rate on copper from 
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Pacific ports to regular ports of call in the Far East has been 
reduced to $5.00 per ton of 1,000 pounds, with 50 cents additional 
for Shanghai. 

Lines to the West Coast of South America have changed the 
rates on enameled ware, coal tar and pitch, and common soap to 
35 cents a cubic foot or 63 cents a 100 pounds. 

Lines to Mexico have made the following changes: Yellow 
prussiate of potash, 90 cents to Vera Cruz, Tampico, Puerto 
Mexico; $1.13 plus 25 per cent to Progresso; on iron and steel 
pieces from 4,000 to 8,000 pounds add 10 cents to base rate, 
8,000-12,000 add 15 cents, 12,000 to+20,000 pounds add 30 cents. 

Lines to Venezuela and Guiana have made the following 
changes: benzine, in 10 gallon cans, in freight ships, to La 
Guayra, Maracaibo and Curacao, Porto Cabello and Coro, has 
been reduced from 65 cents to 50 cents per case. 

Local officials of several of the intercoastal steamship 
lines regard the action of the Atlantic, Gulf and Pacific lines 
to the Far East in New Orleans last week as an effort “to 
shut out the intercoastal companies from the transshipment 
trade,” and are seeking a conference with the Far East In- 
terests to adjust the issue. 

C. A. Torrence, secretary of the U. S. Intercoastal Con- 
ference, said he was unable to say anything on the matter, but 
from other sources it was learned that a move will be made 
to reopen the question. 

The Far East lines agreed to charge a minimum of $9 a 
ton for the trans-Pacific part of the haul, leaving the inter- 
coastal companies to make the best of whatever rate remained. 
As the transshipment charge on general cargo is $20 a ton, the 
margin is ample, but on commodities taking an average of 
$14 to $15 a ton the amount available for the coastal lines is 
small. re? ial: MepaRd 

An official of one of the larger companies said his line had 
handled practically none of the transshipment business in the 
past, because of the relatively low rate compared with strictly 
domestic business, and that under the new arrangement the 
traffic was even less attractive. 

As all of the trans-Pacific companies except two or three 
Japanese tramp lines are members of the conference, the Far 
East interests showed little anxiety over the possiblity that 
the individual concerns in the coast to coast trade might cut 
under the agreed minimums. 


EFFECT OF BUTLER PORT BILL 


A critical analysis of the probable effect of the passage of 
S. 3927, the port differential bill, introduced by Senator Butler, 
of Massachusetts, has been made by Robert Tedrow, an attorney 
practicing before the Commission. It is his conclusion that the 
bill, if passed, would give New. York an increase in business at 
the expense of other ports. Equalization of ocean rates, he 
thinks, would be unfavorable to Boston, but favorable to the 
south Atlantic and gulf ports. His thought is that there will be 
little, if any, change in ocean rates as a result of the Shipping 
Board’s decision respecting the tri-partite agreement as to ocean 
rates which establish the differentials 7.5 cents south Atlantic 
over New York and 15 cents gulf ports over New York. 

The part of the bill authorizing the Commission to define 
“tributary territory” in respect to ports, with a view to estab- 
lishing rates to and from the ports into and out of that tributary 


territory is the one that has attracted his particular attention. 
On that point he says: 





; may oiy 

While the bill authorizes the Interstate Commerce Commission 
to define “tributary territory’ with respect to ports, much difficulty 
would be encountered in the establishment of rates—proper align- 
ment. Central territory could properly be considered “tributary” 
territory to the various Atlantic porte, but when you come to the 
interior eastern territory, it would be an entirely different matter. 
Where a short haul was involved from Baltimore as against a longer 
haul from Boston, it is Lymer domestic rates would conflict and be 
lower than the prescribed foreign rate. For example, take Richmond, 
Va., as the inland point; it might be considered tributary territory to 
Baltimore, Norfolk, Philadelphia and New York, but not Boston. 
The distances to Richmond are, from Philadelphia, 260 miles; New 
York, 349 miles; Baltimore, 156 miles, and from Norfolk, 100 miles. 
Take another illustration, to Harrisburg, Pa.; the distances are, from 
Baltimore, 96 miles; Philadelphia, 112 miles; Norfolk, 310 miles; 
New York, 193 miles, and from Boston, 528 miles. It is hardly 
conceivable, and, in fact, it could not be expected that the railroads 
should publish the same rate to Richmond from all four points, 
excluding Boston, except on the basis of the longest distance, or, 
at least, above the average distance, and the same proposition would 
apply to Harrisburg, Pa. It is obvious that innumerable similar 
instances exist even more extreme than the two cited, and it is 
certainly to be hoped that the domestic rate from Norfolk to Rich- 
mond would be lower than the import rate, which would result in 
a conflict of rates. If it should be provided that where the domestic 
rate is lower the same should be applied, it would bring about the 
same situation as obtains at present—Norfolk would still have a rail 
differential lower than the other ports, and, properly so. 

Only under ponent, ownership of the railroads could the same 
rates be published from the different ports regardless of distance. 
Nobody wants government ownership; we must have competition in 
the operation of the railroads, otherwise the country will suffer. 

The effect of the proposed bill on the various ports would be: 

Boston: Notwithstanding this bill was apparently introduced 
primarily on behalf of the port of Boston—it having lost out in both 
the Shipping Board and I. C. C. decisions—yet it it not only possible, 
but highly probable that the desired results will not be obtainel. Boston 
lost out on the ocean rates where it properly is entitled to a lower 
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scale on account of shorter ocean hauls. As an example, the distances 
from Liverpool are, to Boston, 3,058 miles, to New York, 3,219 miles; 
to Philadelphia, 3,362 miles; to Baltimore, 3,488 miles; to Norfolk, 
3,367 miles; to Charleston, 3,613 miles; to Jacksonville, 3,765 miles, 
and to Savannah, 3,686 miles. This shows that Boston is nearer 
Liverpool by approximately 400 miles over Baltimore,, 600 over 
Charleston and 700 miles over Jacksonville. 

If traffic shoul move entirely under equal rail and ocean rates, 
it is not believed that Boston would secure a very large volume. of 
busines now handled through the southern ports. But, on the other 
hand, it is believed that, as usual, New York will gain more than 
any other port under the proposed bill. 

New York: New York has everything to gain under the bill, and 
with its greatly superior facilities for handling traffic it will secure 
the largest volume of business* taken away from its southern com- 
petitors, principally Baltimore and Norfolk. 

Philadelphia: This port would most likely lose some of its busi- 
ness, but not to such an extent as Baltimore and Norfolk. Philadelphia 
has very good facilities for handling foreign traffic, and, will perhaps 
secure some of the business now enjoyed by Baltimore and Norfolk 
to make up, in part, for business lost to New York. However, import 
l. c, 1. traffic is now handled free of charge at Philadelphia, but not 
at New York, and importers take advantage of this free handling 
in shipping traffic through Philadelphia instead of New York. I am 
unable to see how Philadelphia will. benefit materially by the pro- 
posed bill, and under logical reasoning should be strongly opposed 
to it. This, notwithstanding some of its city officials take a contrary 
view. 

Baltimore and Norfolk: These two ports will undoubtedly suffer; 
they will be greatly handicapped and lose a considerable amount of 
the traffic now moving through these ports. Clearances from Balti- 
more for the week of Feb. 14-20, 1925, showed 26 American, and 21 
foreign vessels, and for the same period of 1924, 26 American and 
22 foreign vessels. The effect of the proposed bill would be disastrous 
to these two ports. 

While perhaps not yet fully realized, industrial concerns through- 
out i. country will be vitally affected if the proposed bill is enacted 
into law. 

First, the elimination of the free handling of the l. c. 1. freight 
through the ports of Philadelphia, Baltimore and Norfolk, together 
with the rail differentials applying through those ports. This means 
increased rail rates on heavy !oading low class traffic. At New York 
a charge is made for the eg | of 1. c. 1. traffic; at Boston it is 
handled free the same as at Philadelphia, and Baltimore. It is 
reasonable to assume that instead of free handling at the various 
ports on the Il. c. 1, traffic there will be a charge made. 

From statements made the impression would be that New York 
handles practically all of the foreign traffic. Statistics on the basis 
of value of imports are somewhat misleading. There is a large 
volume of lower class traffic which moves through the ports of 
Philadelphia, Baltimore and Norfolk, and on the tonnage basis—the 
proper comparison—the percentage of traffic handled by New York 
as compared with the other ports is much less. The earnings of the 
carriers are greater proportionally on the heavy loading low class 
traffic than on the greater value traffic. : 

There is another important phase that might be mentioned, 
towit: Effect of low import rates on American industries. These 
low rates, in many instances, practically wipe out or neutralize the 
tariff protection on foreign-made articles brought into this country, 
and this does not include the free list articles which move under 
the lower rail rates. The present import rates directly result in 
discrimination and take away the protection of American-made 
articles sought to be protected under the tariff; discrimination 
against American industries and preferential to foreign industries. 

The effect of the bill on the railroads would be burdensome, and 
as to the lines serving Philadelphia, Baltimore and Norfolk, they 
will undoubtedly suffer a great hardship. 

There is also considerable doubt in my mind as to whether or 
not the proposed bill is constitutional. 

It is believed that as a practical proposition, there is an actual 
necessity for rail port differentials. The bill proposes to regulate 
a condition utterly impracticable of regulation, resulting in injury 
to American industries, taking away from localities advantages which 
they are properly entitled to, legislating against competition between 
the railroads, and stifling the development of industries in this 
country. : ; 

Any material benefit derived under the proposed _ bill will be 
principally—I would say solely—by the Port of New York, at the 
expense of other ports, shippers who ship their goods through tne 
ports now having the port differentials, and also the railroads. The 
latter would suffer through excessive legislation, and it is im- 
possible to see any real merit in the proposed bill. 


OCEAN FREIGHT INDEX RISES 


The Trafic World New York Bureau 


-The index number of freight rates for January, covering 
all important world trade routes, as compiled by the British 
Chamber of Shipping, gives an index number of 30.03 per cent 
of the average rate in 1920. That rate is 6.45 per cent higher 
than that for December last, but 2.37 per cent lower than the 
index for January, 1924. The recovery does not quite restore 
the index to the level at which it stood in October. 

The European index shows a small increase for the second 
month in succession, and at 30.10 is 0.87 per cent higher than 
last month. It is 5.87 per cent lower than in January, 1924. 

The index for the Red Sea, Arabia, India group has been 
slowly improving since August. At 31.09 it shows an increase 
of 7.62 per cent on the month, and of 2.17 per cent compared 
with a year ago. This value of the index is the highest since 
April, 1923. 

The Australia to United Kingdom rate shows an increase 
of 9.40 per cent compared with December or with January, 
1924. This value is the highest since March, 1922. The im- 
provement is shared by the Argentine, Uruguay, etc., group, for 
which the index at 25.52 is 2.90 per cent higher on the month, 
but this rate is 12.15 per cent lower than in January, 1924. 

The United States group had three components available 
in January, as compared with two for December. The index 
shows an increase of 19.75 per cent on the month, but has 
not recovered the falls recorded in November and December. 
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It is 8.20 per cent higher than a year ago. No Canada to United 
Kingdom (grain) rate was available in December. The Jany. 
ary rate is the same as last October and 3.04 per cent lower 
than in January, 1924. 

The time charter rate at 25.40 shows an increase of §.23 
per cent on the month, and of 17.38 per cent compared with 
a year ago. 


RAILROAD PORT DIFFERENTIALS 


The Traffic World New York Bureay 


Unless the railroads serving the eastern ports act with 
reasonable promptness in carrying out the recommendations 
of the Commission in removing the differentials now in effect 
on grain and grain products from the lake ports and the mid- 
dle west, New York shipping organizations intend to bring 
action before the Commission to force such action. 

The move in this direction has not yet taken definite form, 
as the shippers are awaiting some indication of the attitude 
of the railroads, but a spokesman for an important body of 
commercial firms said that developments would not be long 
delayed. 

It was pointed out that the Commission, in its decision re. 
jecting the New England plea for abolishment of all differen- 
tials, suggested that the carriers take voluntary action in equal- 
izing the rates from the Great Lake ports and from distant 
interior points. Such action, the Commission noted, would 
avoid litigation. ; 

At present Philadelphia and Baltimore have a differential 
of a half cent a hundred pounds under New York and Boston 
on grain and grain products from the lakes. Philadelphia has 
a differential of one cent on all-rail shipments of grain, while 
Baltimore has a differential of one and one-half cents. On flour, 
Philadelphia has one cent and Baltimore two cents. On other 
grain products Philadelphia has two cents and Baltimore three 
cents. On class rates the differentials are two and three cents, 
respectively. 

It igs not expected that the railroads will show much ob- 
jection to equalizing the rates “ex-lake,” but considerable op- 
position may develop with regard to all-rail rates. It is con- 
sidered natural that the Pennsylvania and Baltimore & Ohio 
will uphold the position of Philadelphia and Baltimore against 
any change. New York interests are looking to the cavriers 
serving this section principally to act in line with the sug- 
gestions of the Commission. Otherwise, the local shipping 
organizations intend to start proceedings in their own behalf. 





NORFOLK BASE BIDS 


The Shipping Board has taken under advisement bids re- 
ceived from the Norfolk Warehouse Corporation, the Atlantic 
Tidewater Terminals of Philadelphia and the city of Norfolk 
for lease of the Norfolk army base for a period of five years. 

The Norfolk Warehouse Corporation offered a guaranteed 

rental of $40,250 a year payable in advance. It proposes to 
organize a new corporation to operate the piers and warehouse 
space comprising the base. 
f The Atlantic Tidewater Terminals also proposes the orgin- 
ization of a new corporation to be known as the Norfolk Tide- 
water Terminals to operate the base. Its bid was that it would 
give the board 66%4 per cent of net revenue from operation 
of the base for all services. 

The City of Norfolk offered to operate the base on the 
same basis as now in effect, under which the board receives 
varying percentages of the revenue from the various classes 
of service rendered by it. 


CATALOGUES OF SHIPS FOR SALE 


“The department of ship sales, United States Shipping 
Board Emergency Fleet Corporation, now has available for dis- 
tribution to prospective buyers the first of a series of four 
catalogues describing in detail the various types of ships in 
the Fleet of the Shipping Board,” the board announced in a 
statement continuing as follows: 

These four catalogues, when completed, will describe, respectively, 
first, vessels of 5,000 deadweight tons each and under; second, ves- 


sels between 5,000 and 8,000 deadweight tons each; third, vessels over 


8,000 deadweight tons each, and, fourth, vessels of tanker, refrigerator 
and tug design. 


The catalogues include detailed particulars, planograph drawings 
and photographs of each type. To defray the cost of printing, 2 
charge of $4 for the entire series of four catalogues will be made, or 
the catalogues may be obtained separately for $1 each. 

Catalogue No. 1, which is now ready, includes a complete descrip- 
tion of all of the board’s lake-built vessels, for which a special sales 
campaign is now under way. 


CONFER ON SHIP SALES 


Representatives of the Pacific Mail and Dollar lines con- 
ferred with the ship sales committee of the Shipping Board 
March 9 relative to proposed acquisition by the two companies 
of the ten combination passenger-cargo vessels now operated by 
the government between Pacific coast ports and the Orient. 

Those who conferred with the committee were Gale Carter, 
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of the Pacific Mail; Herbert Fleishacher, of San Francisco, 
and R. Stanley Dollar, of the Dollar Line. Terms and condi- 
tions on Which the vessels may be purchased were discussed, 
it was said. The Dollar interests, it was understood, may bid 
for the ten ships, while the Pacific Mail probably will bid for 
the five vessels it operates for the government. 

The ship sales committee of the board is composed of 
Commissioner Lissner, chairman; and Commissioners Hill and 
Haney. 


ST. LAWRENCE WATERWAY PROJECT 


The Trafic World New York Bureau 


Arguments for and against the proposed Great Lakes-St. 
Lawrence waterway were presented at the monthly luncheon of 
the National Republican Club. The case for the project was 
expressed by Alfred Owen Crozier, of New York, one of the 
initial advocates of the movement for an Atlantic coast inland 
waterway. A number of questions designed to bring out objec- 
tions to the plan were discussed by Harry de Berkeley Parsons, 
consulting engineer, of New York. 

Representative Cleveland A. Newton, of the House commit- 
tee on rivers and harbors, denied that he was against the pro- 


posed development, but said he was still to be convinced in all , 


respects. He suggested that the United States “finish some of 
the 500 inland waterway projects it has already started before 
going into an alien country to spend a billion dollars.” 

Congressman Newton declared that, inasmuch as the people 
must bear the cost of all projects of the character of the St. 
Lawrence plan, he always placed the burden of proving the 
feasibility of any such project on its proponents before voting to 
spend the people’s money. That the St. Lawrence scheme was 
a practical proposition had not yet been proved, he said, and he 
produced three outstanding reasons which, in his opinion, ren- 
dered it not feasible. 

In the first place, he said, physical conditions and the cost of 
ocean steamship transportation on lakes and rivers were wholly 
impracticable; in the second place, it would be folly to construct 
a waterway that would add about 2,000 miles to the trip between 
the inland markets of the United States and their main foreign 
trade market of the future, South America; in the third place, 
he believed it far more advantageous to concentrate, for the 
present, at least, on completing those American waterway pro- 
jects already initiated, all of which could be taken care of at less 
than one-quarter of what it would cost to create the Great 
Lakes-St. Lawrence passage. 

He pointed to the fact that the presence of ice in the river 
would render it unnavigable for almost half the year and that 
the construction of lake steamers and their ability to operate 
with relatively small crews, keep the lake steamer transporta- 
tion rate at 1 mill per ton mile, as against 3 mills per ton mile 
for ocean vessels on inland waters, whose heavier construction 
and large crews prevent any reduction to a lower figure. He 
mentioned also the higher insurance rates levied in the case of 
vessels traveling in the northern areas, where there is increased 
hazard from fog, icebergs and unfavorable weather. 


On the other hand, the opening of the St. Lawrence to ocean- 
going vessels would be of very material advantage to the city 
and state of New York, Mr. Crozier argued, because it would 
enable the east to ship goods safely and promptly to the west 
even when the railroads were congested, and, in return, receive 
back the raw materials and manufactured products of the west- 
ern states. Some people, he declared, believed that the products 
of the west should not be able to get out of the country unless 
they went through the state and port of New York, but, he as- 
serted, “it is best for every part of the country to free any part 
of it from economic servitude.” Because the prosperity of New 
York depended on the prosperity of the middle west, and that of 
the middle west on the ability to move its products promptly, 
the St. Lawrence project was an essential step in the economic 


POSITIONS WANTED OR OPEN 








men and the positions in touch with each other. 
classified advertisements are as follows: First insertion, $1.00 per 
line, minimum charge $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
6 noint type; payable in advance. Answers to keyed advertisements 
torwarded free and all correspondence held in strict confidence. The 
TRAFFIC WORLD, 418 South Market Street, Chicago, Il 


POSITION WANTED—Competent traffic man desires connection 
as traffic manager or asssitant, 10 years’ railroad and 5 years’ execu- 
tive experience. Familiar handling cases before Commission. Address 
Box 757, care Traffic World, Chicago. 








TRAFFIC OFFICIAL, knowledge of rates, excellent record, wishes 
make change, good personal reasons. Would consider place fair salary 
with carrier, including steamship company or industrial concern. Ad- 
dress Box 765, care Traffic World, Chicago. 








‘ FOR SALE—Complete Interstate Commerce Commission Reports 
in first-class condition. Address AAA, care Traffic World, Chicago. 
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progress of the country, Mr. Crozier found. He denied that 
waterways necessarily injured the railways, but described them 
as supplementing and actually aiding them. 

Mr. Parsons laid before his audience a number of points 
about which, he said, the proponents of the plan had never made 
any definite statement. He said that practically all the public 
information about the proposed waterway to date had emanated 
from those sponsoring the scheme, and estimated the probable 
cost of the program as over a billion dollars, as against pub- 
lished figures placing it at about half that amount, which he 
said, did not Make allowance for many items, such as the dredg- 
ing of lake harbors, harbor protection, and so forth. The crux 
of the matter he stated as being whether it was more important 
to construct a waterway so that it would be, first, a navigation 
project and, second, a power project, or vice versa; this, he said, 
had never been established. 


N. Y. FREIGHT TERMINAL PLAN OPPOSED 


Opposition to the plan of the New York Port Authority 
for erection of unified freight terminals in New York City, and 
suggestions for another form of terminal which he felt would 
come nearer to solving the problem, were the principal fea- 
tures of an address before the Society of Terminal Engineers 
in New York last Tuesday by Robert E. M. Cowie, president 
of the American Railway Express Company. 

Mr. Cowie offered a substitute plan for a single, great 
freight terminal to be built in the Hunts Point section of tne 
Bronx, with a motor highway down through Manhattan. His 
ideas, however, were opposed in turn by Julian A. Gregory, 
chairman of the Port Authority, and E. H. Outerbridge, former 
chairman, who maintained their defense of the Port Authority 
plan. 


Great Lakes Warehouse Corp. 
HAMMOND, INDIANA 


DISTRIBUTION and WAREHOUSING 


FOR THE GREAT CALUMET DISTRICT 
250,000 Sq. Ft. — 32-Car Siding — 40-Car Cold Storage Ready April 1, 1925 








Serving New York 

and Pennsylvania r rom the Hi ub 
Elmira is the natural distributing center for these two densely 
populated States which have correspondingly great buying-power 


Erie—Lackawanna—Pennsylvania—Lehigh Valley 
Served by Pool-car distribution, and merchandise for storage. 


A. C. Rice Storage Corp’n, ELMIRA, N. Y. 










“Thru SERVICE We Grow” 
GENERAL MERCHANDISE STORAGE and DISTRIBUTION 
Warehouses in All Parts of the City with R. R. Siding 


HORN’S COMMERCIAL WAREHOUSES, lnc. 


DETROIT 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 


Merchandise Storage and Pool Car 
chiceee'sand Keene cers Distribution 
CROOKS TERMINAL WAREHOUSES 


2,000 CARLOAD 
CAPACITY 


CHICAGO, ILL. KANSAS CITY, MO. 
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Questions and Answers 


In this department will be answered questions of both legal and 


practical nature that confront persons dealing with traffic. A specialist 

on interstate commerce law, whois a member of our legal department, 

will give his opinion in answer to any s mple question relating to the law 

of interstate transportation of freight. A traffic man ot long experience 

and wde knowledge will answer questions relating to practical traffic 
oblems. We do not desire to take the place of the traffic man but to 
lp him in his work. 

The right is reserved to refuse to answer in th’s department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 


ddress Quest’ons and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


Reconsignment—Shipper’s Order Cars Held for Surrender of 
Bill of Lading, or Bond of Indemnity, and Conditions Under 
Which the Latter Is Accepted 
lowa.—Question: We are desirous of securing an unbiased 

opinion and interpretation of Note 4 to the reconsigning rule 

covering order notify shipments held for surrender of original 
bill of lading at destination which reads as follows: 


An indemnity bond or other satisfactory assurance in lieu of the 
eriginal bill of lading covering an order notify shipment will not be 
accepted except upon certification by the consignee or claimant of 
the shipment that the original bill of lading is not available; and 
where a bond is executed a condition of the same shall be that the 
bill of lading will be ebtained and surrendered immediately upon 
receipt of advice by the parity executing the same that the bill of 
lading is available. It is not intended that the provisions of Note 4 
will in any way modify application of Rule 7 of Western Classifica- 


tion No. 58, Agent R. C, Fyfe’s I. C. C. No. 15, Supplements thereto 
or reissues thereof. : 


It has been held by some parties that where a consignee 
or claimant of an order notify shipment has filed with the 
carrier a blanket bond to cover the delivery of such shipments 
to them where the original bill of lading is not available that 
either the bill of lading or a letter to the effect that same is 
not available must be filed with the carrier before the ship- 
ment can be delivered under the bond. Others contend that 
the furnishing of a letter to the effect that bill of lading is 
not available is not necessary, giving as their reason the in- 
terpretation given in the discussion of the original order in 
I. C. C. docket 10173, which was as follows: 


The requirement of certification by a consignee that bill of 
lading is not available when he wants delivery or shippers’ order car 


without surrender of bill of lading, shall not apply in cases where 
blanket bonds are in effect. 


We do not have a copy of I. C. C. docket 10173, therefore 
are unable to determine whether or not such interpretation 
is contained in the order, and would appreciate it if you could 
furnish us with this information, also whether, in your opinion, 
where a blanket bond is filed is it necessary for consignee or 
claimant of shipment to furnish carrier with a letter to the 
effect that bill of lading is not available. If not, just where 
would Note 4 apply? 

Answer: We do not locate any treatment by the Commis- 
sion in its report in docket 10173, 58 I. C. C. 568, touching upon 
the conditions under which bonds will be accepted as outlined 
in Note 4 of the “Order Notify” reconsignment rule. The pro- 
visions of Note 4 were not mentioned by the Commission in 
this report, nor do we locate any other case where it has treated 
this clause. 

So far as Note 4 is concerned, the carrier tells the shipper 
that he will accept no bonds, blanket or otherwise, in lieu of 
the bill of lading unless the consignee furnish certificates as 
to the bill of lading being unavailable. It could, under Note 
4, accept a blanket bond with the distinct understanding and 
condition that as cars arrive consignees will furnish the neces- 
Sary certificate, and by attaching this condition to its accept- 
ance make it incumbent upon the consignee to furnish the 
certificate in each case in order to permit the bond to effect 
release of the car. In this manner the consignee would be 
saved the trouble and expense and incidental delay attendant 
upon executing individual bonds, and the carrier would be able 
to demand the certificate before releasing the car under bond. 
The bond would not be self-executing in that deliveries in each 
case would be contingent upon the certificate by the consignee. 
If the carrier accepts a blanket bond, however, without this 
condition attached, we think it has waived its right to demand 
the certificate later as condition precedent to delivery of the 
car when it is made clear that the bond was executed and 
accepted by the parties in such manner as to be self-executing. 

In Ohio River Lumber Co. vs. C. C. C. & St. L. Ry., Un- 
reported Opinion A-93, the tariff provided that in order to 
obstain the benefit of a through rate from point of origin to 
destination on a reconsigned shipment, the original bill of lading 
must be surrendered. Carrier reconsigned shipment without 
such surrender of the bill of lading and applied a combination 
rate. The Commission held that the carrier had waived its 
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right to demand the bill of lading as condition precedent to 
application of the through rate, and, having done so, the ship. 
per was entitled to have the through rate protected as if he 
had surrendered the bill of lading. In this case the provision 
of the tariff was for the carrier’s benefit, just as in Note 4 
of the reconsigning rule. It occurs to us that if the carrier 
accepts a self-executing bond it waives its right to later demand 
the certificate. 

It is noted that bonds of indemnity are accepted by the 
carrer under Note 4 for the purpose of enabling the consignee 
to obtain the delivery of the goods without surrender of the 
bill of lading, and that Note 4 states that this bond will not 
be accepted without the certificate. This provision would seem 
to be annulled by the clause to the effect that Note 4 is not 
to interfere with rule 7 of the classification. If this clause is 
observed, then the carrier having accepted a bond should be 
required to make delivery without the certificate, if it did not 
demand the certificate with the individual bond, or an agreement 
as to certificates to be furnished under the blanket bond. Rule 
7 of the classification seems to have for its sole purpose the 
same identical thing as the order notify reconsigning rule— 
to permit of delivery without the surrender of the order bill 
of lading and to avoid demurrage and reconsigning charyes. 
The Note 4 rule requires 
the certificate; rule 7 does not. How is the consignee to know 
when the carrier accepts a bond without certificate, or agree- 
ment to furnish certificate as cars arrive under the blanket 
bond, that the carrier is operating under rule 7 of the classitica- 
tion or under Note 4 of the reconsigning rule? 

We think that if the carrier accepts either an individual 
or a blanket bond with no demand for certificates, it has waived 
its right thereto under Note 4, and expects to make delivery 
under rule 7, which makes no mention of the certificates. ‘Ihe 
shipper, apparently, is justified in assuming that this is the 
carrier’s intention. At any rate, rule 7 merely declares that 
it igs optional with the carrier as to accepting either an indi- 
vidual or a blanket bond, and it would seem to be exclusively 
with the carrier as to what conditions it would impose as 
precedent to its acceptance of such bond. As to new bonds, 
we think it could reasonably require, under rule 7, the same 
certificates as are required under Note 4. As to bonds already 
executed and under which the carrier has been making deliv- 
eries without certificates, we do not see how it can demand 
them without first canceling the bonds and starting anew. 
We are unable to draw any line between blanket bonds and 
individual bonds here. We think the carrier may waive the 
certificate in each case and agree to make deliveries without 
them, and be bound by the agreement, and that if in accept- 
ing either kind of bond, it imposes no conditions concerning 
certificates it would not be heard to say that the bonds required 
the certificates in each case in order to make them operative 
in releasing cars. 

What is said above regarding the carriers being required 
to live up to its agreement in accepting bonds in such cases, 
where the bonds have already been accepted without the con- 
ditions as to certificate being imposed, is, in our opinion, cor- 
rect to the extent that such arrangements between carrier and 
consignee are enforceable contracts. If the arrangement is 
terminable at the will of the carrier, all of the tariff provisions 
above discussed would seem to be meaningless. 
Switching—Movement of Live Stock from Shipper’s Pens to 

Government Dipping Vat to Prepare Shipments for Road- 

Haul Movement Is No Part of the Road-Haul Movement 

Louisiana.—Question: A shipper located on carrier A at 
station X, ships livestock, which, in accordance with quar- 
antine regulations, must be switched to the government dip- 
ping vats located on carrier B at X before bill of lading can 
be issued. When cars are shipped out over carrier A after 
having been switched to the government dipping vat, the follow- 
ing charges are assessed in addition to the through rate, car- 
rier A switching from shipper’s stock pens to carrier B’s con- 
nection, $5, carrier B switching to and from dipping vat, $3.60 
each way, total $12.20. 

In this particular case the stock, after being shipped to 
the dipping vat, failed to pass inspection and it was necessary 
to return to shipper’s pens. 


Carrier A’s tariffs name a switching rate from shipper’s 
pens to carrier B’s connection of $7.50, when cars are moving 
in inter-terminal switch instead of the charge of $5 assessed 
in connection with line haul, and, in addition, a special switch- 
ing charge (car rental) of $4 is assessed. 

The carrier assessed charges on car on basis of inter- 
terminal switch movement, but shipper advised that, inasmuch 
as they intended to ship the stock out over carrier A and 
was prevented from doing so by no fault of their own, they 
are entitled to their regular switching in connection with line- 
haul movement, and without special switching. . 

Will you please give us your opinion in the matter, ad- 


vising if carriers may legally protect the basis claimed by 
shippers? 


Answer: The shipper is entitled to have assessed the rates 
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Seventeen Railroads 


Serve You 
AT 


Houston, Texas 


Each with an ample PACKAGE CAR SCHED- 
ULE reaching into every corner of the Empire 
of the Southwest. 





Warehousing facilities include trained per- 
sonnel—thousands of square feet of fire-proof 
storage—modern methods for handling ship- 
ments. 


When you ship coastwise to The Port of 
Houston, The Public Belt Terminal switches 
cars, at a very low cost, direct to the ware- 
houses in the city. 


TRAP CAR SERVICE reduces haulage costs 
to and from the various depots. 


In fact, HOUSTON, TEXAS, TODAY, affords 
to the shipper every possible facility for reach- 
ing the entire State of Texas and points in the 
adjacent States of Oklahoma, Louisiana, Ar- 
kansas, Arizona, New Mexico and Colorado to 
better advantage and at LESS COST than these 
points can be reached by any other routing. 




























Convince yourself—send for 
HOUSTON FREIGHT RATE BOOK NO. 1. 


Any of the following firms will send it to 
you free of charge. 


A hundred pages of class rates and invaluable 
information. Every traffic executive should 
have a copy. 


Buffalo Fireproof Warehouse Company 
Second & Giraud Streets 


Commercial Warehouse 
2001 Nance Street 


Patrick Transfer & Storage Company 
801 Richie Street 


Texas Warehouse Company 
Cedar & Baker Streets 


Union Transfer & Storage Company 
205 San Jacinto Street 


Westheimer Warehouse Company 
1210 Franklin Street 


A BC Storage & Moving Company 
802 Walnut Street 


Binyon Shipside Warehouse Company 
Pine and Allen Streets 
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Take Advantage 
of Destiny 


Houston, Texas, is destined to be- 
come one of the greatest and one 


of the most important ports on the 
Gulf of Mexico. 


Fifty Miles Closer to the 
Markets of the Empire of 
the Southwest by Water. 
Served by Seventeen Rail- 
roads Reaching to Every 
Corner of the Territory. 

















With shipside facilities second to 
none. A safe inland port reached 
by a channel sufficiently deep to 
accommodate ships of all tonnage 
navigating the Gulf. 


For complete and detailed informa- 
tion concerning 


THE PORT OF 


HOUSTON 


Send for the official publication of 
The Port Commission. It tells the 
story in detail in picture and text. 


Ask for “Port Houston”’ and for 
“Houston Freight Rate Book 
No. 1”—both will be sent you free 
of charge. 


Address inquiries to 


The Director of the Port 


Fifth Floor Courthouse Houston, Texas 
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applicable to service actually performed. Reciprocal switching 
charges are not applicable to cross-town movements, that is, 
shipments having origin and destination within the confines 
of the same station of origin where no road haul is involved. 
The fact that the stock did not pass governmental inspection 
and thus qualify it for road-haul shipment is a matter in which 
the carrier has no concern. The shipper was simply unfor- 
tunate, but actual service required, and not his intentions, in 
such cases, will determine the rate applicable. In United 
Shoe Machinery Corporation vs. Director-General et al., 55 
I. C. C. 253, shipments were consigned to Baltimore for export, 
booking having been made with a certain steamship line. When 
cars reached Baltimore the steamship had been requisitioned 
by the British government and failed to put in its appearance 
for commercial cargo. Demurrage accrued at Baltimore. Ship- 
pers had cars diverted to New York and exported there. Do- 
mestic demurrage rules allowed 48 hours’ fee time; export 
demurrage rules in effect at Baltimore allowed fifteen days’ 
free time. Shippers claimed that, inasmuch as they had in- 
tended to export at Baltimore, but were prevented through no 
fault of their own, the carrier should allow them fifteen days’ 
free time applicable to export shipments, even though the cars 
were not exported at Baltimore. The Commission stated: 


It is reasonably clear that the export demurrage rules apply only 
on shipments actually exported from the port of Baltimore. 


In view of the above, it is our view that, inasmuch as your 
reciprocal switching rate is restricted to apply only in connec- 
tion with cars switched in connection with a road-haul move- 
ment, the intention of the shipper to forward shipments from 
station X will not secure for him the benefit of the lower rate. 
The service must be actually performed if the rate applicable 
thereto is to be assessed. The carrier is not at fault if the 
stock fail to qualify the road-haul movement. The carrier was 
not at fault in the export case above described. The inter- 
terminal charge should be assessed, and, while you do not 
raise the point, we do not understand that even if shipments 
had been forwarded via Road A from the city that the $5 
charge would have been applicable, if bill of lading is not issued 
until after cars were returned from the dipping vat. The 
movement to the dipping vat was separate and distinct from 
the movement from your interchange to final destination. it is 
our view that the shipments originated at the dipping vat; 
that where they subsequently move from X to an out-of-town 
destination via Road A, Road B should apply its reciprocal rate 
up to the interchange. As to the movement from stock pens to 
dipping vat, our view is the inter-terminal rate should he 
applied. Carriers do not ordinarily apply reciprocal switch- 
ing rates in connection with shipments originating on their 
own lines. 

Limitations—Extension of Time for Filing Complaint with Inter- 
state Commerce Commission 

Massachusetts.—Question: If the Director General now in- 
stitutes court action to compel us to pay an undercharge on 
a shipment transported during the period of federal control, 
may we, under section 16 of the Interstate Commerce Act, file 
formal complaint assailing the rate as being unjust and un- 
reasonable in violation of section 1 of the Interstate Commerce 
Act and section 10 of the Federal Control Act? 

Section 206 (c) of the Transportation Act does not provide 
for actions on the part of shippers as a counter to suits insti- 
tuted by the Director General. While we concede that the 
“legal” rate has not been charged and that the Director Gen- 
eral is now seeking the payment of an undercharge based on 
the legally published rate, we believe that the “legal” rate 
was unjust and unreasonable and are wondering whether we 
may test the “lawfulness” of this rate under the ninety-day 
provision of Section 16 when the Director General brings suit. 

Will you kindly advise your views regarding this matter, 
and cite whatever cases you may recall in which the Commis- 
sion considered ag seasonably filed actions under Section 1 
of the Interstate Commerce Act and Section 10 of the Federal 
Control Act revalidated because of the institution of court 
action by the Director General for undercharges? 

Answer: There has been no decision rendered with respect 


to this question by either the courts or the Commission, so far 
as we can determine. 


It is our opinion that, inasmuch as under the decision in 
the Dupont case, 264 U. S. 456, the provisions of Section i6 of 
the Act, insofar as they relate to the recovery of charges, by 
a carrier, are not applicable to the Director General, by reason 
of the fact that the Director General is not a carrier subject 
to the act within the meaning thereof, the provisions of sub- 
division (d) of Section 3, may not be availed of by a shipper 
as to shipments moving during the period of federal control. 
Sales—Title to Goods Determines Party Who Should Give 

Carrier Disposition Instructions 

Ohio.—Question: Under the head of “Ohio,” on page 308 
of the Traffic World of January 31st is the question of “Sales, 
Title to Goods Determines Party Who Should Give Carrier Dis- 
position Instructions.” In other words, you are attempting to 


THE TRAFFIC WORLD 





Vol. XXXV, No. 11 


define, f. o. b. and while your answer is clear to a certain 
point, yet it leaves much to be discussed. Assuming a carload 
of Machinery is purchased f. o. b. in one city to be shipped to 
a consignee in another city. The machinery is of a heavy 
character which requires moving in an open car and properly 
braced to go through in ordinary transportation service. 

When the shipment is so purchased f. o. b. at one ship- 
ping point which is f. o. b. cars it is understood that the ship. 
ment is not safely f. o. b. car unless it has been properly 
braced. If the shipment has not been properly braced and 
arrives at destination in a damaged condition I feel that it is 
not only the right but the duty of the consignee to decline the 
shipment and permit the consignor to give disposition orders 
because in not properly bracing the shipment the consignor has 
not properly protected the property which would otherwise 
change title at the time of shipment. 

Answer: While we do not locate cases which hold that the 
consignee of a shipment may reject goods which have been 
damaged in transit by reason of the consignor’s failure to 
properly load the shipment, it has been held that the consignor 
is liable for such injury as results from the consignor’s negli- 
gence in loading. See Diebold Safe & Lock Co. vs. Holt 
(Okla.), 46 Pac. 512, in which it was held that it was the duty 
of the seller of a safe, who agreed to deliver the same on board 
the cars, so to place the same in the car that, in the ordinary 
course, it would not be injured in transit; and that he was liable 
for such injury as resulted in transit by reason of its being 
improperly placed in the car. McCandlish vs. Newman, 
22 Pac. 465; Davis vs. Hoenig, 165 Pa. 347, 40 Atl. 976; Dickey 
vs. Grant, 6 Cow. 310; Buckman vs. Levi, 3 Campb. 414; Wilson 
vs. Western Fruit Co., 11 Md. App. 89, 38 N. E. 827. 

Notice to Consignor of Refused of Unclaimed Shipment 

Georgia.—Question: Kindly quote decisions of the courts 
where they have ruled as to what effect National Car Demur- 
rage Rules affects the carrier’s liability in case of loss and 
damage claims in the handling of perishable traffic. 

To be more explicit, I direct your attention to page 14 in 
the National Car Demurrage Rules and Charges, Freight Tariff 
No. 4, I. C. C. 1466, item 6, Rule 4 of Section E, paragraph 
2-A, which stipulates that when unclaimed perishable carload 
freight has not been disposed of within two days from the first 
7 a. m. after the day on which notice of arrival has been sent 
or given to consignees, notice to that effect shall be sent by 
wire as provided in Paragraph one of which section. 

It has been the contention of claimants in a good many 
instances wherein they have contended that consignors were 
not notified in accordance with this rule, and caused loss to 
owners of the shipment they allege that if the shipper had been 
notified in accordance with this rule they could have disposed 
of the commodity without any loss to them or the carriers. 


Answer: The tariff provision to which you refer relates to 
the collection of demurrage charges. So far as the disposition 
of the shipment is concerned, the provisions of paragraph (c) 
of Section 4 of the Uniform Bill of Lading govern. 


With respect to the liability of carrier for failure to notify 
a shipper, see Nashville, etc., R. Co. vs. Dreyfus, 150 S. W. 321; 
Stoddard Lumber Co. vs. 0. W. R. & N. Co., 165 Pac. 360; 
Fine vs. Barrett, 142 N. Y. S. 533; Sterling Button Co. vs. 
Barrett, 171 N. Y. S. 326; R. Co. vs. Malsby Co., 96 S. E. 710; 
Mfg. Co. vs. R. Co,. 162 N. Y. S. 549; Lumber Co. vs. R., etc., 
Co., 165 Pac. 363; R. Co. vs. Products Co., 208 S. W. 989; 
Comm. Co. vs. R. Co., 188 S. W. 920. 


Liability of Carrier for Delay to Shipment of Sample Cases 
Consigned to a Salesman 


Washington.—Question: We recently tendered a shipment 
consisting of sample case to the express company for move- 
ment to one of our salesmen. This shipment was delayed about 
ten days or eight days longer than a reasonable time for deliv- 
ery. Our salesman, meanwhile, was forced to wait at a heavy 
expense for the arrival of this case. 

Can you give me reference to any decision whereby we are 
entitled to damages to the amount of expense incurred by our 
salesman while waiting for shipment to arrive. 

Answer: Unless there was some special notice given to 
the carrier’s agent at point of origin that this case was in- 
tended for use by the salesman and that the expense referred 
to would necessarily follow and be a direct result of any un- 
reasonable delay attending the transportation of the cases, sO 
as to give the carrier opportunity to give the shipment its 
special attention, the carrier would not be chargeable with this 
expense. The rule in such cases is that damages recoverable 
for unreasonable delay in transportation must be such as 
might reasonably have been contemplated by the parties at the 
time the contract of carriage was made, and that special dam- 
ages for delay are recoverable only in case the shipper, at 
or before the time he tendered his goods for shipment, in- 
formed the carrier of the special circumstances which rendered 
a prompt transportation and delivery of the goods at destina- 


tion necessary. This rule igs universally observed. 10 Corpus 
Juris 456. 
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American 
Oriental Mail Line 


Loading Pay sid on an American Oriental Mail Liner Jor. Shipment 
to the Orient. Note particularly care in handling. 


| SEATTLE TO THE ORIENT 


A fast Trans-Pacific freight and passenger service 
between 


Puget Sound and Yokohama, Kobe 
Shanghai, Hong Kong and Manila 


An American Line operated for American shippers over 
the shortest, fastest route to the Orient. 


Yokohama, Kobe, Shanghai, Hong Kong, Manila 


*PRESIDENT JACKSON..............0000: March 16 
*PRESIDENT McKINLEY.................. March 28 
*PRESIDENT JEFFERSON.................. April 9 
to April 21 
"PRESIDENT MADISON. .........cccscccsecs ay 3 


* Refrigeration Service 


Direct Freighter Service 


O 
Japan, Shanghai, eben, Taku Bar, Tientsin 


I NN aise 8a: no: 0:015,0:6-3%-00:010-2i0.c0 wae swiets March 14 
CIEY OF SPORANE oc. ciccccciocccnceseccene March 29 
WS BE o.oo i0:0.5:0:0.0,5:0 deicoweemesiedecs April 2 


Also Regular Sailings Direct te Foochow, Amog, Swatow, Cebu, Iloilo 
FOR RATES, SPACE AND OTHER INFORMATION APPLY: 


Chicago—Merchants Loan & Trust Bldg., 112 West Adams 
Street, Phon Randolph 7739. 

New York—32 Broadway, Phone Broad 0580. 

Boston—177 State Street. 

Philadelphia—101 Bourse Building. 

Detroit—Dime Bank Building. 

San Francisco—Robert Dollar Building. 

Los Angeles—626 South Spring Street. 

Portland—101 Third Street, Corner Stark. 

Seattle—409 L. C. Smith Building. 














L. L. BATES, General Freight Agent, Seattle, Wash. 














yNeeleiwlerctel 
Oriental Mail Line 


Operated for 


United States Shipping Board 


by yNeloobte-Va@ul-selectl Line, I EVer-V-sbel am Ol eloe-teela) 
L. C. Smith Bldg., Seattle 
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Joint Service with 


HOULDER, WEIR & BOYD 
Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle, Tacoma 


From From From 
Baltimore New York Savannah 
MOUNT CARROLL...... Mar. 14 Mar. 18 
Je Mar. 24 Mar. 28 Apr. 1 
Ce Apr. 7 Apr. 11 Apr. 15 
on , EEO Te Apr. 21 Apr. 25 Apr. 29 
PIPE Bcc ccc cccccce May 5& May 9 May 13 


Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 5, New York Docks, Brooklyn, N. Y. 


Through bills of lading issued to Hawaiian Islands, transshipment at 

Los Angeles Harbor without transfer charge, also to all ports of 

gs aoe ge Oregon, Washington, British Columbia, Alaska and the 
ar East. 


Joint Service with 


HAMBURG-AMERICAN LINE 
NEW YORK T9 HAMBURG 
xx*ALBERT BALLIN...Mar.19 xx*RESOLUTE ........ Apr. 7 
xtTHURINGIA ....... Mar. 26 xtMOUNT CLAY...... Apr. 9 
xx*RELIANCE ........ Mar.28 xxtCLEVELAND ...... Apr. 16 
xx*DEUTSCHLAND ...Apr. 2 xx*RELIANCE ......... Apr. 21 


{Cabin and Third Class Passengers. *First, Second and Third 
Class. Loading Pier 86, North River, Foot of West 46th St. 


PHILADELPHIA TO BREMEN AND HAMBURG 


LEGIE (via Baltimore and Hampton Roads)............... Mar. 25 
SUDBURY (via Baltimore and Hampton Roads)............ Apr. 9 
MOUNT CLINTON (via Baltimore and Hampton Roads)....Apr. 23 
IKALA (via Baltimore and Hampton Roads).............. May 7 
BALTIMORE TO BREMEN AND HAMBURG 
THEAT A Cele TION TNO 6 6:0 06 ciccicccvcceccesscveseeces Mar. 17 
EEGs (vin Hampton BebGs) ...cccccccccccccccccccscccsce Apr. 1 
SUDBURY (via Hampton Roads) ...........ccceesesecceees Apr. 15 
MOUNT CLINTON (via Hampton Roads)..............2005 Apr. 29 


NORFOLK AND NEWPORT NEWS TO BREMEN 
AND HAMBURG 


PEED side eSiewienedieds eww sen es hee deSbOeneesmeneeeeeaeweeee Mar. 21 
BE linn ants cine aie Gane Sania es <aleads Sivas or eaiewe ieee wena Apr. 4 
I, cin cise cecinaie selene sees Whswwecw yeeieawes ensure Apr. 18 
MOUNT CLINTON ink Wshiant asian anee hale wwnn queen awa May 2 


NEW ORLEANS TO BREMEN AND HAMBURG 
ADALIA. ..cccccccccccccccsccccsevevccsccccccvces Last Half April 
ALSO DIRECT FREIGHT SERVICE FROM U.S. PACIFIC 

PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg to LONDON, HULL and all 
Scandinavian, Baltic, Mediterranean, Levant and African Ports. 


General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 
CHICAGO, 327 South La Salle Street.......... Phone Wabash 4891 


BRANCH OFFICES: 


PITTSBURGH... ....cccccccccccccccccccs 4128 Jenkins Arcade Bldg. 
SYRACUSE 2... .ccccccccccccccvccccccscccccces 201 Mitchell Bldg. 






Fe ee John M. Born 
I 55.5 a.010'6 <4 ebccrpewwesiels Dichmann, Wright & Pugh, Inc. 
Rs i0cew ene elesonas cewrwencmeweeee C. H. Sprague & Son 
Se oe ee Los Angeles 8.8. Co. 

sol aso voi cesserdiio vain oars tw ce ieralcaaumatonlaresidaleataia Richard Meyer Co. 

...-Dichmann, Wright & Pugh, Inc. 
....-Dichmann, Wright & Pugh, Inc. 
2 ee ee Columbia Pacific Shipping Co. 
RO a eS peri eee tere: Sudden & Christensen 
Pidieawiecw ess eeeueauacoeeee —s & Christensen 

Saree latipes gialiaire Gnipete ate weave’ a cate diate Caines . J. Hogan & Co. 

be intedoerk@eebewedeso eeeennsawecas Sudden & Christensen 











702 THE TRAFFIC WORLD 


In Brown vs. Weir, 88 N. Y. S. 479, an actress delivered 
trunks to an express company to be carried to a point at which 
she had theatrical engagements and the contents of thcse 
trunks were required to enable her to fulfill her contract for per- 
formances. The trunks arrived too late; plaintiff sued for loss of 
profits caused by the delay. The court held that inasmuch ,as 
plaintiff had not informed defendant’s agent at time of ship- 
ment of the damages which would necessarily follow did the 
trunks not reach destination promptly, she could not recover 
the losses caused her by reason of the carrier’s delay. The 
basis for the decision is that the loss which would ensue 
through inability to meet theatrical engagements was not within 
the mind of the agent when accepting the trunks and plaintiff 
did not go to the trouble to so inform him. 

Also in Lewark vs. Norfolk, R. Co., 187 N. C. 383, 49 S. E. 
882, defendant carrier delayed shipment of ice until fish at 
destination spoiled. The court held that there could be no 
recovery for loss of the fish due to delay to the ice for con- 
signor had not informed the carrier at time of shipment of 
such special damage which would result if the ice were not 
promptly delivered. 


Reconsignment to Points Within Switching Limits Before 
Placement 
Ohio.—Question: Will you please give us your interpreta- 
tion of the following clause, carried in Diversion and Recon- 
signment Rules of Standard Railroads in Central Freight Asso- 
ciation territories, viz.: “Rules governing the reconsigning or 


diversion of freight *to points within switching limits before 
placement.” 


For instance, if a consignee has two or more siding or 
tracks within the jurisdiction of one freight agency and re- 
ceives carload freight covered by waybills which do not desig- 
nate the particular track or siding dn which the car is to be 
placed and said consignees do not file standing orders as to the 
placement of all freight, their cars are subject to the provisions 
of Rule 11 and unless orders are received by the local freight 
agent prior to arrival of cars, such cars would be subject to 
reconsigning charges as provided in Rule 11. 

Our plaint is located on “A” railroad and has three sep- 
arate and distinct sidings or tracks. We have placed orders 
with the local agent relative to placement of inbound carloads 
of freight for certain tracks or sidings. The quéstion has now 
been raised as to whether a reconsigning charge should be 
assessed against a shipment that has arrived in the switching 
district before consignee has received bill of lading or other 
notice of shipment and on which it is necessary for the railrvad 
agent to inquire of consignee where the car is to be placed, 
whether on track A, B, or C. The three sidings or tracks are 
within the confines of one plant. I feel that this is a matter 


of car spotting and has no bearing on the designation of our 
place of delivery. 


Answer: In Boston Chamber of Commerce vs. Director 
General, 59 I. C. C. 73, the Commission on pages 76 and 77, 


said with respect to the provisions of Rule 11 of the recon- 
signing tariff: 


This rule is alleged to be unreasonable and unlawful in that it 
conflicts with Rule 2 of the Uniform Code of Demurrage Rules, makes 
no provision for notice of arrival, provides charges in the nature of 
a penalty, and fails to define the term ‘“‘switching limits.’’ 

The pertinent provision of Rule 2, relating to free time allowed 
in effect at time of hearings, are as follows: 

Section A—Forty-eight hours’ (two days) free time will be 
allowed for loading or unloading on all commodities. 

Note.—If a consignee wishes his car held at any break-up yard or 
a hold-yard before notification and placement, such car will be 
subject to demurrage. That is to say, the time held in the break-up 
yard will be included within the 48 hours of free time. If he wishes 
to exempt his cars from the imposition of demurrage he must, either 
by general orders given to the carrier, or by specific orders as to 
are | freight, notify the carrier of the track upon which he 
wishes his freight placed, 1n which event he will have the full 48 
hours’ free time from the time when the placement is made upon the 
track designated. 


Section B.—Twenty-four hours’ (one day) free time will be al- 
lowed. 


2. When cars are held for reconsignment or reshipment in same 
car received. 

Note.—A reconsignment is a privilege permitted by tariff under 
which the original consignee has the right of diversion. In event of 
the presence of such privilege in the tariff, 24 hours’ free time is 
allowed for the exercise of that privilege by the consignee. A re- 
shipment under this rule is the making of a new contract of ship- 
ment by which under a new rate the consignee forwards the same 
car to another destination. 

The contention that the reconsignment rule conflicts with these 
provisions is aparently based on the fact that under the demurrage 
code the execution of orders for the placement of cars detained in 
the carrier’s yards is not regarded by complainants or by some car- 
riers as a reconsignment under Section B, paragraph 2, but as a 
service incident to unloading to be performed in accordance with 
the terms of the note embraced in Section A. From the specific 
provisions of the reconsignment rule and of the demurrage code, as 
above quoted, it is clear that changing the destination of a shipment 
held in break-up or hold yards to another point within the’ switching 
limits is a reconsignment and therefore subject to the provisions of 
both tariffs. 

The evidence of record is not sufficient to warrant a finding that 
the application of a reconsignment charge upon such shipments is 
unreasonable. The demurrage rules are not here in issue. 

Under the demurrage rules, detention of cars held for reconsign- 
ment is computed from the first 7 a. m. after the day on which notice 
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of arrival is sent or given to the consignee. The reconsignment 
rule under consideration contains no provision for notice. If author- 
izes reconsignment without charge prior to arrival of the car, pro- 
vides a charge of $2 for reconsignment before placement within 24 
hours after arrival, and of $5 for reconsignment thereafter. Com- 
plainants allege that it is unreasonable to impose a reconsignment 
charge without giving notice of arrival and more particularly so 
since the charge of $5 for reconsignment after 24 hours is admitted to 
be partly in the nature of a penalty, as shown in the Reconsignment 
Case. It is contended that such charges are unlawful and that they 
should not be sanctioned, in view of the fact that detention of the 
car is also penalized by the assessment of demurrage charges. Com- 
plainants assert that frequently there is delay in giving the notice of 
arrival required by the demurrage rules, and suggest that a delay 
of 24 hours in giving notice would be to the carrier’s advantage, 
since it would then obtain the higher charge for reconsignment. 
There are no facts of record showing that reconsignment to points 
within switching limits is less expensive to the carrier or a less 
valuable service to the shipper than reconsignment to points beyond, 
In Reconsignment and Diversion Rules, 58 I. C. C. 568, we declined 
to require that notice must be given before charges may accrue. 


It is our opinion that the reconsigning charge is applicable 
to the cars in question. 


Limitations—Recovery of Overcharges on Shipments Overlap. 


ping Between Federal and Corporate Control of Railroads 

West Virginia.—Question: Intrastate shipment left point of 
origin February 16, 1920, but did not reach destination until 
March 4, 1920, on which date delivery was made and charges 
collected. Is collection of an overcharge on this shipment 
barred under the Federal Control Act? How about a ship- 
ment which left point of origin a few days prior to Federal 
Control and was delivered during the period of federal control? 

Answer: In Terre Haute, Ind. & Eastern, vs. Director 
General, 77 I. C. C. 658, shipments had origin and delivery 
both prior to the advent of Federal Control, but the charges 
were collected by the Director General during Federal Control. 
As to these shipments the Commission stated: 


Section 206 (c) of the transportation act, 1920, makes it our duty 
to entertain complaints on account of the collection by or through 
the President, during Federal control, of charges in violation of the 
interstate commerce act. We believe that this provision was in- 
tended to cover charges collected for services performed, at least in 
part, by the director general during Federal control, and that com- 
plaints regarding charges collected by the director general, as agent 
for the carriers, on account of services performed wholly prior to 
Federal control, should be filed against the carriers themselves. 


! ' xe «| ' ' { | "] : , 
dake" ctnae” ase ateiek oats complaint which 
originated during corporate, and were delivered during Federal 
control, the Commission directed refund of the overcharges 
on both state and interstate shipments. Also in L. H. Miiler 
vs. Director General, 60 I. C. C. 162, intrastate shipments orig- 
inating prior to Federal control but delivered subsequent to 
the advent thereof, were included in the Commission’s order 
directing refund of overcharge. In Tennessee Copper Co. vs. 
L. & N., 87 I. C. ©. 46, reparation was awarded against the 
Director General, on shipments originating prior to the be- 
ginning of Federal control and delivered subsequent thereto 
at which time charges were paid, the Commission holding that 
the cause of action accrued when the excess charges were paid. 


In Omaha Refining Company vs. Director General, 91 I. C. C. 
575, shipments originated during Federal control and were 
delivered after the termination thereof. The director general 
contended that an award of reparation should not be directed 
against him due to failure of complainant to make the cor- 
porate carrier companies parties defendant, the latter having 
participated in the transportation of the shipments. The 
Commission held him fully liable for the damage caused by ihe 
unreasonable rate on the ground that he was “jointly” liable. 


-Manifestly, if the director general was “jointly” liable, the 


corporate carriers would have been “jointly” liable had they, 
instead of the director general, had been before the Commission. 
Following this line, as to intrastate shipments, one statute of 
limitation would govern as to actions against the director 
general; another as to corporate carriers. The state statute 
of limitations would govern as to the latter. 

As to claims where the director general is liable, the 
statute of limitations was extended so as to run two years and 
six months from the termination of federal control as to straight 
overcharges, under Senate Bills Nos. 621 and 2704. 

In the light of the above decisions, it is our view that as to 
your first question, it would depend upon whether the action 
for recovery of the overcharge was brought against the Director 
General or the corporate carrier company, within the statutory 
periods mentioned. As to the second question, the cases cited 
show that the statute of limitations governing actions for 
overcharge against the Director General would obtain. 


Seal Record of Shippers 


Indiana.—Question: Fort the last two years we have bee 
showing on all of our carload bills of lading our seal numbcrs. 
By this I mean the numbers of the car seals applied to the 
car after we have loaded it. We also show upon the bill of 
lading shipper’s load and count. 

Recently the railroad company has taken exception to our 
showing our seal numbers on the bill of lading, claiming that 
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Careful attention to details and accurate work are 
necessary in any business. 
They are extremely important in the handling of 


EXPORT BUSINESS 


With us this is backed up by the supervision of men 
who have been twenty years in the shipping business— 
railroad and steamship. 


A bonded expense statement on every shipment 


KARR, ELLIS & CO., INC. 


8 Bridge St., New York 


Export Freight Forwarders 
ALDER ELLIS JOS. E. D’ALTON 


Trucking — Distributing 
Forwarding 
LARGEST HANDLERS OF 
CARLOADS IN MICHIGAN 


524 Eighth St. DETROIT 


UNION 
| |TRUCKING 
COMPANY 


—————— 





Kedney Warehouse Co. 


Minneapolis—St. Paul Grand Forks, N. D. 
| 





PHILADELPHIA, PA. ee : 
: Pool Car Distribution 
Railroad Sidings—Motor Truck Delivery—Freight Bills Audited 


Mutual Transportation Co., Ine. 


Main Office: 121-123 North Front Street 
We solicit your inquiries on L. C. L.—S. C. ank P. C. Shipments 
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DENVER, COLORADO pon 
Kennicott-Patterson Transfer Co. 


STORAGE AND DISTRIBUTION OF 


Merchandise and Household Goods 


Serving many large National Distributors. Write us for information and rates 
1700 Sixteenth Street, DENVER, COLORADO 





AMARILLO, TEXAS 
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DISTRIBUTION 


of new furniture and all 
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us to handle all material under cover. 
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Rates on Application 


The Los Angeles Warehouse Co. 


LOS ANGELES, CALIFORNIA 


Do not confuse us with the Transfer Company of similar name 





GRAND RAPIDS, MICH. 


Most Up-to-Date Warehouse 
in Michigan 


Abeolutel ee or Sprinkler Risk. 
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Lowest Wardhoues t ——— Rate in State. 


Track Capacity, 
Latest and Best tt sdb for — 


General Merchandise Storage 


Cartage Facilities. 
High Grade Guaranteed. 
Negotiable Warehouse Receipts Issued. 
Pool Car Distribution. 
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when we do this that they sign up for seals placed on a car 
which they do not know have actually been placed on a car. 

It is our desire to show the seal numbers on all of our bills 
of lading, especially for claim purposes. 

The writer does not quite get the railroad company’s point 
in requesting that we do not show seal number on our carload 
bills of lading, while they are willing to sign up on stamped 
shippers’ load and count, although they have not inspected our 
merchandise and made a check of same. 

The question involved—have we the right to show seal 
numbers applied on cars on all bills of lading and require the 
railroad company to sign this bill of lading with seal numbers 
showing? 

Answer: Whether or not a carrier may refuse to execute 
a bill of lading in which the shipper has inserted the number 
of the seal placed on a car by the shipper, of which the bill 
of lading is representative, has not, so far as we have been 
able to determine, been the subject of a court decision. As a 
matter of fact, the shipper’s load and count notation which a 
carrier places on a car loaded on a shipper’s private siding 
discounts to a great extent the effect of the showing of a ship- 
per’s seal number in the bill of lading. This for the reason 
that, where goods are delivered to a carrier, in the absence 
of a shipper’s load and count notation, the presumption is tnat 
the amount receipted for in the bill of lading was actually 
loaded into the car, but there is no such presumption where 
a shipper’s load and count notation is placed on the bill of 
lading. That is, the statement in the bill of lading of the 
amount loaded in the car, is not, where the shipper’s load and 
count notation is placed on the bill of lading by the carrier, 
prima facie evidence of the receipt by the carrier of the amount 
stated in the bill of lading. 

While the seal record of the shipper, if placed on the bill 
of lading, may have some evidential value so far as it tends 
to show that the actual amount loaded into the car, but not 
necessarily the amount stated by the shipper in the bill of lading 
to have been loaded therein, was in the car at the time the 
car was tendered to and accepted by the carrier for transporta- 
tion, it has no greater force, in our opinion. 


In view of the fact that the shipper’s load and count nota- 
tion constitutes a qualification of the receipt clause of the bill 
of lading, which in and of itself, without the shipper’s load 
and count notation, is prima facie evidence of the receipt of 
the goods, we do not believe that the placing of the shippe1’s 
seal number on the bill of lading will effect to any great extent 
the carrier’s liability, if at all. Therefore, we see no real basis 
for the carrier’s taking exception to the showing thereof in the 
bill of lading. 

Private Sidetracks—Cost of Construction and Maintenance 

New Jersey.—Question: Is there any way or manner in 
which an industry can secure back a cost of the construction 
of a siding from the clearance point of the main line, for the 
construction of the siding upon an industry’s property? 


The siding which this question has reference to was built 


at the cost of the industry, by other employes than those of 
the common carrier. 


Answer: In the Commission’s report in Docket 1704, Asso- 
ciated Jobbers of Los Angeles vs. A. T. & S. F. Ry., 18 I. C. C. 
310, the Commission had before it the question of a separate 
charge, in addition to the line haul rate, for delivering und 
receiving carload freight to and from industries located upon 
spurs and sidetracks, that is, private industry tracks within the 
carrier’s switching limits at Los Angeles. In this case the Com- 
mission makes the statement that private industry tracks are 
portions of the terminal facilities of the carrier with whose 
lines they connect, and, together with the team tracks and their 
yards, form the terminal facilities of the carriers. The Com- 
mission, in this case, however, distinguished between the tracks 
then under consideration and those which were the subject of 
the decision in the Alton case (Chicago & Alton vs. U. S., 156 
Fed. 558), and the opinion in the General Electric and Solvay 
Process cases, 14 I. C. C. 237, 246, the distinction being in 
whether or not the construction and location of the tracks 
within the plant inclosure is such as to permit of a spotting 
service without undue cost and hazard. However, in its report 
in National Industrial Traffic League vs. A. & R. R. R. Co., 61 
I. C. C. 120, the Commission states that it has no jurisdiction 
under section 1 of the act to regulate commerce, to require 
the construction, maintenance and operation of private side- 
tracks, nor does it appear that the ace as amended by the trans- 
portation act 1920, enlarges its powers in that respect. 

See also, in this connection, the Commission’s opinion in 
Chas. E. Schlicher vs. ‘Director-General, 62 I. C. C. 181, in which 
case the Commission holds that it is the duty of common car- 
riers, under paragraph 9 of section 1 of the interstate com- 
merce act, to construct, maintain and operate upon reasonable 
terms, switch connections with private sidetracks which may 
be constructed to connect with their rails by shippers tendering 
interstate track for transportation, where such connection is 
reasonably practicable, can be put in with safety, and will fur- 
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nish sufficient business to justify its construction and main. 
tenance, and that upon failure of the carriers to install anq 
operate such a switch connection upon the shipper’s written 
application, the Commission may make an order for it to com. 
ply with the provisions of section 1. A shipper must, however, 
as the Commission has held in several cases, namely, Winter's 
Metallic Paint Co. vs. C. M. & St. P. Ry. Co., 16 I. C. C. 587; 
Ralston Townsite Co. vs. Mo. Pac. R. Co., 22 I. C. C. 254, and 
Virginia Coal & Fuel Co. vs. N. & W. Ry. Co., 55 I. C. C. 61, 
construct his sidetrack before the carrier is obliged to grant 
him the switch connection. 

Again, in its opinion in Certainteed Products Corporation 
vs. C. R. 1. & P., 68 I. C. C. 260, the Commission held that while 
paragraph 9 of section 1 of the act makes it the duty of a 
common carrier under stated circumstances to construct, main- 
tain and operate, upon reasonable terms, switch connections 
with private sidetracks which may be constructed to connect 
with its rails by shippers tendering interstate commerce, this 
duty does not arise until the shipper has provided the side- 
track. However, in connection with the question of construc. 
tions and maintenance of sidetracks the provisions of the siat- 
utes of several states of the Union and the construction which 
has been placed upon them by the courts should not be over-. 
looked. This is illustrated by the decisions of the Supreme 
Court of the United States in two cases, namely, Union Lime 
Co. vs. C. & N. W., 283 U. S. 211, and C. & N. W. R. Co. vs. 
Ochs, 249 U. S. 416. In both these cases the provisions of a 
state statute and the construction placed upon this provision 
by the public utilities commissions of those states, namely, 
Wisconsin and Minnesota, were the basis of the decisions of 
the Supreme Court of the United States. 

Under the state statutes of Wisconsin, which is the basis 
of the decision in Union Lime Co. vs. C. & N. W., 233 U.S. 211, 
the shipper is required to assume the expense of the cost of 
the track and presumably the cost of maintenance, while under 
the state statutes of Minnesota, which is the basis of the deci- 
sion in C. & N. W. R. Co. vs. Ochs, 249 U. S. 416, the cost of 
maintenance was apportionable between the carrier and the 
owner of the plant served by the track. In these two cases, it 
seems to us, the Supreme Court of the United States has, by 
accepting the findings of the public utilities commissions of 
the two states that, notwithstanding the fact that the tracks 
were constructed to serve a particular industry, they became, 
under the provisions of the state statutes, tracks of the carrier 
impressed with a public use, definitely fixed the principle that 
where the state statutes contain provisions such as those of 
the state of Minnesota, the cost of construction can be placed 
upon the carrier, at least, the carrier may be required to bear 
a part of the expense of construction, the amount thereof to 
be determined by the state commission. See also, in this con- 
nection, the decision of the Supreme Court of the United States 
in L. E. & W. R. Co. vs. Public Utilities Commission of Illinois, 
249 U. S. 422. 


In addition to the decisions of the Supreme Court of the 
United States referred to above, there are decisions of the state 
courts relating to the cost of construction of sidetracks. See 
State vs. C. M. & St. P., 181 N. W. 859, under which decision the 
carrier was required to construct sidetracks and assume the 
major portion of the costs thereof. However, see C. R. I. & P. 
vs. State, 99 Pac. 901; St. L. & S. F. vs. State, 106 Pac. 818, 
and St. L. & S. F. vs. Heywood, 106 Pac. 862, in which cases 
it was held that under the provisions of the state statutes of 
Oklahoma the shipper must pay the cost of constructing the 
siding See, also, No. Pac. vs. R. R. Commission of Washington, 
108 Pac. 938, in which it was held that a carrier is not required 
to construct a sidetrack. See also, in this connection, Hairston 
vs. D. & W. Ry., 208 U. S. 598 (608); Mo. Pac. Ry. Co. vs. State 
of Nebraska, 217 U. S. 196, and Grand Trunk Ry. vs. Michigan 
Railroad Commission, 231 U. S. 457. 


Equalization of Mileage on Tank Cars—Loaded vs. Empty 
Louisiana.—Question: Referring to your favor of the 11th, 
wish to advise that the case referred to published in November 
15th issue of The Traffic World, page 1100, is exactly opposite 
to the case We propose. j : 
In the case we proposed the shipper had excess empty miles 
at the end of the 1923 accounting period and further excess 
empty miles accrued during 1924. Accordingly shipper con- 
tends he can use the 1924 loaded miles to offset his 1923 excess 
empty miles, thus creating further excess empty miles in 1924, 
which he proposed to offset with 1925 loaded miles. Under the 
system of accounting purposes proposed by shipper, he can 
carry these empty miles forward indefinitely and carriers could 
never collect anything on these excess miles. 


It is our contention that only excess loaded miles accrued 
during 1924 may be used to offset 1923 debits and that any 
excess debits for the 1923 period must be paid for at the end 
of the 1924 accounting period. 

Answer: In our opinion the shipper is correct in his con- 
tention that any excess empty mileage which exists at the end 
of the yearly period, say, June 30, 1923, may be paid for by 
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D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S.A. 


Boston Office: 
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The only publication of Freight Rates for shippers 
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A convenient record of rates issued in loose leaf 
form and served with a monthly distribution of revised 
pages covering changes. 


Issued for the benefit of shippers who want to know 
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W. J. HARTMAN, PUB. 
732 Federal Street - Chicago, U. S. A. 
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732 Federal St., Chibag 
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an equivalent loaded mileage earned during the succeeding six 
months, which loaded mileage need not be excess loaded mile- 
age, i. e., loaded mileage in excess of empty mileage accruing 
during the six months’ period. 

It will be observed that there is no requirement in sub- 
division A-1 of rule 11 that the loaded mileage, which is used 
in payment of the excess empty mileage existing at the close 
of the yearly period, be excess loaded mileage nor is there: any 
requirement that at the end of the six months’ period succeed- 
ing the close of the yearly period, during which six months’ 
period loaded mileage may be earned with which to offset excess 
empty mileage accruing during the preceding year, there is 
to be an accounting for the determination of whether there is 
an excess of loaded mileage which may be used in payment 
of the excess empty mileage accruing during the preceding year. 
In fact, only one accounting is provided for, namely, that at 
the end of the yearly period, the shipper having an additional 
six months within which to earn sufficient loaded to offset 
empty mileage accruing during either the first six months or 
the succeeding six months. Therefore, there is, in our opinion, 
no basis for your view that the excess empty mileage existing 
at the end of the yearly period must be paid for in excess 
rons mileage accruing during the succeeding six months’ 
period. 


Sales—Cash Discount 


INinois.—Question: We are particularly interested in your 
answer to “California” on page 122 of The Traffic World, dated 
January 10, wherein you have ruled that the purchaser of goods 
is only entitled to_cash discount on the net amount of an 
invoice after freight has been deducted. 

This feature hag been the subject of considerable contro- 
versy between our company and outside concerns, and, with 
one exception, vendors have finally agreeed that we are en- 
titled to cash discounts on the gross amount of the bill, as it 
is for the shipper’s own convenience that the freight is paid by 
the consignee. Under the purchase terms of “F. O. B. Deliv- 
ered” or “F. O. B. point of shipment freight allowed,” the 
shipper assumes the cost of transportation, and we see no 
reason why the purchaser should lose part of the discount be- 
cause the freight is deducted from the invoice instead of being 
prepaid If the freight was prepaid, it would not appear on the 
invoice and the purchaser would receive full discount on the 
gross amount of the bill. Another point is that, even though 
the freight is allowed on the invoice, it is paid out again by 
the consignee, thereby re-establishing the gross amount of the 
bill as originally rendered before the freight was deducted. 

Answer: As we see it, if the freight charges are prepaid 
by the seller, and not charged to the buyer, the gross amount 
of the invoice would be $900 and not $1,000. The only basis 
for the discount being allowed on that part of the invoice 
represented by the freight charges where the goods are sold 
“F. O. B. delivered” or F. O. B. point of shipment freight al- 
lowed,” is that the buyer pays out the amount to the carrier 
and the seller is thereby not required to make an outlay in the 
sum of the freight charges, which would be true were the freight 
prepaid by the seller, and, therefore, the effect is the same as 
if the buyer had paid the full amount of the invoice, including 
freight charges, within the ten-day period. 

In other words, if the invoice is paid within ten days and 
the shipment is billed with charges collect, the seller, regard- 
less of whether the charges are paid at destination within the 
ten-day period, has in effect received the benefit, namely, the 
prompt payment of his invoice, which is the consideration for 
the discount allowed the buyer. Looked at from this angle, it 
would seem that it is proper to make the discount from the 
full amount of the fnvoice, including freight charges, where 
shipments are billed with charges collect at destination. 


Tariff Interpretation—General Term Includes All Articles 
Answering That Description 

Ohio.—Question: In answer to “Ohio,” page 456 of The 
Traffic World of January 27, under the heading, “Tariff Inter- 
pretation—General Term Includes All Articles Answering That 
Description,” in the last paragraph of our question you quote 
“Original Item 36,” which should have read “Item 3060,” and 
in the first paragraph of your answer it reads “Prior to its 
amendment on May 15, 1924, applied on springs for self-pro- 
pelled motor trucks.” Was this answer in error? We did not 
ask whether same applied on springs for motor trucks, but 
what we did ask was whether this item applied on self-propelled 
motor trucks. We find that your answer is in error, and would 
thank you to correct this in an early issue and also advise re- 
sult of your investigation. 


Answer: It is our opinion that the application of item 
3060, prior to its amendment on May 15, 1925, to self-propelled 
trucks, is dependent, to a large extent, upon the usage and 
meaning which the term “vehicles (spring)” has in the vehicle 
trade. If, in general usage, it is confined to horse-drawn 
vehicles, the Commission would, we believe, so limit the ap- 
plication of item 3060. See, in this connection, 93 I. C. C. 697; 
69 I. C. C. 220; 46 I. C. C. 352, and 19 I. C. C. 461, 
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It should be observed that, under the heading of vehicies 
in the Consolidated Classification, no reference is made tg 
spring vehicles, but that under the heading of vehicle parts 
item 11 on page 452 provides for horse-drawn spring vehicle 
parts, N. O. I. B. N. 

Tariff Interpretation—Rate Applicable from Loading Point Not 
Specified by Name in Tariffs or Distance Table 

Massachusetts.—Question: Would you be good enough to 
review the problem below and let us have your view on the 
subject? 

Commodity in question is handled by the carrier under 
local commodity rate on a mileage basis. The material origi. 
nates at a point 1% miles east of station A and about 1% 
miles west of station B, directly between the two but outside 
of yard limits of each station. 

The distance from station A to destination is 74 miles and 
the distance from station B to destination is 77 miles. In so fay 
as the loading point is not within the switching zone of either 
station A or station B, the mileage distance from the station 
beyond, based on the direction in which the traffic is moving, 
has been used in determining the rate. 

The mileage tariff of the carrier does not show a specific 
mileage from this loading point to destination, but the carrier 
is billing and handling the accounting from station A, although 
the mileage is being used from station B. The rate breaks at 
75 miles and the distance from the point of loading to des- 
tination is approximately 7514 miles. 

It is our contention that the carrier should assign a siding 
at the point of loading to station A in so far as all the cars 
which have been billed from this plant have been billed from 
station A, and also because station B is a non-agency station. 
It would appear that if station B was an agency station and 
the shipper was shipping material prepaid and enjoyed credil 
privileges, he would be at a loss to know where he was doing 
business, if the accounting and billing was handled from either 
station, based on the direction in which the traffic was moving. 

Answer: We have been unable to locate an opinion of 
the Interstate Commerce Commission in point. 

However, unless by reason of the fact that shipments origi- 
nating at the loading point in question are billed by the agent 
at station A, the loading point is to be considered as a facility 
of station A, the rates from which point may therefore be 
applied, it seems apparent that there is no lawfully published 
rate applicable from the loading point in question and there- 
fore the rate which should be applied on shipments which 
have moved is matter for determination by the Commission, 
under its jurisdiction to determine what is a reasonable charge 
for service performed where such service is performed without 
lawful tariff authority. See Memphis Freight Bureau vs. Kan- 
sas City Southern Ry., 17 I. C. C. 90. 

There is clearly no authority for assessing the rate ap- 
plicable from the more distant point, namely, station B, unless 
specifically authorized by tariff. 


Liability of Carrier for Incidental Damages Occasioned by 
Injury to Shipment in Transit 

Missouri.—Question: On page 454 of The Traffic World of 
February 14, you answer “Illinois” as to refund of demurrage 
charges accruing against damaged shipment. The answer is 
well established. “Illinois” recites that shipper’s representa- 
tive called upon the consignee and negotiated release and dis- 
position of the car. What is the legal status of traveling bills 
and telegraph toils imposed upon shipper by carrier’s negli- 
gence in injuring the goods? 


Answer: In addition to the difference in market value 
which plaintiff has lost because of damage in transit, he is 
entitled to recover any other and incidental damages which 
naturally and proximately result from the injury complained 
of. Plaintiff may recover from the carrier any reasonable ex- 
pense in regaining possession of the goods, or putting them 
back into salable condition. 10 Corpus Juris 615. The reason 
for this rule is that it is the duty of the owner to make rea 
sonable efforts to avoid or diminish his loss. Worth R. Co. 


vs. Allen, 87 S. W. 168; Galveston R. Co. vs. Tucker, 25 S. W. 
$70. 


The difficulty lies in determining when the incidental dam- 
ages claimed are the natural and proximate result of the 108s 
or injury attending the shipment. In Swift River Co. VS. 
Fitchburg R. Co., 47 N. E. 1015, due to failure of defendant 
to deliver boilers, a mill closed down and in considering 48 
items of damages the court stated that telegrams, time and 
expense incurred by plaintiff in trying to locate the boilers 
should be allowed. In C. I. & L. vs. Woodward, 72 N. E. 558, 
plaintiff was allowed all items of expense in keeping, feeding 
and caring for cattle while being reconditioned for market, 
in addition to shrinkage and consequent depreciation in market 
value. Defendant contended that the true measure of re“O0Vv- 
ery was the difference in market value. The court answered 
that if judgment was rendered exactly on that basis it would 
result disastrously for the carrier, for the cattle were not 
worth much of anything in their delivered condition. By im 
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OMAHA, U.S.A. 





If you are importing oil store it with 
The Houston Oil Terminal Com- 
pany at Port Houston, Texas. 


Fifty miles closer by water to your 
point of delivery. 


Every facility for the economic and 
safe storage of your Oil until wanted. 
Delivery made in any quantity accord- 
ing to shipping instructicns. 













‘The perfect combination of our warehouses 
handling all lines of merchandise, automobiles 
and machinery. Capacity 330,000 square 
feet. For freight rates, storage and distribu- 
tion charges on any commodity write 


THE TERMINAL WAREHOUSE CO. 
OR 
MERCANTILE STORAGE WAREHOUSE CO. 


OMAHA, NEBRASKA 


For details address 


The Houston Oil Terminal 
Chronicle COMPANY — Houston, 


Building Texas 


DENVER, COLORADO 
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Fireproof Warehouses on Track 


For the Storage of Merchandise 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of local 
and pool car shipments 











Consign via any Railroad into Denver 
Free Switching to Warehouse 


Storage capacity 350,000 square feet 
Insurance rate 15c 


Negotiable Warehouse Receipts Issued 
The Weicker Transfer & Storage Company 





A WAREHOUSE STOCK within the territory served, saves 
to six days in deliveries to SOUTHWESTERN TERRITORY 


MERCHANDISE STORAGE AND FORWARDING 
SPECIALIZING ON POOL CARS 


ADAMS TRANSFER & STORAGE CO. 


228-36 WEST FOURTH STREET 
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curring these additional expenses plaintiff was holding down 
the amount of damages which defendant would be required 
to pay. 

Medicines and time necessary to restore live stock to: mar- 
ket condition were allowed in Allen vs. M. K. & T., 87 S. W. 
168, and in Foster vs. St. L. S. W., 89 S. W. 450, and these 
included veterinarian’s bills, the value of the men’s time* In 
Jordan vs. F. W. & D. C., 155 S. W. 676, drayage of dead car- 
casses of animals perishing from the results of carrier’s neg- 
lect was allowed, the court holding that all expenses rea- 
sonably incurred by plaintiff in an effort to hold down the 
damages, were for defendant’s benefit. In Gray vs. M. K. & 
T., 160 S. W. 434, on fruits delivered in a damaged condition, 
expenses incurred in preserving and caring for the goods until 
sale could be made, were included as items of damage. In 
Smith vs. C. R. Il. & P., 170 S. W. 324, one item of expense 
allowed in disposing of a carload of damaged dressed turkeys 
was traveling expenses of shipper from shipping point to des- 
tination. In McK. & Murchison vs. A. C. L., the court said 
that if plaintiff, upon finding there was no market for the 
damaged goods at billed destination, had shipped them to 
some other place where there was a market, all reasonable 
expense of transportation and sale would have been taken into 
account in computing damages. 

In view of the above decisions, we believe that if the trav- 
eling expenses and telegraph tolls were reasonably necessary 
in effecting disposition of the shipment, they should be al- 
lowed, on the grounds that the shipper was assisting in hold- 
ing down the damdge which would otherwise accrue. Obvi- 
ously, the shipper could not go to an unreasonable expense 
in such cases and expect the carrier to foot the bill, and the 
value of the goods themselves might. well be looked to in 
determining whether the expenses were reasonable, a fact 
which only a jury is competent to pass upon. 


Routing and Misrouting—Conflict Between Rate and Route 
Specified by Shipper in Bill of Lading 

Maryland.—Question: “X” carrier accepted a shipment at 
a point in C. F. A. territory for Baltimore, Md., and executed 
bill of lading to cover showing destination as Baltimore, Md., 
and routing instructions for carrier “Y” delivery at a specific 
station in the destination city. The bill of lading also yro- 
vided a specific rate applicable via carrier ‘“X” direct, also 
jointly via carrier “X’ and carrier “Y” to some of the laiter’s 
stations in the destination city, although to the specific sta- 
tion shown on the bill of lading no through rates are pub- 
lished from point of origin in question via any route. 

It is shipper’s contention that since the bill of lading was 
not correct, in that the rate shown was not applicable to the 
specific station shown, it was the duty of the carrier’s agent 
to call attention to this discrepancy, in which event they 
would have either routed car direct via carrier “X” or to a 
station of carrier “Y” to which the rate was properly applicable. 

On the other hand, carrier “X” contends that, ag shipper 
specified a certain station and as the only way to make delivery 
to this station would be on basis of combination rates there 
is no :confliction and shipper should pay for the additional 
service involved; in other ‘words, carrier “Y’s” switching 
charge from the nearest station to which the through rate is 
applicable. In short, carrier “X” claims this is not a misroute 
on the theory that as there is no through rate applicable via 
any route to the specified station there was no confliction 
in the data shown on the Bill of Lading and if consignee re- 


quired delivery at this specified station they should pay for the 
service performed. 


Will you kindly give me an expression of your views. 

Answer: Inasmuch as the rate shown in the bill of lading 
was not applicable to the station on carrier Y at the destina- 
tion shown in bill of lading, there was no conflict between the 
rate and the route specified in the bill of lading, within the 
ordinary construction of Conference Ruling 474 (C). 

Nevertheless, if a lower rate was applicable via a route 
other than that specified in the bill of lading, under the findings 
of the Commission in Union Saw Mill Co. vs. St. L. M. & S. Ry. 
Co., 40 I. C. C. 661, the duty of the carrier was to direct the 
shipper’s attention to the conflict so that the shipper could 
have taken advantage of the lower rate. , 

If, however, there was no route over which a lower rate 
applied, the rate claimed by the carrier, is, in our opinion, the 
rate to apply. 

Delay—Duty of Consignee to Receive Goods Regardless of Delay 

New York.—Question: We shipped a brass hand rail from 
Waterbury, Conn., on Nov. 8th, consigned to us at New York 
City. Ordinarily the time in transit between these two points 
ig less than 24 hours. 

The Brass hand rail was located 15 days later, Nov. 23rd at 
the D. L. & W. R. R. Company’s station, foot of 135th Street 
and Harlem River, on a “Free Astray” billing. 

The hand rail was for use on a building which could not 
be opened to the public until such hand rail was installed. 

We were obliged, before the actual arrival of the Brass 
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hand rail from Waterbury, to erect for our customers a hang 
rail to take the place of the original. Upon the arrival o 
the original rail, customer could not, of course, use it. 

Railroad refuses to pay cost of original hand rail on the 
ground that a few days delay of a hand rail is usually unin. 
portant and we had no special contract for delivery. 

Our contention is: if delivery had been made within g 
reasonable length of time, use could have been made of the 
rail. As delivery was accomplished in an undoubtedly yp. 
reasonable length of time, thereby making the rail of no use 
to us, we are justified in expecting collection of our cost of 
rail in full. 

Can you quote previous decisions on like subjects? If no 
quotations can be given is not the theory of our contention 
correct? 

Answer: For unreasonable delay in the transportation of 
goods the shipper is entitled to recover the difference between 
the market value of the goods at the time and place at which 
delivery should have been made, and their market value when 
delivery was actually made. (Section 445, Vol. 10, Corpus Juris, 
Citing decisions of Federal Courts and courts of many states.) 

Delay in delivery of the goods, even though it is such as 
to render the carrier liable, does not constitute conversion, and 
the person entitled to the goods cannot on that account refuse 
to receive them and sue for the full value (Section 444, Vol. 10, 
Corpus Juris Buston vs. Pa. R. Co., 116 Fed. 235; St. Louis, etc., 
R. Co. vs. Dreyfus, 132 P. 491; Hackett vs. B. C. & M.C. R. Co. 
35 N. H. 390; Fishman vs. Platt, 90 N. Y. S. 354; Chesapeake, 
etc., R. Co. vs. Saulsburgh, 103 S. W. 254; Spalding vs. Chicage, 
etc., R. Co., 75 S. W. 274 and other cases cited). 

The carrier’s liability is to compensate for the damages 
growing out of the delay, and not for loss; and the remedy 
of the party entitled to the goods is to sue for the damages 
he has sustained by reason of the delay. (Section 444, Vol. 10, 
Corpus Juris; Moody vs. Southern Ry. Co. 60 S. E. 1711; 
Southern Express Co. vs. Hanaw, 67 S. E. 944). This as rule 
is the difference between their market value when they should 
have been delivered, with interest, from the former date, less 
the freight, if unpaid. (E. T. V. & G. Ry. Co. vs. Johnson & 
Shahan, 11 S. E. 809; Gooden vs. Sou. Ry. Co., 54 S. E. 720.) 


In Southern Express Co. vs. Hanaw, 67 S. E. 944, the court 
on page 951 said: 


Mere unreasonable delay in transporting does not amount to con- 
version, so as to authorize the consignee, upon arrival of the goods, 
to reject them and sue for their full value. His remedy is to sue for 
the damages he has sustained by reason of the delay. There may be 
a possible case where the Page ob d has ceased to be of any value at 


all, such as wholly decaped perishable goods. But the present case 
is not of that character, 


In St. L. & S. F, Ry. Co. vs. Dreyfus, 132 S, W. 491, it was held 
that: As a general rule, a consignee of freight has no right upon its 
arrival at destination to refuse to accept the goods from the com- 
mon carrier and recover for their full value merely because of delay 
in transportation, unless delay has destroyed the value of the goods 
entirely or caused what is equivalent to a total loss. 


Kansas City Sou. Ry. Co. vs. Mahye, 165 S. W. 279, 
covered a shipment of holly from Horatio, Ark., to Kansas 
City, Mo., which, due to unreasonable delay on the part of the 
carrier reached destination at a time when there was n0 
market for it. It was held that the evidence was sufficient 10 
sustain a finding that, because of delay in delivery there was 
total loss, for which recovery might be had.” 


The fact that the owner of the goods had been obliged to 
buy other goods does not affect the rule; he should accept 
the goods and sue for the damages caused by the delay. 
(Section 444, Corpus Juris; Chicago, etc., R. Co. vs. Pfeiffer, 
119 S. W. 642; Ill. Cent. R. Co. vs. Johnston, 94 S. W. 600; 
Baunbach vs. G. C. & S. F. Ry. Co., 28 S. W. 693. 


In the latter case it was held that the mere delay of 4 
carrier in delivering goods is not a conversion thereof, and 
the consignee cannot refuse to accept them, and recover thei! 
total value, though at the time of delivery he had no use for 
the goods. The court, on page 694, said: “The only damage 
claimed by plaintiff (and there was evidence of no other) w45 
the total value of the lumber. It is well settled that the mere 
delay, however unreasonable, on the part of the carrier in deliv- 
ering goods, does not amount to conversion. The title of the 
property remains in the consignee, and he must receive it 
when tendered so long as it retains its identity, and is not 
rendered wholly valuless. That the value of the lumber here 
was ,wholly destroyed canmot be admitted. Plaintiff had 
no use for it, but it still had a market value. He should have 
accepted it and held defendant liable for the actual damases 
which he sustained. What the measure would have been we 
are not called upon to say. Nothing was claimed but the value 
of the lumber, and the assignment of error only complain of 
the refusal of the court to allow that. 

In Ill. Cent R. Co. vs. Johnson & Fleming, 94 S. W. 600, 
it was held that where a consignee of materials and appli 
ance for the drilling of a well was compelled to purchase neW 
materials because of the carrier’s delay in delivering the 
materials shipped, and on tender of delivery the consigueée 
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TRANSMARINE LINES 


Regularly Maintained WEEKLY Service 


Gulf Service 


BEAUMONT, TEXAS 
SERVING 
THE SOUTH AND SOUTHWEST 
Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
SATURDAY 


Intercoastal Service 


LOS ANGELES HARBOR, OAKLAND 
AND SAN FRANCISCO 
Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
TUESDAY 


Also sailings to other ports as inducement offers 


Claims 
DIRECT loading CAR to SHIP eliminates { Delays 


Lighterage 
Through Bills of Lading Issued 


TRANSMARINE LINES 


Ni k T inal General Offi 
et la ae 5 Nassau St., New * York City 
Telephone Rector 0020 


General Agencies: 


Beaumont, Buffale, Chicago, Cleveland, Dallas, Fort Worth, Les Angeles, Minneapolis 
Mobile, Pensacola, Pittsburgh, Port Newark, San Antenio, San Francisco 





DIRECT FREIGHT SERVICE 


Via Panama Canal 


REGULAR SAILINGS 


between 


NEW ORLEANS — MOBILE 


GALVESTON— HOUSTON 


and 


Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports 


ae bills of lading issued from Gulf Ports to ony a Australia, New 
Zealand, Dutch East Indies, for Transshipment at San Francisco. 


Through bills of brow from Pacific Coast Ports to Mexico, Cuba, Porto 
Rico, West Indies, Central America, South America, Europe. 
Rates quoted, bookings and other information furnished upon application 


THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 
424 Whitney Central Building, New Orleans, La. 


Steele Bldg. SWAYNE & HOYT, Inc. 15 Moore St. 
Galveston, Texas 430 Sansome St.,San Francisco, Cal. New York City 
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PACIFIC MAIL 


(ESTABLISHED 1848) 
Fast Freight and Passenger Service 


Fortnightly Sailings via Panama Canal 


New York, Philadelphia, Baltimore and Norfolk to Los Angeles 
San Francisco, Portland, Seattle and Tacoma 


WESTBOUND SAILINGS 


NEW YORK 


SANTA ROSA ............. March 24 
. SRP oie 













1 + 2 > 86. 66'S 2 6 © 2 


Through bills of lading issued for transshipment at San Francisco 
to Hawaiian Islands, China, Japan and the Far East. 


EASTBOUND SAILINGS 















SAN FRANCISCO LOS ANGELES 
*COLOMBIA ........... March 19 March 21 
SANTA PAULA ........ March 26 March 28 
SANTA OLIVIA.......... April 9 April 11 


*Passenger steamer calling at Manzanillo, San Jose de Guatemala, 
La Libertad, Corinto, Canal Zone, Havana (Eastbound). 


Fares to Los Angeles or San Francisco, First Class, $250, $270 and $300 


PANAMA SERVICE 
Between San Francisco, Los Angeles, Mexico, Central America and Canal Zone 


S.S. CITY OF SAN FRANCISCO sails from San Francisco March 24 
S.S. CORINTO sails from San Francisco April 14 


PACIFIC MAIL S.S. COMPANY 


10 Hanover Square, New York 508 California St., San Francisco 
605 Central Bldg., Los Angeles, Calif. 
ALSO OFFICES IN 
PRS ols. coi Geaebiole Hoge Bldg. Wilmington, Del., MarineTerminal 


Baltimore. . Equitable Bldg. Norfolk, Southgate Fwd. & Stge.Co. 
Pittsburgh, 410 State Theatre Bldg. COME scccsc0e 142 So. Clark St. 
Philadelphia..... 240 Bourse Bldg. Cincinnati......... Gwynne Bldg. 





Ship by Water 


‘‘DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Seattle and Tacoma 


FROM 


Philadelphia, New York, 
Baltimore and Norfolk 


SAILINGS EVERY 15 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water snare “a York, Telephone Bowling Green 7394 


timore, Md. Puiedas 2. Chicago, Il. 
. South = ce» ag Oliver 431 So. Dearborn St. 


d at our Branch Offices at ports ie, call, etc. 
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refused to receive the delayed shipment, he could not recover 
the difference between the rejected materials and the amount 
paid for the new. 


The court on pages 603 and 604, said: 


In addition to the railroad being only liable for the usable rental 
value of the property, which it received and failed to deliver within 
a reasonable time, if any such value can be made out, we think it 
clear it was not liable for the difference between the value of the 
property which it had in charge and the amount which Johnson & 
Fleming had to expend for new machinery to supply its place. It is 
well settled that the consignee cannot, by declining to receive from 
the carrier a delayed shipment, convert him into a tort-feasor and 
hold him liable in trover for the value of the property. If this is so, 
we cannot understand how, by indirection, he can reach the same 
result as he would if allowed to reject the shipment and charge the 
carrier with the difference in value of the rejected stock and the 
amount paid for the new. The evidence on this point was incomplete, 
and the verdict in favor of plaintiff below for $166 was unwarranted 


However, in James R. Kaiser, Inc., vs. Fuller Express Co., 
150 N. Y. S. 974 it was held that where broken sets of handker- 
chiefs were consigned to a factory to be made into completed 
sets for the holiday trade, the measure of the damages for 
delay, whereby the handkerchiefs had to be replaced for such 
trade, was the cost of the replacing. 

The court on pages 976 and 977 said: “The plaintiff affects 
to sue for the value of the depreciation of the lost goods 
which he refused to receive when offered for delivery too lzwie. 
This is not the measure of damage. He claimed that it became 
necessary for him to replace the goods, and that he did revlace 
them, and we may assume that the cost of replacing the 
goods was the measure of the damage which he sustained.” 

From the above it will be observed that if the goods at 
the time they reach destination are unsalable, recovery may be 
had for the full value of the goods; that the consignee cannot 
refuse to accept the goods when same are located, and sue for 
their full value and furthermore that in accordance with the 
weight of authority (although the cases which pass directly on 
the point are not numerous) the rule is that, even where the 
goods have had to be replaced, the original shipment must 
be accepted and disposed of and recovery can be had only for 
the actual damages sustained by reason of the delay. 


OWNERSHIP OF RAIL STOCKS 


The Trafic World New York Bureau 


There has been a marked increase in popular investment in 
corporate and other undertakings since January 1, 1918, Robert 
S. Binkerd, vice-chairman of the committee on public relations 
of the eastern railroads, told the Academy of Political Science 
at its semi-annual meeting in New York. 

By the most conservative estimate, said he, public utilities 
and corporate enterprises have added, since 1918, 3,500,000 stock- 
holders, of which 500,000 were employes, 1,000,000 were custom- 
ers and 2,000,000 were investors drawn from the general public. 

In addition to the increase in stockholders, on the most con- 
servative basis, he said, there had been an increase of at least 
2,500,000 bondholders. In some industries, like the telephone, 
the street railways and other public utilities, the increase in 
bondholders is almost parallel to the increase in stockholders. 

Mr. Binkerd said that, since 1918, at least 1,800,000 farmers 
have become financially interested in co-operative buying or 
selling. 

“It is not my function to discuss the significance of those 
facts,” said Mr. Binkerd. “Their mere statement constitutes a 
challenge to us all, for they show that we are fast creating an 
economic society in which every responsible adult is tending to 
become directly, or at one removed, interested in corporate con- 
duct and corporate profits. Whether we be corporation man- 
agers, inventors, workers, or consumers, we are facing an ever 
increasing need for developing a sense of economic good citizen- 
ship if this highly diffused and interdependent structure is to 
rest upon firm and stable foundations.” 

The subject of the meeting was “Popular Ownership of 
Property: Its Newer Forms and Social Consequences.” 

Mr. Binkerd submitted these figures showing the stockhold- 
ers by the following industries: 


Industries. 1918. 1925 
Ev ccleduadlauschlsce badiednoes esse rds cabo 647,689 966,170 
ee ee re ee 12,956 23,779 
.,. rotal railroad and allied service............ 660,645 989,949 
ot , Ee Or ee ere 275,000 550,000 
Gas, electric light and power companies........ 1,250,000 2;611,279 
oe BS aera ee 107,033 371,604 
 @6ic Ut eR in tbh ober as tevecueeeueeeeeaesde 65,000 100,000 
i CO Fin 06 O66 ess ses se owas se'eedie 20,002 127,679 
Four iron and steel companies ..............+.. 130,839 217,329 
Ten high-grade miscellaneous manufacturing 

and distributing companies ................. 25,002 44,339 
MD A Dba qintad cdecthd cdesh}iFeaendesosducnt 2,533,521 5,012,179 


He continued: 


In the seven years from 1918 to 1925. therefore, stockholders in 
the above enterprise increased 2,478,658. In other words, they prac- 
tically doubled. 


Twenty-six Class I railroads, representing about 60 per cent of 


THE TRAFFIC WORLD 





Vol. XXXV, No, ty 


the main line mileage of the country, had 454,304 stockholders oy 


January 1, 1918, and 699,552 stockholders on January 1, 1925. It ig 
these twenty-six companies which show an increase of 70,262 in the 
number of employe stockholders and 45,003 in the number of cus. 


tomer stockholders. The actual number of employe and customer 
stockholders is greater than the figures stated. These figures algo 
do not include the sale of bonds to either employes or customers, 
although the New York, New Haven & Hartford Railroad Company 
has just recently had an interesting success in floating a $23,000,000 
bond issue among its customers. 

The number of stockholders in street railways in this country 
has doubled since 1918. Only a small part of this increase has come 
from employes or customers. 


The number of stockholders in gas and electric light and power 
companies has slightly more than doubled since 1918. Here is to he 


found the great increase in the customer stockholders—815,955 since 
January 1, 1918. 


The telephone and telegraph services show more than a three- 
fold increase in stockholders. <A substantial part of this increase 
comes from the employes of the telephone industry and the balance 
from the general public. 

As the result of employes’ subscriptions for common stock 
of the New York Central Railroad, there will now be 78,000 
stockholders in the company, against only 36,500 before, Albert 
H. Harris, vice-president and chairman of the finance committee 
of the road, said in a speech. The total number of investors in 
securities of the New York Central Lines has been increased to 
170,000, Mr. Harris said. 

The advantages of a wide distribution of corporate stock 
ownership were discussed by Mr. Harris, who described the plan 
of the New York Central in detail. 


“One-fourth of the entire personnel of the New York Central 
Lines subscribed for 96,900 shares of stock, almost three times 
the number of shares offered,” he said. “Twenty-three thousand 
one hundred employes each subscribed for one share, 15,693 sub- 
scribed for from two to five shares, and 1,504 subscribed for 
from six to twenty shares. These subscriptions came from men 
in all branches of the service.” 


AISHTON ON TRANSPORTATION 


Adequate trasportation means the assurance of national 
prosperity and the guarantee of national unity, R. H. Aishton, 
president of the American Railway Association, told the Bond 
Club of New York in discussing “Public Interest in Transpor- 
tation” at a luncheon of that club in New York, March 12. 

“Railroad transportation is no longer a theory,” said Mr. 
Aishton. “It is the principal factor in our economic welfare. 
With its web of over 413,000 miles of railway tracks serving 
agriculture, industry and every phase of commercial life, trans- 
portation more than any other public effort has made the 
nation what it now is.” Continuing, he said, in part: 


One of the most hopeful signs of the times is the greater diffusion 
of ownership of railroad stocks and bonds by individual purchasers 
in the last seven years and more particularly in the last two or three 
years, as evidenced by the increasing number of security holders and 
by the reduction in the average amount of each ownership. This, 
in the end, brings about the very best form of public ownership. A 
eeeeee-eer is one of the most valuable assets a railroad can 
nave. 

There have been two striking examples recently in the East. One 
of the eastern lines has had signal success in extending the field of 
employe ownership. Another eastern line, in New England, through 
a refunding operation, whereby the industries, shippers and banks on 
its line of road have assumed the obligation, has definitely widened 
the field of a direct public interest in its affairs. The favorable 
public attitude toward the railroads brought about by adequate serv- 
ice and a realization that every effort is being put forth in the direc- 
tion of economies is reflected in the more favorable public regulation 
of railways. The disposition on the part of the public to treat the 
railroads fairly and to enable adequate railroad earnings will, in my 
opinion, increase the number of investors in the railroads which, in 
turn, will enable them to make the capital expenditures so necessary 
if the service is to continue to be adeauate and conducted on lines 
producing the greatest economy. 

Just a little over one hundred years ago. twenty-two thousand 
persons in eleven days subscribed for a total of $4,178,000 of the 
capital stock of America’s first railway. The population of the prin- 
cipal city on the proposed line and the moving agent behind the rail- 
road was but seventy thousand persons with a real and personal 
wealth of ome ergy twenty-five million dollars. To express that 
same thought another way, approximately 30 per cent of the persons 
who would directly benefit by this new agent of transportation 
pledged over 16 per cent of their wealth to make the project, then 
but a theory, a success. If that same individual interest in trans- 
portation were manifest today, instead of 1.900.000 security owners. 
there would be 33,000,000: were there one-half as many railroad 
security holders as this, there would no longer be a railroad problem. 


CONDITION OF EQUIPMENT 


Freight cars in need of repair on February 15 totaled 187, 
981 or 8.1 per cent of the number on line, according to reports 
filed by the carriers with the car service division of the Amer- 
ican Railway Association. This was an increase of 1,442 over 
the number reported on February 1, at which the time there 
were 186,539 or 8.1 per cent. Freight cars in need of heavy 
repair on February 15 totaled 140,037 or 6.1 per cent, an in- 
crease of 981 compared with February 1. Freight cars in need 
of light repair totaled 47,944 or 2.0 per cent, an increase of 461 
compared with February 1. 


EMPLOYEES PURCHASE STOCK 


The Pennsylvania Railroad System figures show that 


46,588 shares of its stock have been purchased by 11,648 
employes. 
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MEMPHIS, TENNESSEE 


The Most Centrally Located Distributing Center 
in the United States 


Home of the Largest Merchandise Warehouses in the South 


THE MEMPHIS TERMINAL CORPORATION 


We Invite Storage of all Kinds of GENERAL MERCHANDISE 
POOL CAR DISTRIBUTION 


Warehouses of concrete construction, automatically sprinkled, lowest insurance 
rates. We operate our own switch engine and connect with all Railroads initial 
to Memphis, Tenn., as well as the Mississippi Warrior Service who switch to 
our Plant without additional switching charges on car load lots. 


Member A.W. A. Address MERCHANDISE DEPT., P. O. Box 1025, Memphis, Tenn. 








Consult us regarding your 


WAREHOUSING 
= STORAGE 
coll DISTRIBUTION 





Mae Daily Deliveries by Zone System 
within ten mile radius 


Quincy Market Cold Storage and Warehouse Co. 


GEORGE S. LOVEJOY 


Manager General Storage Department 
178 Atlantic Avenue, ton, Mass. 


Total General Storage Capacity 








9,706,000 Cubic Feet 
of 
Wharfage and Dockage 
BATTERY 
Free Stores mantliten 
Customs Bonded Stores With Union 
Internal Revenue Bonded Stores —— 
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FRUIT AND VEGETABLE SHIPMENTS 


Heavier shipments of potatoes, oranges, lettuce, onions and 
cabbage offset decreases in shipments of other important prod- 
ucts the week ended March 7 and the total shipments amounted 
to 13,008 cars, as compared with 12,482 cars the preceding week, 
according to the weekly report of the Bureau of Agricultyral 
Economics of the Department of Agriculture. The totals from 
the weekly summary of carlot shipments follow: 


Total for week and season regularly subject to revision because 
of the receipt of late and corrected reports from the railroads. As- 
terisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 























Total Total 
Mar. Feb. Mar. This Sea- Last Sea- Total 
1925 1925 1924 Mar. 7 Mar. 8 Season 
1-7, 22-28, 2-8, son to son to Last 
Summary for Ap- 
ples: 
Western States 254 361 77 38,719 58,933 63,014 
Eastern States 517 505 } 55,598 68,294 75,100 
TOA) veces 771 866 1,533 *94,317 127,227 138,114 
Asparagus: 
TE videcoens 14 3 13 17 20 1,235 
Cauliflower: 
| 156 246 314 3,616 3,586 4,286 
Cabbage (Old 
Crop): 
Yo | reer 203 182 275 10,878 36,740 37,014 
Cabbage (New 
Crop): 
MIE. Sawin siacewies 56Q 464 9419 2,832 74,388  *740,878 
Celery (Old Crop): 
OO re 104 87 96 17,551 16,789 17,160 
Celery (New Crop): 
OGL ceccevess 419 566 548 3,153 73,776 *717,551 
Grapefruit: 
| 707 *933 703 *13,276 12,785 20,041 
Lemons: 
eer 209 166 267 3,925 4,137 12,615 
Lettuce: 
TOUR) cccvvces 819 751 670 *13,352 12,988 *29,469 
Mixed Citrus Fruits: 
ears 80 109 +* *2,285 ai 4,782 
Mixed Vegetables: 
ORE cvcccuces 96 *736 555 *5,878 4,605 28,713 
Onions: 
ern 415 *367 488 *28,787 27,013 29,480 
Oranges: 
MOONE Seediedses 1,815 *1,695 2,189 *34,201 39,578 78,361 
Peppers: 
UME Gcreneone 12 9 3 283 489 2,418 
Spinach: 
. ree 446 *456 294 *4,348 4,028 7,618 
Strawberries: 
 Seeces<es 35 63 29 501 441 18,780 
String Beans: 
. | a 10 13 18 *747 606 *5,006 
Sweet Potatoes: 
| ar 218 *206 175 *13,799 13,872 14,533 
Tomatoes: 
EE. aincinceo'eces 199 251 461 1,306 2,424 *26,274 
Potatoes(1925 Crop) 
THEE ccvesesiee 21 17 5 45 75 74,380 
Summary Potatoes: 
1 Crop, 
Leading Sec- 
tions, Late 
Crop cccces 4,985 4,253 5,466 133,386 145,982 193,550 
Other Sections, 
Late Crop. 39 37 113 17,972 14,242 15,124 
Early Crop.... 3 6 2 49,589 33,377 33,391 
Teta vsccae 5,027 *4,296 5,581 *200,947 193,601 *242,065 
Grand Total All 
Commodities 13,008 *12,482 15,176  %486,044 500,929 *717,964 





+ Not included in grand total. ** Unavailable. 


LUMBER SHIPMENTS 


Reports from 374 of the leading softwood lumber mills 
of the country to the National Lumber Manufacturers’ Asso- 
ciation show that the lumber industry maintained the week 
ending March 7 the decided advance established the_preceding 
week. Although there is an actual reported increase in new 
business and production, the fact that there is, on the other 
hand, a decrease in shipments and that the number of report- 
ing mills is larger for the past week, seems to justify ihe 
conclusion that there is little change in the general volume 
of business. Ag compared with the corresponding week of 
last year, there is reported, however, a marked increase in 
new business, some increase in shipments, and a small de- 
crease in production. 


The unfilled orders of 251 Southern Pine and West Coast 
mills at the end of last week amounted to 653,184,857 feet, as 
against 654,667,493 feet for 252 mills the previous week. The 
132 identical Southern Pine mills in this group showed unfilled 
orders of 252,338,379 feet last week, ag against 263,176,002 for 
the same number of mills the week before. For 119 West 
Coast mills the unfilled orders were 400,846,478 feet, as against 
391,491,491 feet for 120 mills a week earlier. 

Altogether the 374 comparably reporting mills had ship- 
ments 98 per cent and orders 94 per cent of actual production. 
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For the Southern Pine mills these percentages were, respec. 
tively, 96 and 82; and for the West Coast mills 102 and 109. 

Of the comparably reporting mills, 347 (having a norma) 
production for the week of 221,048,984 feet) reported produc. 
tion 100 per cent of normal, shipments 100 per cent, and orders 
96 per cent thereof. 

The following table compares the national lumber move. 
ment as reflected by the reporting mills of seven regional asso. 
ciations for the three weeks indicated: 


Corresponding Preceding week 


? Past week week, 1924 1925 (Revised) 
NI ihe aS Ba lee icra he 374 389 355 
PPOOGMEUOR cee ccnacieness 236,318,956 238,429,138 228,638,224 
a 231,974,361 229,763,634 242,159,297 
Orders (new bus.)..... 222,183,742 206,500,208 217,079,120 


The following revised figures compare the lumber move. 
ment for the first ten weeks of 1925 with the same period of 
1924: 








Production Shipments Orders 
I tt Beit aaa 2,179,624,611  2,198,157,798 2,089,500. 718 
ME ode ie, 565 cecacdarde 2'211558,619  2,307,156,508 —-2,302°467'8f7 
1925 Decrease ...........-. 31,934,008 108,998,710 212,967,129 


The mills of the California White & Sugar Pine Associa- 
tion make weekly reports, but for a considerable period they 
were not comparable in respect to orders with those of other 
mills. Consequently, the former are not represented in any 
of the foregoing figures. Eleven of these mills reported a cut 
of 7,211,000 feet, shipments 9,778,000 feet and orders 9,651,000 
feet. The reported cut represents 34 per cent of the total of 
the California Pine region. As compared with the preceding 
week, there was an increase in cut of 2,939,000 feet, shipments, 
1,653,000 feet, and new business, 1,545,000 feet. 


REVENUE FREIGHT LOADING 


“Revenue freight loading for the first nine weeks in 1925 
was the greatest for any corresponding period on record, 
amounting to 8,070,319 cars,” says the car service division of 
the American Railway Association. 

“This was an increase of 144,230 cars, or 1.8 per cent, over 
the corresponding period in 1924 and 416,131 cars, or 5.4 per 
cent, over the corresponding period in 1923. 

“For the week ended February 28, 862,910 cars were loaded 
with revenue freight, a decrease of 62,385 cars under the pre- 
ceding week, due to the observance throughout the country of 
Washington’s birthday on Monday, February 23. This also was 
a decrease of 81,604 cars under the corresponding week last 
year and a decrease of 55,714 cars under the corresponding 
week in 1923, as those weeks did not contain a holiday.” 

Loading by districts the week ended February 28 and for 
the corresponding period of 1924 was as follows: 


Eastern district: Grain and grain products, 6,713 and 9,886; live 
stock, 2,712 and 3,531; coal, 38,857 and 50,865; coke, 2,731 and 3,397; 
forest products, 6,338 and 7,963; ore, 2,092 and 2,124; merchandise, 
L. C. L., 63,827 and 68,155; miscellaneous, 77,696 and 88,443; total, 
1925, 200,966; 1924, 234,364; 1923, 220,924. 

Allegheny district: Grain and grain products, 2,547 and 2,935; 
live stock, 2,151 and 2,827; coal, 42,522 and 50,108; coke, 6,102 and 
6,920; forest products, 3,566 and 3,593; ore, 2,520 and 1,774; mer- 
chandise, L. C. L., 47,680.and 50,021; miscellaneous, 71,401 and 177,750; 
total, 1925, 178,489; 1924, 195,928; 1923, 194,635. 

Pocahontas district: Grian and grain products, 177 and 289; 
live stock, 62 and 65; coal, 26,709 and 32,534; coke, 582 and 457; for- 
est products, 1,635 and 1,594; ore, 127 and 93; merchandise, L. C. L., 
6,803 and 6,842; miscellaneous, 4,182 and 4,076; total, 1925, 40,277; 1924, 
45,950; 1923, 36,382. 

Southern district: Grain and grain products, 3,543 and 4,320; 
live stock, 2,132 and 1,827; coal, 19,374 and 23,915; coke, 1,111 and 
1,066; forest prdoucts, 25,231 and 21,781; ore, 1,614 and 1,401; mer- 
chandise, L. C. L., 38,914 and 39,940; miscellaneous, 53,686 and 48,612; 
total, 1925, 145,605; 1924, 142,852; 19238, 147,884. 

Northwestern district: Grain and grain products, 10,236 and 14,- 
764; live stock, 8,725 and 10,309; coal, 6,646 and 7,065; coke, 1,841 
and 1,322; forest products, 24,158 and 28,219; ore, 776 and 856; mer- 
chandise, L. C. L., 26,184 and 28,828; miscellaneous, 31,705 and 34,935; 
total, 1925, 110,271; 1924, 126,298; 1923, 124,634. 

Central Western district: Grain and grain products, 10,485 and 
13,760; live stock, 10,843 and 11,565; coal, 12,475 and 16,712; coke, 
298 and 292; forest products, 9,562 and 10,216; ore, 3,766 and_ 3,080; 
merchandise, L. C. L., 32,767 and 36,412; miscellaneous, 43,857 and 
46,131; total, 1925, 124, 053; 1924, 138,168; 1923, 138,849. 

Southwestern district: Grain and grain products, 4,464 and 5,222; 
live stock, 2,248 and 2,074; coal, 4,046 and 5,254; coke, 169 and_ 150; 
forest products, 8,938 and 8,147; ore, 590 and 525; merchandise, L. C. 
L., 13,930 and 15,492; miscellaneous, 28,864 and 24,090; total, 1925, 63,- 
249; 1924, 60,954; 1923, 55,316. - 

Total, all roads: Grain and grain products, 38,165 and 51,166; 
live stock, 28,873 and 32,198; coal, 150,629 and 186,453; coke, 12,834 
and 13,604; forest products, 79,428 and 81,513; ore, 11,485 and 9,853; 
merchandise, L. C. L., 230,105 and 245,690; miscellaneous, 311,391 
and 324,037; total, 1925, 862,910; 1924, 944,514; 1923, 918,624. 


Loading of revenue freight this year compared with the 
two previous years follows: 


1925 1924 1923 
Five weeks of January....... 4,450,993 4,294,270 4,239,379 
Four weeks of February ..... 3,619,326 3,631,819 3,414,809 
postal bibles el pete 
REN céciccevcecenedonsess - 8,070,319 7,926,089 7,654,188 
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inneapolis & St. Louis Railroad Company 


Ww. H. BREMNER, Receiver 


THE PEORIA GATEWAY 


During periods of heavy traffic movements when other gate- 
ways were congested traffic moved without delay through the 
Peoria gateway. A delay of one day as a result of routing 
your freight through large congested terminals may result in 
the loss of a customer. ——_ 


In addition to the prompt handling of carload freight, The 
M. & St. L. R. R. operate through merchandise cars from vari- 
ous Eastern and Southern points, to the West and Northwest. 
For the Year 1924 the Lackawanna—M. & St. L.—New York to 
Minneapolis through car averaged less than six days in transit, 
equally good time on other through cars. Further information 
as to this service promptly furnished by representatives named 
below. —_——_. 


CHICAGO, ILL., 201 Marquette Bidg., J. R. Shannon, General Agent. 
CINCINNATI, OHIO, 909 Neave Bidg., J. B. Helwig, General Agent. 

CLEVELAND, OHIO, 508 Park Bidg., E. G. Gustafson, General Agent. 

DES MOINES, IA., 4th & Market Sts., G. C. Houk, General Agent. 

DETROIT, MICH., 514 Free Press Bidg., 1. L. Colborn, General Agent. 

DULUTH, MINN., 203 Fargusson Bidg., M. J. Hannam, General Agent. 
INDIANAPOLIS, IND., 526 Merchants Bank Bldg., C. F. Hayes, General Agent. 
KANSAS CITY, MO., 322 Railway Exchange Bidg., J. W. Hannum, General Agent. 
LOS ANGELES, CAL., 716 Central Bidg., J. B. Helwig, General Agent. 
MINNEAPOLIS, MINN., Trans. Bidg., J. C. Glenn, General Agent. 

MINNESOTA TRANSFER, MINN., 739 Pillsbury Ave., T. J. Pewters, Commercial Agent. 
NEW YORK, N. Y., 25 Broad St., C. E. Harris, General Eastern Agent. 
PITTSBURGH, PA., 403 Park Bidg., H. M. Corbett, General Agent, Freight Dept. 
PEORIA, ILL., 306 Lehmann Bidg., J. Redmon, General Agent. 

ST. LOUIS, MO., 426 Plerce Bidg., H. Koch, General Agent. 

ST. PAUL, MINN., 612 Pioneer Bidg., E. C. Davis, General Agent. 

SAN FRANCISCO, CAL., 1054 Monadnock Bidg., E. L. Jones, General Agent. 
SEATTLE, WASH., 752 Stuart Bidg., A. C. Herron, General Agent. 

SPOKANE, WASH., 508 Sherwood Bidg., D. C. Spoor, General Agent. 


FOR EFFICIENT AND DEPENDABLE FREIGHT 
SERVICE BETWEEN EAST AND WEST, ROUTE 


VIA PEORIA, ILL, CARE M&STL RR 
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‘‘SBETWEEN EAST AND WEST— 
PEORIA GATEWAY BEST”’ 
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ASKS FOR FURTHER INQUIRY 


The Traffic World Washington Bureau 


Optimism shown in the Loring plan for the reorganization 
of the Boston & Maine, in which the abandonment of between 
800 and 1,000 miles of its poorly paying lines is a part, has 
caused the Delaware & Hudson to file a petition in No. 11756, 
Bangor & Aroostook et al. vs. Aberdeen & Rockfish et al., ask- 
ing for cancellation of the order in regard to the filing of briefs 
in that case and reopening of the proceeding for the taking of 
further testimony. H. T. Newcomb, attorney for the petition- 
ing carrier, in laying the foundations for his request, reproduced 
the letter of Homer Loring, chairman of the board of directors 
of the Boston & Maine, to the voting trustees of that road, 
dated December 17, and the letter of N. L. Amster, addressed 
to the stockholders of the Boston & Maine. 

The former painted a picture representing the Boston & 
Maine as a vigorous road if it would but abandon unprofitable 
branches and otherwise do some reorganizing. Mr. Amster, to 
show that the Loring letter was hurtful and not helpful, pointed 
out that the financing problem of the Boston & Maine would 
be easy because it was now in a comparatively good condition. 

Mr. Newcomb pointed out that the hearing in the division 
case, in which he filed his petition for further inquiry, ciosed 
on December 12 and that none of the facts related by Mr. Loring 
or Mr. Amster were in the possession of the lines west of 
the Hudson, from whom the Boston & Maine and other New 
England roads were demanding larger divisions on account 
of their necessities at the time of the hearing. He suggested 
that the facts used by Messrs. Loring and Amster were in the 
possession of the Boston & Maine and that they should be 
required to tell about them in the record in the division case. 
He said the matters and things set forth in his petition, the 
letters of Messrs. Loring and Amster, were material and rele- 
vant and of controlling force in the determination of the ques- 
tions about division, hence his request for the taking of further 
testimony. 


ROCK ISLAND GETS COTTON BELT 


Acquisition of the St. Louis Southwestern by the Rock 
Island was announced, March 11, by Charles Hayden, chair- 
man of the board of directors of the Rock Island, and Edwin 
Gould, chairman of the Cotton Belt. 


A statement issued from the Rock Island offices at Chicago 
says: 


Announcement is made today from the New York offices of the 
Rock Island lines of the acquisition by the Rock Island of a dominant 
interest in the St. Louis Southwestern Railway (Cotton Belt). There 
will be no merger or consolidation at the present time, but the 
Cotton Belt will be operated independently under present organiza- 
tion without change of personnel. Charles Hayden. chairman of the 
board of directors of the Rock Island: James L. Gorman, president 
of the Rock Island; M. L. Bell. vice-president of the Rock Island, 
and Nathan L. Amster, a Rock Island director, were today elected to 
the Cotton Belt board of directors. 


Speaking of the acquisition from New York, Mr. Hayden 
said that control of the Cotton Belt had been accomplished 
by the Rock Island, and interests friendly to the road, by ob- 
taining a dominant interest in the stock of the company. 

Edwin Gould, chairman of the St. Louis Southwestern, 
announced that in disposing of that road’s holdings to the 
Rock Island, he had promoted what he conceived to be the 
real destiny of the Cotton Belt Line. 

“Alliance with the Rock Island,” he said, “commends itself 
on geographical, traffic and economic considerations as a mutu- 
ally beneficial arrangement and as a definite public advantage, 
as well as a logical development of legislative policy, which 
favors natural and voluntary selection as against arbitrary or 
compulsory grouping.” 


DAVIS AND ALFRED SPEAK 


“The dawn of a new day for railroad transportation” was 
hailed by James C. Davis, Director General of Railroads, in an 
address at the annual dinner of the American Railway Engineer- 
ing Association, March 11. 

He conceded that the railways had suffered from the decline 
in net earnings under government operation because expenses 
increased more than rates and total earnings, but declared that 
“the carriers have found some compensations not measured in 
the money they received from the government for the use of 
their property. It was the crisis in which the carriers found 
themselves that made the strong appeal to Congress to enact 
the transportation act,” which he declared to be the most con- 
structive piece of railway legislation ever passed and the only 
one “containing a definite and just recognition of the rights of 
the owners of the property.” 

He continued: 


_.The railroad management of this country has a right to feel 
pride and satisfaction in the performance of the last five years. The 
confidence of the public and the ability of the railroads to carry on 
has been restored and the spectre of government ownership has, in 
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eftect, been banished. This remarkable result has been accomplished 
with substantial reductions, not only in the rates and charges which 
the public have been obliged to pay, but in the number of employes 
engaged in operation. Pitiless publicity on the details of income and 
outgo and the realization that efficient service can only be had when 
full compensation for such service is received, will result in legisla- 
ture and Congress treating the vital question of transportation, go 
essential to any sort of national progress and prosperity, as an 
economic rather than a political problem. 

The railroad executives and managers have learned, perhaps in 
the bitter school of experience, that, in the advance progress of goy- 
ernment control, they have become in the operation of their proper- 
ties the servants and not the masters of the public. and it is up to 
them to give a just account to the peonle. If the railroad interests jn 
the future can give as good service as they have in the last two 
years and take the public generously into their confidence, much 
progress will be made in permanently settling our national trans- 
portation problem upon a:just basis and the people of this country 
will continue to receive the most efficient transportation in the worla 
at the cheapest and most reasonable rates. 


F. H. Alfred, president of the Pere Marquette, in an address 
at the same dinner, urged the railways to do more experiment- 
ing to improve their physical facilities and increase the economy 
and efficiency of operation. 


“I am heartily in favor,” he said, “of establishing a joint 
bureau of research, supported by all the railroads of the coun- 
try, to carry on research and experiments, and as the first major 
subject of experiment I would propose the development of a de- 
sign for a permanent roadbed.” 


WESTERN CLASS RATES 


A meeting of shippers in the middle west interested in the 
matter of the revision of western class rates, involved in I. and 
S. 2319, has been called by the shippers’ steering committee 
for March 25, at 10 o’clock, at the Hotel La Salle, Chicago. 

At this meeting it is the intention of the steering com- 
mittee, according to J. P. Haynes, chairman, to lay before the 
shippers who empowered the committee to act for them, Jan- 
uary 9, all that has taken place in the conferences held since 
that time with the committee of railroad traffic men headed 
by E. B. Boyd. 

The committee representing the shippers and the carriers 
have met together a number of times in an endeavor Lo settle 
the matter of a readjustment of western class rates in a co- 
operative and informal way, in order to avoid the necessity 
of a formal hearing before the Commission. The last action 
taken was to call in H. V. Hardie, traffic director of the Com- 
mission, to act, not as a representative of the Commission, but 
as a friendly arbitrator. The views and arguments of both 
sides were placed in his hands, from which he is to suggest 
a plan as a basis for agreement. 

According to Mr. Haynes, all action taken and efforts mide 
by the steering committee, as well as Mr. Hardie’s suggestions 
for agreement, will be laid before the general meeting of ship- 


pers, March 25, and their approval of the steering committee's 
action will be sought. 


EASTERN CLASS RATES 


In a statement analyzing the first series of hearings in the 
eastern class rate investigation, completed in Washington 
February 26, the traffic bureau of the New York Merchanis’ 
Association said the developments were far from satisfactory 
from the shippers’ point of view, and that, apparently, the Com- 
mission itself felt there was something lacking in the case 
presented by the carriers, as Commissioner Eastman had called 
on them to furnish a great deal of additional information in 
order that there might be something in the records on which 
to base a decision. The statement said: 

The New England carriers were more definite in their proposals 
than were the carriers in Trunk Line territory. However, the New 


England carriers were divided. The main Central Railroad proposed 


a different basis of rates from that submitted by the other New 
England lines. 


The New Haven Railroad presented a scheme of making rates 
through New York Harbor that was objectionable to the shippers. 
That company was directed to furnish more comprehensive cost 
studies than contained in the exhibits submitted to the Commission 


and this question will come up for further consideration at the next 
hearing. 


LOCATION OF CARS 


The percentage of home cars on home roads (Class I) as of 
February 15 was 65.9, according to the semi-monthly bulletin 
of the car service division of the American Railway Association. 
By classes of equipment the percentages were as follows: Box, 
55.6; refrigerator, 74.3; coal and coke, 72; stock, 87.3; flat, 80; 
others, 94.1.. By districts the percentages for all classes 
of equipment were as follows: Eastern, 54; Allegheny, 72.5; 
Pocahontas, 64.2; Southern, 63.8; Western, 71.4. 

The semi-monthly bulletin of percentages of freight cars on 
line to ownership as of February 15 showed the following: 
Eastern district, 97.2 as against 97 a year ago; Allegheny, 101.6 
as against 104.3 a year ago; Pocahontas, 83.7 as against 79.4 
a year ago; Southern, 100.1 as against 97.1 a year ago; Western, 
98.7 as against 98.1 a year ago; all districts, 98.4 as against 


98.1 a year ago; Canadian roads, 89.6; as against 89.2 4 
year ago. 
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AS A TRAFFIC PUBLICATION THE 


AFFIC WORL 


TRAFFIC BULLETIN -—— 





is as nearly complete as it is possible to make it. 
Every day it comes to you, by first class mail 
with 


Lists of abstracts of tariffs filed with the 
Interstate Commerce Commission. 


Complete lists of embargoes as issued 
by the American Railway Association 
at Chicago and Washington. 


Dockets of proposals for rate changes 
to be considered by the various car- 
riers’ rate committees. 


Abstracts of fourth and sixth section 
applications and orders. 


Suspension orders, released rate orders, 
steamship sailings, and 


THE MOST COMPLETE, PROMPT AND AC- 
CURATE NEWS ACCOUNTS AVAILABLE 
OF DEVELOPMENTS IN TRAFFIC AND 
TRANSPORTATION MATTERS. 


Subscribers for THE DAILY TRAFFIC 
WORLD AND TRAFFIC BULLETIN also re- 
ceive, without extra charge, copies of the 
weekly Traffic World and the weekly Traffic 
Bulletin. Thus, nothing is left undone that 
will make for completeness of information and 
convenience for the subscriber. 


Then, there is the personal service from Washington 
recently augmented, performed without charge for 
Daily subscribers. That ought to interest you espe- 
cially, 


A series of sample copies and full 
details will be sent without obligation 
on your part. 


THE TRAFFIC SERVICE CORPORATION 


Chicago, Ill. 


418 S. Market St. 
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See Your 


This Summer 


MT hoon National Park, Bryce Canyon National 
Monument and Cedar Breaks are accessible at 
last! Here are mountains and canyons tumbled to- 
gether in a welter of color like a colossal kaleido- 
— Pyramids, temples, castles built by nature 
and striped like the rainbow! Amphitheatres where 
the wizardry of erosion has carved out dazzlin 
fairy cities more beautiful than Babylon or Bagdad! 
Delicate statuary which no artist can rival. 


Here, too, is a lingering frontier of empurpled 
distances with quaint Mormon villages, Indians, 
wild horses, extinct volcanoes and mysterious 
cliff dwellings. 


This summer see Southern Utah—the Great 
Magician’s scenic masterpiece in color— 


Zion National Park 
Bryce Canyon — Cedar Breaks 


Season May 15 to October 15 


The Union Pacific has made it comfortable, pro- 
vided motor tours over good roads and the latest 
style of National Park lodges and dining rooms. 


Side trips may be arranged to the North Rim of 
the Grand Canyon, through the Kaibab Forest, 
the abode of numberless lh and the beautiful 
white-tailed Kaibab squirrel. 


Let us tell you about low summer fares and 
personally escorted all-expense tours and how 
easily the trip can be combined with tours to Salt 
Lake City, Yellowstone or the Pacific Coast. 


Send for Free Booklet in Natural Colors 


It is the only way we can tell you of the un- 
believable coloring of this unique land; also 
contains complete and practical information. 


W. H. MURRAY, General Passenger Agent, Omaha, Nebraska 


Union Pacific 
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Personal Notes 


a Se ee 


R. H. Thomson, traffic manager of the Oil Well Supply 
Company, died March 11 at his home in Pittsburgh, following 
an illness lasting over four weeks. He had served as traffic 
— of the company for over twenty-five years. 

W. Kieswetter, traffic manager, Duluth, Missabe & North- 
ern Seinea died Sunday, March 8, He had been identified 
with the development of the northwestern iron ore industry 
for nearly thirty years. 

Oscar F. Bell, traffic manager of Crane Company, Chicago 
(retired), died at his home in Highland Park, Ill., March 7. He 
was formerly treasurer of the National Industrial. Traffic League 
and, at the time of his retirement from active traffic work, was 
made an honoiary life member of the Traffic Club of Chicago. 
The funeral wa: held March 9 at Highland Park. The monthly 
meeting of the board of governors of the Traffic Club of Chi- 
cago was postponed on account of the funeral. 

B. L. Winchell, president of the Remington Typewriter Com- 
pany, formerly a railroad official and executive, has been made 
chairman of the transportation advisory board of the Sesqui- 
Centennial Celebration of American Independence, at Phil- 
wee 61 

. J. Maley has been appointed general agent of the Florida 
a, Coast Railway, at New York. C. H. Kirtland has been 
made commercial agent at the same point. Edward Ottsen has 
been appointed general agent at St. Louis, and C. W. Goldstein 
has been made commercial agent. L. C. Branning has been ap- 
pointed general agent at Miami, Fla., and E. E. Byrd has been 
made commercial agent at West Palm Beac.h 

E. P. Rogers has been appointed traveling freight agent of 
the Missouri and North Arkansas at Harrison, Ark. 

W. McCrackan has been made general agent of the Wabash 
at Philadelphia. 

F. W. Eby has been made traveling freight agent of the 
Kansas City Southern at Joplin, Mo. 

R. D. Moore, formerly with the United States Railroad Ad- 
ministration, has been appointed traffic manager for the Caro- 
lina Line, operating a transatlantic-line of steamers, with head- 
quarters at Charleston, S. C. 

J. M. McConnell, for ten years traffic manager of the Pacific 
Coast Biscuit Company, Portland, Oregon, has been made gen- 
eral traffic manager. His supervision will include all plants of 
the Pacific Coast Biscuit Company in principal cities of the 
Pacific Coast, and his offices will remain in Portland. 

W. D. B. Ainey, president of the National Association of 
Railroad and Utilities Commissioners, has announced the ap- 
pointment of the following state commissioners as members of 
the executive committee of the association for 1925: A. G. Pat- 
terson, Alabama, chairman (ex officio); Joseph B. Eastman, 
Washington, D. C.; R. Hudson Burr, Florida; J. J. Murphy, South 
Dakota; Henry G. Wells, Massachusetts; 


; Frank Milhollan, North 
Dakota; Clarence E. Gilmore, Texas; Sherman T. Handy, Mich- 


igan; James S. Benn, Pennsylvania; Wm. A. Prendergast, New 
York; H. G. Taylor, Nebraska; Wm. T. Lee, North Carolina; 
Wm. D. B. Ainey, Pennsylvania (ex officio); J. F. Shaughnessy, 
Nevada (ex officio), and James B. Walker, New York (ex officio). 
F. G. Frieser, traffic manager of the Fleet Corporation, left 
March 14, for the United Kingdom and Europe to investigate 
traffic conditions there. He will be gone for about two months. 
F. E. Studebaker has been appointed district freight and 
passenger agent of the Union Pacific at Aberdeen, Wash. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Erie held its annual banquet at the Law- 
rence hotel March 12. W. D. B. Ainey, chairman of the Public 
Service Commission of Pennsylvania, and S. A. Thompson, sec- 


retary, National Rivers and Harbors Congress, were the 
speakers. 
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The Traffic Club of Memphis met at luncheon March 9. 
Members of the club attended the banquet of Safety Councils 
from 75 cities, held at Memphis, March 13. 





The Traffic Club of St. Louis met at luncheon March 9. The 
club was host to nine mayoralty candidates. 





The Cincinnati Traffic Club will hold its monthly meeting, 
March 16, at the Gibson Hotel. Henry Bentley, president of the 


board of directors, the city charter committee, will be the 
speaker. 





The Transportation Club of St. Paul met at luncheon March 
10. C. A. Cairns, passenger traffic manager, the Chicago & 


Northwestern, spoke on “A Hop, Skip and a Jump Through 
Europe.” 





The Portland (Ore.) Industrial Traffic Club held.its monthly 
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meeting at the Multnomah Hotel March 2. One of the clup 
members, R. J. Knott, traffic manager of the Western Pine Map. 
ufacturers’ Association, spoke, telling of his appearance be fore 
the House committee on the Gooding bill. 





The Bridgeport Traffic Association will hold a meeting, 
March 16, at the University Club. E. G. Buckland, vice-president 


of the New Haven, will speak on “Influence of Transportation op 
Civilization.” 





The Milwaukee Traffic Club will hold its “Spring Round-Up” 
in the Plankinton Skyroom March 23. J. H. Beek, executive 
secretary, the N. I. T. L., will speak on “The Regulation of Rail- 
roads by Orderly Procedure or by Popular Clamor. Which?” 
and C, A. Cairns, P. T. M., the Chicago & Northwestern, will 
talk on “A Hop, Skip and a Jump Through Europe.” 





The Traffic Club of Oklahoma City will hold a banquet in 
honor of the corporate commissioners and members of the rail- 
road rate department, in the Chamber of Commerce dining room, 
March 16. Speakers will be Fred Capshaw, member of the Cor- 
porate Commission, and Paul A. Walker, counsel, Corporate 
Commission. 

The San Antonio Traffic Club met at luncheon at the St. 


Authony Hotel March 12. John B. Carrington spoke on “San 
Antonio Trade Routes.” 





The Traffic Club of New England will hold its monthly meet- 
ing at the Copley-Plaza March 17. Albert A. Northrop, engineer, 
will speak on “Power,” a talk to be illustrated by moving pic- 
tures and slides. The other speaker will be Robert L. Calkins, 
freight claim agent, New York Central. The meeting will be a 


joint one with the Eastern Claim Conference, which meets in 
Boston at that time. 


The Junior Traflic Club of Chicago held its monthly meeting 
in the rooms of the Traffic Club of Chicago March 5. G. P 


Bamber, car distributor, the C. M. & St. P., spoke on “Car Dis- 
tribution.” 





The Richmond Traffic Club met March 9. Professor R. B. 
Harris, of the University of Richmond, spoke on ‘“Transporta- 
tion. President W. C. Hull and Vice-President J. F. Ryland 
were authorized to represent the club at the meeting of the Asso- 
ciated Traffic Clubs of America at Kansas City, April 15 and 16. 





The Transportation Club of Louisville will hold a St. Pat- 
rick’s Day buffet luncheon and smoker March 17. J. Van Dyke 
Norman, attorney, will speak on, “Is the Commerce of the Coun- 
try Being Placed in a Transportation Strait-Jacket?” 





The Traffic Club of Wichita held its “Kansas City Night” 
March 12. Speakers were C. W. Miller, president of the Kansas 
City Traffic Club, and Vice-President A. W. Mackie of the Kan- 
sas City Traffic Club. W. P. Kemper, receiver and president of 


the “Orient,” spoke on, “My Railroad.” The club held a luncheon 
at the Hotel Broadview the same day. 





The Rochester (N. Y.) Chamber of Commerce, together with 
the Rochester Chapter of the American Institute of Banking, gave 
a dinner in honor of Albert H. Harris, chairman of the finance 
committee, the New York Central, March 3. Dr. Rush Rhees, 
president of the University of Rochester, introduced Mr. Harris, 
and President Patrick E. Crowley, New York Central, spoke in 
appreciation of the guest of honor. Mr. Harris spoke on “The 
Railroads in 1925.” He said there was some need for limited 
government regulation of the roads in order that public confi 
dence in the carriers might be maintained. He said that it had 
come to be recognized that the welfare of the railroads was of 
national concern and that the country was really proud of its 
efficient transportation. He said legislation should go no fur: 
ther than was necessary for the protection of the public—it 
should not be restrictive. He also spoke of the benefits of con- 
solidation and said that the utilization of all facilities of the rail- 
roads, which would be brought about by grouping, would result 
in a benefit to the public as well as to the roads. 





Mayor William E. Dever, of Chicago, will address the Traffic 
Club of Chicago at a luncheon meeting in the Ball Room of the 
Hotel LaSalle next Friday. 


CHANGES IN DOCKET 


Hearing in Finance No. 3706, excess income of the Duluth 
& Iron Range R. R. Co., assigned for March 12, at Washington, 
D. C., before Examiner Sweet, was postponed to a date to be 
hereafter fixed. 

Hearing in I. and S. No. 2349, brick from Nashville, Ten. 
to Paducah, Ky., assigned for March 9, at Nashville, Tenn., be 
fore Examiner Smith, was canceled. 
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WETZEL DROP FRONT TARIFF FILES 


(PATENTED) 


Don’t Put Things Off — 
Put Them Over! 


A word to the wise is sufficient 
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Write us for information. 





P. A. Wetzel Company 


A Stack of Wetzel Drop Front Tariff File Sections Manufacturers 
(Measuring outside 45 inches wide, 57% inches high and 13 inches deep) 


This outfit can be obtained with the same sized drawers throughout SPRINGFIELD, ILLINOIS 


Start with any number of sections and build up as your requirements grow. 





THE GIST’ OF TRAFFIC 


IN ONE VOLUME 














A complete reprint of Professor Huebner’s splendid 
traffic lessons, printed from new plates and attrac- 
tively bound. 


If you are starting a traffic library, here is a corner- 
stone around which to build it. If you already have 
one, here is a valuable addition. 














Three hundred pages, size 614 by 914 inches—over 
150,000 words; 16 plates and maps; numerous charts 
and tables. 




















Price: $3, postpaid (20% discount to subscribers 
for THE TRAFFIC WORLD). 













































































































































Only 1,000 copies made. Order at once. 

































































































































































THE TRAFFIC SERVICE CORPORATION 


Merchandise Department 418 S. Market Street, Chicago, IIl. 
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COAL TARIFFS FILED 


The Traffic World Washington Bureau 


The Norfolk & Western, Chesapeake & Ohio and the Louis- 
ville & Nashville have filed tariffs, effective March 23, under 
sixth section permits issued to them some time ago (Traffic 
World, March 7, p. 609), applicable to coal from mines on their 
rails to the near northwest, particularly points in Iowa, as for 
illustration, Davenport, Marengo and Grinnell. The tariffs are: 
L. & N., A-15580; C. & O., 10058; and N. & W., 3052-B. 

Contrary to the thought among many of those interested, 
the tariffs were filed to become operative at the earliest possible 
time after the issuance of the permits and not, as many thought, 
after the end of the coal year, on March 31. The new rates, 
therefore, will affect such volume of the contract tonnage as may 
have to be shipped after March 23. In view of the early date, 
comparatively speaking, on which the tariffs become operative, 
it is taken as probable the volume of coal moved just prior to 
March 23 will be somewhat larger than it would have been had 
the effective date been set after the end of the coal year. 

These tariffs constitute part of the foundation upon which 
the carriers in interest will do their fighting about origin dif- 
ferentials, which, before the men of the Commission who will 
have to handle the controversy, intervened in behalf of orderli- 
ness, threatened to produce an old-fashioned rough and tumble 
rate fight. The fight will take place but it will be in such form as 
will enable the Commission to make a decision with the mini- 
mum amount of tariff and traffic data to consider. 


I. C. ENDS TRANSIT CASE 


The Trafic World Washington Burean 
The Illinois Central has obtained sixth section permission, 
No. 71,262, to cancel, on five days’ notice, in its entirety, its 
I. C. C. E-1649, now under suspension in I. and S. No. 2314. 
That tariff publishes rates, rules and regulations to govern 
coking, in transit, of coal, at stations in Alabama, around 
Birmingham. The Illinois Central proposed, in the case of 
coke forwarded from the named stations, to absorb specified 
amounts of the inbound rates on coal turned into coke, pro- 
vided the coke was moved out over the Illinois Central. The 
absorptions would be equal to the rates paid by the shippers 
of coke on the coal from the mines to the coke ovens, thereby 
enabling ovens that could be reached by the Illinois Central to 
ship over its rails at a cost no higher than over the rails of 
carriers on which the mines and the ovens were both located. 
A hearing was had on the suspended tariff at Louisville 
on February 2 by Examiner J. Edgar Smith but no report was 
made thereon. The Illinois Central did not say why it had 
decided to cancel its effort to establish transit. There was 
much interest in the matter because there has been much 
thought devoted to plans and suggestions for establishing tran- 
sit so that coal could be stopped in transit, turned into coke 
and the product forwarded to destination. Broadly speaking, 
no carrier has devised any satisfactory scheme of that sort 
and cancellation of the Illinois Central tariff means there 
will be no advance in the matter by reason of its publication 
and a threshing out of the questions raised by it. 
Among the questions raised was as to the right of a carrier 


to absorb charges of another that were not plainly switching 
charges. 


UNCONTESTED FINANCE CASES 


The Interstate Railroad Company has been authorized to 
issue $183,200 of capital stock, consisting of 1,832 shares of 
the par value of $100 per share, and to sell it at par. 

The Seaboard Air Line has been authorized to issue and 
to pledge and repledge from time to time until and including 
June 30, 1927, $1,500,000 of first and consolidated mortgage 
bonds, as collateral security for short term notes. 


GREAT LAKES BOARD MEETS: 


Reports submitted at the meeting of the Great Lakes 
Regional Advisory Board at Lansing, Mich., March 10, indicated 
that traffic conditions in the territory were good and that no 
congestion prevailed. Shipping demands and transportation 
facilities were at an approximate balance, it was said. 

Sherman T. Handy, of the Michigan Public Utilities Com- 
mission, assured the shippers that the commission stood ready 
to discuss and act on all problems, just as the railroads were 
doing. The report of R. W. Edwards, district manager, car 
service division, A. R. A., showed that railroad equipment was 
in good order and that there was a surplus of cars and loco- 
motives. He said the terminals at Toledo, Detroit, and Cleve- 
land had been kept open and operating efficiently despite the 
fact that a large volume of business had been moved. 


The commodity committee reports showed that industries 
were getting adequate transportation service and that trade 
conditions of the industries were good. Several commodity 
committees, such as those for paper, sugar and sugar beets, 
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automobiles and automobile accessories, reported gains ip 
loading. 

A resolution was adopted, setting forth the need for parti- 
cipation by the American Railway Express in regional board 
work and that there was an urgent demand for express repre- 
sentation. A resolution was also adopted requesting that not 
less than 72 hours’ notice be given prior to placing in effect 
any embargo on perishable freight. 


The board will hold its next, the annual meeting, at Toledo, 
June 9. 


FINANCE APPLICATIONS 


The Cowlitz, Chehalis & Cascade Railway of Washington 
has applied to the Commission for approval of a proposed new 
first and refunding mortgage and the issuance at this time 
of $729,000 of bonds out of a total authorized issue of $1,000,000 
of bonds under the mortgage. The mortgage will be placed 
on the property, the applicant said, for the purpose of financing 
an extension of the road, for refunding an outstanding bond 
issue of $284,000, and to meet a government loan of $45,000. 
The company said the bonds would be exchanged or sold at 
par without discount or other expense. The company will sell 
$445,000 of the bonds at par on a pro rata basis to the Chicayo, 
Milwaukee & St. Paul, Northern Pacific, Oregon-Washington 
Railroad & Navigation Company, and the Great Northern. ‘The 
proposed extension will be 14 miles long and will form a con- 
nection with the main line at LaCamas, Wash. 

The Sacramento Northern Railway has applied for authority 
to issue and sell all its capital stock, consisting of 10,000 shares 
of the par value of $100 a share, and to sell the 9,950 shares 
thereof not heretofore subscribed by the original incorporators 
to the Western Pacific Railroad Company for the full par value 
thereof, and to deliver the remaining 50 shares to the incor 
porators. The applicant also asked for authority to assume the 
indebedness of the Sacramento Northern Railroad Company. 
The applicant was organized by the Western Pacific to take 
over the properties of the railroad company. 

The Ann Arbor has applied for authority to issue nominally 
$931,500 of improvement and extension mortgage 6 per cent 
bonds. The bonds will be held in the treasury of the company 
subject to the further order of the Commission. 


COAL PRODUCTION AND SHIPMENT 


“The production of soft coal continues to decline steadily,” 


says the Geological Survey in its current coal report, which, in 
part, follows: 


Preliminary estimates based on the 153,825 cars loaded place the 
total output in the final week of February at 8,831,000 net tons, a 
decrease of 633,000 tons, or nearly 7 per cent. Partial observance 
of the Washington’s birthday holiday was responsible for a part of 
the loss, but as loadings on the other days of the week were much 
less than in the week before, it now appears that the market softened 
considerably. 

Preliminary telegraphic reports on loadings on Monday and Tues- 
day of the week (March 2-7) show recovery as compared with the 
corresponding days of the week before, but the total for the two 
days was appreciably less than on February 16-17. It appears, there- 
fore, that the trend of output is still downward, 

The production of anthracite declined sharply in the week ended 
February 28. Using as a basis the number of cars loaded, and in- 
cluding allowances for mine fuel, local sales and washery and dredge 
production, it is estimated that the total output was 1,605,000 net 
tons, a decrease of 233,000 tons, or nearly 13 per cent. Production 
was somewhat interrupted by the occurrence of Washington's birth- 
day, but examination of the figures of daily loadings indicates that 
a lower rate of output prevailed throughout the week. Compared 
with the corresponding week a year ago, there was a decrease of 
261,000 tons. 

Cumulative production during the present coal year stands at 
81,150,000 tons, a decrease when compared with the corresponding 
period of the coal year 1923-24 of approximately two and a half mil- 
lion tons. 

Dumpings of bituminous coal at Hampton Roads in the last week 
of February dropped sharply from the high level of the preceding 
week. The total quantity handled was 403,600 net tons, a decrease 
of 69,993 tons, or 15 per cent. The principal feature of the decline 
was a decrease of 53,918 tons in cargoes consigned to New England. 
Dumpings for the ‘other coastwise” trade were 13,215 tons less than 
in the week before. Exports remained practically unchanged. 

Cumulative dumpings during 1924 to date stand at 3,397,368 tons, 


an increase over the corresponding periods of 1924 and 1923 of 262,384 
tons and 593,304 tons, respectively. 


A. R. A. ANNUAL BULLETIN 


The car service division of the American Railway Asso- 
ciation has issued its annual bulletin for 1924. It. said the 
bulletin was issued as a statistical digest of related economic 
and transportation factors applied to the movement of the 
country’s production in 1924. 

“A careful analysis of the trend of transportation factors. 
production prices and shipments has been made to serve as 4 
background of business and railroad conditions and to give 
individual railroads and shippers a competent guide, statistical 
reference and index to industrial and agricultural activity, 
together with the performance of railway transportation i2 
1924,” the car service division said: 


The bulletin is replete with charts and graphs illustrating 


the statistics used. Totals as to freight loading, etc., used in 
the bulletin have been published heretofore. 
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The BURLINGTON’S Strategic 


Position in Relation to Industrial 
Development in the Mid-West 


Raw materials, transportation, power and markets are the four 
cornerstones upon which the whole structure of modern business is built. 


Nowhere are these fundamental factors found in more perfect relationship —nowhere the 
forces of supply, production and demand better coordinated—than in the great Central West, 
the thousand mile midsection of the United States which lies between the Great Lakes and 
the Rocky Mountains. 


Denver, marking one end of this territory, is the gateway through which moves eastward 
the minerals, the timber and the oil of the west. 


The great cities along the Missouri River—Sioux City, Omaha, St. Joseph, Kansas City—are 
the market centers for the cattle, sheep and grain of Wyoming aad Montana, for Nebraska’s corn 
and hogs, Kansas wheat, oil from Texas and Oklahoma, just as the cities along the Mississippi 
River from Minneapolis and St. Paul to St. Louis are the manufacturing and distributing points 
for the regional products of the Northwest, the Dakotas, lowa, Missouri and the Southwest. 


Chicago, Peoria and St. Louis marking the eastern boundary of this area are the super- 
markets and great cross-roads cities between all the East and all the West. 


Coal is mined in many localities throughout this broad section of the country — from 
Southern Illinois to Colorado and Wyoming including Missouri and Southern Iowa and this vital 
source of power thus available without long and expensive haulage. At strategic points the rivers 
have been harnessed for the generation of cheap and abundant electric power. 





How the lines of THE BURLINGTON form a natural, logical and 
The Map Shows comprehensive system of transportation serving the principal market 
and manufacturing centers of this region and their rich trade territories and sources of raw materials. 


THE BURLINGTON is amply equipped to meet all traffic demands. It is 
operated with a full sense of its obligation to shippers and the traveling public. 


Industrial and other business firms which are considering the establishment of new branches or 
other means looking to expansion, are invited to make use of the facilities, advice and assistance 
of our Land and Industrial Department. 


O. F. SCUDDER E. M. WESTERVELT 


cago, Ill. Lincoln, Neb. 
Land and Industrial Commissioners 


C. E. SPENS 
Vice-President: Chicago 
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Digest of New Complaints | 





Se 


No. 15830. Sub. No. 4. The Biggs Boiler Works Co. et al., Akron, 
Ohio, vs. Director General as agent, B. & O. et al. 

Alleges that aggregate of local commodity rates was less than 
class rate charged on shipments of angles, channels, bars, beams, 
etc., from Brackenridge, Pittsburgh and other Pennsylvania points 
to Akron, Ohio. Asks reparation. 

No. 15958. Sub. No. 3. Diebold Safe & Lock Co., Canton, Ohio, vs. 
Director General as agent, B. & O. et al. 

Unreasonable rates and charges on shipments of steel articles 
from Pittsburgh and other Pennsylvania points to Canton, Ohio. 
Asks reparation. 

No. 16632. Sub. No. 1. Atlas Coal Co., et al., Kansas City, Mo., vs. 
Arkansas Valley Interurban et al. 

Unreasonable rates on coal from mines in Arkansas, Kansas, 
Missouri and Oklahoma to Kansas City, Mo.-Kans., and related 
points. Asks reparation. 

No. 16703. Sub. 1. A. F. Dechman & Co., Jacksonville, Fla. vs. Penn- 
sylvania et al. 

Charges in violation of sections 1, 2, 3 and 4 of the act on 
potatoes from points in Virginia to Jacksonville, Fla. Asks cease 
and desist order, reasonable rates and reparation. 

No. 16706. The Newsome Feed & Grain Co., Pittsburgh, Pa., vs. C. 
Cc. ¢C. & Bt. ke et al. 

Unreasonable rate on carload of ground peanut hull meal from 
Suffolk, Va., to Steubenville, O. Asks reparation. 

No. 16709. The Dewey Brothers Co., Blanchester, Ohio, vs. Hocking 
Valley et al. 

Unreasonable rates on hay from Prospect, Ohio, to Waynes- 
ville, N. Car., and from Delaware, Ohio, to the same destination. 
Asks cease and desist order, reasonable rates, and reparation. 

No. 16710. W. I. Frank Produce Cp., et al, Salt Lake City, Utah vs. 
Director General as,agent, Los Angeles & Salt Lake et al. 

Rates and charges in violation of sections 1, 4 and 6 of the 
interstate commerce act and section 10 of the federal control 
act, on carload shipments of mixed vegetables from Los Angeles, 
Calif., to Salt Lake City and Ogden, Utah, because of switching 
charges assessed at Los Angeles. Asks reparation. 

No. + i White Star Refining Co., Detroit, Mi@h., vs. Santa Fe et 
al.. 

Charges in violation of sections 1, 2, 3 and 6 of the act on lubri- 
cating oil and gasoline from points in Oklahoma and Kansas to 
Detroit, Mich. Asks reparation. 

oo "aes Roswell Auto Co., Roswell, New Mexico, vs. Santa 

e et al. 

Unreasonable charges on automobiles from Omaha, Nebr., to 
Roswell, N. M. Asks reparation. 

No. 16713. N. Wood Mosaic Co., Inc., Louisville, Ky., vs. L. & N. 

Unreasonable rates, on logs from points in Tennessee and Ken- 
tucky, to Louisville, Ky., for manufacture into lumber and veneer 
and reshipped beyond and entitled to application of transit rates. 
Asks reparation. 

No. 16714. S. Bender Iron & Supply Co., Shreveport, La., vs. Kansas 
City Southern et al. 
Unreasonable rates and charges on iron pipe from Oil City, 
La., to Smackover, Ark. Asks cease and desist order, rate no 
higher than 30 cents, and reparation. 
No. 16714. Sub. No. 1. S. Bender Iron & Supply Co., Shreveport, 
La., vs. St. Louis Southwestern et al. 

Unreasonable rates and charges on iron pipe from Plain Deal- 
ing, La., to Norphlet, Ark. Asks cease and desist order, rate no 
higher than 25 cents, and reparation. 

No. 16714. Sub. No. 2. Smitherman & McDonald, Inc., Haynesville, 
La., vs. Louisiana & North West. 

Unreasonable rates on iron pipe from Haynesville, La., to Mc- 
Neil, Ark., and from Homer, La., to McNeil, Ark. Asks cease 
and desist order, rate no higher than 13 cents from Haynesville 
and no higher than 15 cents from Homer, and reparation. 

No. 16714. Sub. No. 3. Same vs. Same et al. 

Same complaint with respect to shipments of iron pipe from 
Haynesville to Louann, Ark. Asks cease and desist order, rate no 
higher than 21 cents and reparation. 

No. 16714. Sub. No. 4. Woodley Petroleum Co., Shreveport, La., vs. 
Same et al. : 

Unreasonable rate on iron pipe and from Athens, La., to Smack- 
over, Ark. Asks cease and desist order, rate no higher than 25 
cents and reparation, 

No. 16714. Sub. No. 5. Same vs. Louisiana Ry. & Navigation Co., 
et al. 

Unreasonable rate on iron pipe from Carroll, La., to Smack- 
over, Ark. Asks cease and desist order, rate no higher than 33 
cents and reparation. 

No. 16714. Sub. No. 6 Same vs. Texas & Pacific et al. 

Unreasonable rate on iron pipe from Cavett, La., to Louann, 
Ark. Asks cease and desist order, rate no higher than 30 cents 
and reparation. 


No. 16714. Sub. No. 7. S. Bender Iron & Supply Co., Shreveport, La.,. 


vs. Texas & Pacific et al. 

Unreasonable rate on iron pipe from Gilliam, La., to Smack- 
over, Ark. Asks cease and desist order, rate no higher than 30 
cents and reparation. 

No. 16715. National Silica Co. et al., Oregon, Ill., vs. Wabash et al. 

Charges on flint brick and flint pebbles from New York and 
other ports of entry on Atlantic coast to Oregon, Ottawa and 
Wedron, IIll., in violation of sections 1, 2 and 3 of the act. Asks 
cease and desist order rate of 30 cents and reparation. 

No, 16717. Texas Oil Co., New Orleans, La., vs. Texas & New Or- 
leans et al. 

Unreasonable rates on lubricating oils, lubricating greases and 
paraffine wax from Port Arthur, Tex., to points in Louisiana. 
Asks reparation. 

No. 16718. American ‘Tobacco Co., Inc., New York, N. Y., vs. Director 
General, agent, Norfolk Southern et al. 

Unreasonable rates and charges on cigarettes from Durham, 

N. C., to New York City. Asks reparation. 


No. 16719. Southern Agricultural Chemical Corporation, Atlanta, Ga., 
vs. Alabama & Vicksburg et al. 

Rates and charges in violation of sections 1 and 3 of the act on 
sulphuric acid in tank carloads from Copper Hill, Tenn., to 
Oklahoma oil refining destinations as compared with rates from 
so-called ‘‘Nashville Territory’ to same _ destinations 
from Argentine, Kans., St. Louis, East St. Louis, Denver and 
other Colorado common points and points in Texas to same 
destinations. Asks cease and desist order, reasonable and non- 
prejudicial rates and reparation. 


also 
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No. 16721. Central Railroad Company of New Jersey, New York 
N. Y,. vs. New York, New Haven & Hartford et al. / 
Petition for re-establishment of through routes and joint rate 
via New York harbor, etc. 
No. bg United Iron Works, Inc., Kansas City, Mo., vs. Santa Fe 
et al. 

Rates in violation of sections 1, 3 and 4 of the act on iron anq 
steel tanks, k. d., and steel plates, straight and mixed carloads, 
from St. Louis, East St. Louis, South Chicago and Granite City, 
Tll., Indiana Harbor and Gary, Ind., Steubenville, Youngstown and 
Wheeling, Ohio, Rankin, Franklin, Johnstown and Pittsburgh, 
Pa., to Arkansas City, Kans., and fabricated at Iola, Kans, 
Asks cease and desist order, reasonable rates and reparation, 

No. 16724. Manassa Timber Co., St. Louis, Mo., vs. L. & N. et al, 

Demurrage charges in violation of sections 1 and 6 of the act 
on shipments of yellow pine lumber from Lugo, Ala., to Louis- 
ville, Ky., and reconsigned to Detroit, Mich., and Cambria, Il). 
Asks cease and desist order and reparation. 

No. 16725. Watters-Tonge Lumber Co., Birmingham, Ala., vs, 
Central of Georgia et al. 

Rates and charges in violation of sections 1 and 6 of the act 
on yellow pine lumber from Boyd, Fla., to Chattanooga, Tenn., 
reconsigned to Lebonon, Tenn. Asks cease and desist order and 
reparation. 

No. 16726. Chicago Live Stock Exchange et al., Chicago, IIl., vs. 
A. B. & A. et al. 

Alleges that defendants have no published through rates on live 
stock, carloads, from Chicago to points in Georgia, Alabama, 
Tennessee and Florida, assessing on such shipments rates made 
by using the sums of locals applicable via the routes used and 
that such combinations are unjust and unreasonable. Asks cease 
desist order and reasonable rates. 

No. 16727. Canton Drop Forging & Mfg. Co. et al., Canton, O., vs. 
B. & O. et al. 

Rates and charges in violation of sections 1, 2, 3 and 4 of the 
act on manufactured iron from stations in western Pennsylvania 
and points in Ohio and West Virginia to Canton and Massillon, 0. 
Asks cease and desist order, reasonable rates and reparation. 

No. 16728. Lautz Marble Corporation, Buffalo, N. Y., vs. Erie et al 

Rates in violation of sections 1, 4 and 6 of the act on im- 
ported rough marble from New York harbor points to Buffalo, 
N. Y. Ask cease and desist order, reasonable rates and repera- 


tion. 
No, 16696, Sub. No. 2. Same vs. Same. 

Same complaint and prayer with respect to iron and steel crude 
oil storage tanks, w. d., from Washington Heights, Ill., and East 
Chicago and Gary, Ind., to Clayton, Carey and Welch, Wyo. 

No. 16697. Chicago, Rock Island & Pacific et al. vs. B. & O. et al. 

Alleges that failure, neglect and refusal of defendants to bear 
the burden of and to effect delivery on the west side of the Mis- 
sissippi River of all through westbound traffic and to bear and 
pay the transfer charges for transporting the same across the 
Mississippi River at St. Louis, and West Alton, Mo., is in Viola- 
tion of the interstate commerce act. Asks ceasé and desist 
order, that defendants east side lines he reauired to pay and bear 
the transfer charges on all westbound traffic through said gate- 
ways and be required to effect delivery thereof to the west side 
lines at the St. Louis switching district and at West Alton, Mo., 
or on the west side of the river; that the defendants designated 
as the east side lines be required to provide reasonable facilities 
for operating through routes through St. Louis, East St. Louis, 
West Alton and Alton, and to make reasonable rules and resu- 
lations therefor, and reparation. 8 : 

No. 16716. C. <A. Gustafson Co., Chicago, Ill., vs. Kansas City 
Terminal et al. 

Rates and charges in violation of sections 1 and 3 of the act 
on petroleum fuel and crude oil from points in Kansas to Kansas 
City, Mo.-Kan. Asks cease and desist order, reasonable rates 
and reparation. 

No. 16720. Emery, Bird, Thayer Dry Goods Co., Kansas City, Mo., 
vs. Santa Fe et al. 

Rates and charges in violation of sections 1, 2 and 3 of the 
act on fuel, gas and crude oil from points in Kansas and in 
Oklahoma to Kansas City, Mo. Asks cease and desist order, 
reasonable rates and reparation. 

No. 16722. American Lumber & Export Co., Birmingham, Ala., vs. 
Cincinnati Northern, et al. 

Unjust, unreasonable rates on yellow pine, from Sparta, Ga., 
to Chattanooga, reconsigned to Detroit by reason of alleged error 
in reconsignment. Asks for reparation. 

No. 16729. Southwestern Milling Co., Inc., Kansas City, Mo., vs. 
Santa Fe et al. 

Alleges that defendants, pursuant to Missouri law, have pub- 
lished tariff applicable on intrastate traffic providing among other 
privileges the stopping of cars in transit, containing grain and 
grain products, partly to unload at published through rate from 
point of origin to final destination, plus $5 for such stop, while such 
privileges are withheld from complainant on interstate traffic in 
violation of sections 1, 2 and 13 of the act. Asks cease and 
desist order, reasonable rates, rules and regulations free from 
discrimination. 

No. 16730. Dixie Cotton Oil Co., Inc., Memphis, Tenn., vs. Fort Worth 
& Denver City et al. 

Rates and charges in violation of sections 1 and 4 of the act 
on cotton seed from points in Texas to Memphis, Tenn. Asks 
cease and desist order, reasonable rates and reparation. 

No. 16731. Kittoe Boiler & Tank Co., Canton, O., vs. Pennsylvania. 

Rates in violation of sections 1, 2, 3 and 4 of the act on iron 
and steel articles from Pittsburgh, Pa., and points in Pittsburgh 
rate district to Canton, O. Asks cease and desist order, reason- 
able rates and reparation. 

No. 16731. Sub. No. 1. Steel-Products Co., Cleveland, O., vs. Penn- 
sylvania. 

Same complaint and prayer with respect to iron and steel ar- 
ticles from Economy and Carnegie, Pa., to Cleveland, O. 

No. 16732. J. M. Dees, Philadelphia, Miss., vs. Mobile & Ohio et al. 

Alleges unjust, unreasonable and unjustly discriminatory, un- 
duly preferential and unduly prejudicial rates on shipments of 
horses and mules from National Stock Yards, IIll., to Philadelphia, 
Miss. Asks for reparation. 

No. 16733. George L. Burtt Co., San Francisco, Cal., vs. Southern 
Pacific et al. 

Unjust, unreasonable, unjustly discriminatory, unduly prejudi- 
cial and unduly preferential rates on potatoes from points in 
Washington to Oakland and San Frarcisco. Asks for reparation. 

No. 16738. Old Ben Coal Corporation, Chicago, Ill., vs. Alabama & 
Vicksburg et al. 

Alleges that rates on bituminous coal from complainant’s mines 
at Sesser, West Frankfort. West Frankfort Mine No. 18, Chris- 
topher, Christopher Mine No. 20, Johnson City and Buckner, IIl., 
to all coal consuming points in Michigan and Indiana and in 
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‘Employes of Missouri Pacific 
System Lines Noted for Their 
Courtesy 


RANSPORTATION service is the only commodity the Missouri 
Pacific System Lines produces and has for sale. Production of the 


very best possible service is, therefore, the abiding ambition of every 
employe of these lines. 


Missouri Pacific System Lines’ employes welcome opportunities to be 
of personal service to shippers and travelers. If you want assistance in 
selecting a route for travel or shipment—if you want a rate quoted; in 
short, if you want any information we can get for you, any Missouri Pacific 
System Line man or woman will gladly assist you. 


The motto of the entire organization is: “Whenever anyone asks for 
anything, try to find a way to give what is wanted.” 




















Our station employes and train crews are famous throughout the coun- 
try because of their uniform courtesy and spirit of helpfulness. Our dining- 
car service is daily commended by virtually every patron who uses it. 


Trainmen and Enginemen in freight and passenger service are espe- 
cially proud of their performance. They enjoy the satisfaction of providing 
a brand of service that causes shippers and travelers universally to commend 
our efforts to please. 





The System Lines are providing adequate equipment—both motive 
power and cars—and the physical property, road bed, stations, etc., is being 
constantly improved. ‘These efforts of management and men are enabling 
the Missouri Pacific to establish a standard of excellence in the production 
of transportation that is coming to be nationally recognized. 








I solicit your co-operation and suggestions. 


MISSOURI\ a : 
a \al aie President 


Missouri Pacific Railroad Company 
Gulf Coast Lines 
International-Great Northern Railroad Co. 
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Western Trunk Line territory are unjust and unreasonable, dis- 
criminatory against complainant and preferential of competitors 
in Pennsylvania, West Virginia, Virginia, Tennessee, Ohio, Indi- 
ana, Kentucky and Illinois and from Lake Michigan and Lake 
Superior docks. Asks cease and desist order and reasonable and 
non-discriminatory rates. . 

No. 16734. Davis-George Manufacturing Co., et al., Houston, Tex.. 
vs. Alabama Great Southern et al. 

Unreasonable and unauthorized rates on black plate iron from 
various interstate points of origin to Houston, Texas. Ask for 
cease and desist order, the establishment of just and reasonable 
rates and reparation. E 

No. 16735. Atlantic Rice Milling Co., et al., Beaumont, Tex., and 
elsewhere, vs. Alabama Great Southern et al. | 

Unjustly discriminatory rates on rice and rice products from 
Texas producing and milling points to Southeastern, Central 
Freight Association and Western Trunk Line territory. Ask for 
cease and desist order and rates from producing points in Texas, 
Louisiana and Arkansas as one group, and that the rates to do- 
mestic markets be blanketed. 

Buffalo, N. Y., 


No. 16736. Donner Steel Company, 
York, Chicago & St. Louis. 
Unjust and unreasonable rates on steel bars from Buffalo to 
Cleveland. Asks for reparation. ; 
No. 16736, Sub. 1. The National Shoe & Manufacturing Co., et al., 
Cleveland, O., vs. Pennsylvania R, R. Co. et al. 
Unjust and unreasonable charges on steel bars from South 
Duquesne and Pittsburgh and Wheeling to Cleveland. Ask for 


ation. 
reparation Tank & Boiler Works, Sistersville, W. 


Inc., vs. New 


No. 16736, Sub. 2. Sistersville 
Va., vs. Baltimore & Ohio 
Unjust and unreasonable rates on iron and steel articles from 

Youngstown, O., to Sistersville, W. Va. Asks for reparation. 

No. 16736, Sub. 3. The Massillon Bridge & Structural Co., Massillon, 

O., vs. James C. Davis, Baltimore & Ohio et al, 

Unjust and unreasonable rates on angles, bars, etc., from Pitts- 
burgh to Massillon, O. Asks for reparation. 

No. 16737. Pittsburgh Knife & Forge Co., Pittsburgh, Pa., vs. Penn- 
sylvania Company et al. 

Unjust and unreasonable rates on iron and_ steel articles from 
Pittsburgh to Canton, from Allegheny to Cleveland; also car 
wheels from Cleveland to Allegheny and Pittsburgh; sheet_iron 
from Canton to Allegheny, and mill rolls from Canton to Pitts- 
burgh. Asks for reparation. : 

No. 16737. Sub. No. 1. Steel City Electric Co., Pittsburgh, Pa., vs. 
Director General as agent, Pennsylvania et al. 

Unreasonable rates and chrages, in violation of section 4, on 
sheet iron black from Canton, Ohio, to Allegheny, Pa. Asks 
reparation. 

No. 16737. Sub. No. 2. Carbon Steel Co., et al., Pittsburgh, Pa., vs. 
Director General as Agent, B. & O. et al. 

Alleges that fifth class rates on shipments of steel articles from 
points in Pennsylvania to Canton, Ohio, and to Cleveland, Ohio, 
and from Canton, Ohio, to Pittsburgh, and from Cleveland to 
Allegheny, Pa., exceeded the aggregate of intermediate com- 
modity rates or the combination of local commodity rates. Asks 
reparation. 

No. 16737. Sub. No. 3. Carbon Steel Co., Pittsburgh, Pa., vs. Director 
General as agent, B. & O. et al. 

Unreasonable rates and charges, in violation of section 4, on 
shipments of steel articles from Pittsburgh to Canton and Cleve- 
land, and from Canton to Pittsburgh. Asks reparation. 

’ — The Dow Company, Louisville, Ky., vs. C. C. C. & St. L. 
et al. 

Unreasonable rates on iron and wood settees from Louisville, 
Ky., to Warm Springs, Mont. Asks reparation. 


16740. The Eugene Berninghaus Co., Cincinnati, O. vs. Chicago 
& North Western et al. 

Unreasonable rates on unfinished barber chair parts from North 
Chicago, Ill., to Cincinnati, O. Asks cease and desist order, rea- 
sonable rates and reparation. 


No. 16741. Kosmos Portland Cement Co., Kosmosdale, Ky. vs. Illinois 
Central et al. 

Rates in violation of section 3 of the act,on cement from Kos- 
mosdale, Ky., to points in Illinois, Indiana, Ohio, Pennsylvania, 
West Virginia and Michigan. Asks cease and desist order and 
non-prejudical rates. 

16742. Traffic Bureau of the Phoenix Chamber of Commerce, 
Phoenix, Ariz. vs. Santa Fe et al. 

Unreasonable rates on sugar from California producing points 
to Phoenix, Ariz. Asks cease and desist order, reasonable rates 
and reparation. 


No. 16743. F. M. Ball & Co., San Francisco, Calif. vs. Denver & Rio 
Grande Western et al. 

Unreasonable rate on canned goods from Canon City, Colo., to 
San Francisco. Asks reparation. x3 
hg oy PS end Cotton Exchange, et al., Montgomery, Ala. 
vs. L. 4 

Unreasonable charges on cotton from points in Alabama south 
of Montgomery. assembled and concentrated at Montgomery and 
reshipped to New Orleans, Mobile and Pensacola. Asks cease 
and desist order, reasonable rates and charges and reparation. 

- 16745. Fox Paper Co. et al., Lockland, O. vs. Santa Fe et al. 
Rates in violation of sections 1, 2 and 3 of the act on wrapping 
paper and various paper articles from Lockland, O., Arlington 

Heights and Rialto, O., to points in Missouri, Colorado, Iowa, 
Kansas and Nebraska. Asks cease and desist order, reasonable 
rates and reparation. 

No. 16746. Independent Slaughterers’ Traffic Assoc., et al, New York 
City, vs. New York Central et al. 

Rates in violation of sections 1 and 3 of the act on live stock 
from points in Ohio, Michigan, Indiana, Kentucky, Illinois, Ten- 
nessee, Texas, Missouri, Nebraska, Minnesota, Pennsylvania, 
Maryland and New York, to New York City, Brooklyn, Jersey 
City, Newark and other points. Asks cease and desist order, 
reasonable and non-prejudical rates, and reparation. 

No. 16747. Geo. W. Pyott Sand & Gravel Co., et al, Chicago, Ill. vs 
Santa Fe et al. 

Rates in violation of sections 1 and 6 of the act on sand and 
gravel from points in Illinois and Wisconsin to points in the Chi- 
cago district. Asks cease and desist order, reasonable rates, and 
reparation. 

No. 16747, Sub. No. 1. 


No. 


No. 


American Sand & Gravel Co., Chicago, IIl., vs. 


Belt Railway of Chicago et al. 

Same complaint and prayer with respect to sand and gravel 
= points in the Chicago district and destinations in Wis- 
consin. 

No, 16747, Sub. No. 2. Atwood Davis Sand Co. et al, Chicago, IIl., vs. 
Chicago and North Western et al. 
Same complaint and prayer with respect to shipments of sand 
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and gravel from points in Wisconsin and Illinois to Chicago 
points, 

No. 16748. The M. Hamm Co., Washington Court House, Ohio, ve 
B. & O. et al. : 


Rates and charges in violation of sections 1 and 3 of the act op 
sulphuric acid from La Salle, Ill., to Washington Court House 


— Asks cease and desist order, reasonable rates, and repara’ 

on. 

No. 16749. Williams-Thompson Co., Atlanta, Ga., vs. Atlanta & Wes 
Point et al. 


Alleges that defendants are attempting to evict complainant 
from terminal building in Atlanta and that if complainant is 
evicted unjust, unfair and unlawful discrimination against com. 
plainant will result. Asks cease and desist order, and that de. 
fendants be required to furnish like terminal facilities and aq. 
vantages to all shippers similarly situated without discrimination 
16750. National Poultry, Butter & Egg Association et al., Chicago, 
Iil., vs. Aberdeen & Rockfish et al. : 

Unjust and unreasonable rates on live and dressed poultry 
butter, eggs in the shell, and frozen eggs, in straight or mixed 
carloads, both in their application to pionts within western trunk 
line territory and as factors or portions of the through rates from 
points of origin in western trunk line territory to destinations 
in official classification territory east of the Illlinois-Indiana state 
line, and also between other points. Asks cease and desist order, 
just and reasonable rates, and reparation. 


PACIFIC CAR DEMURRAGE 


The report of the Pacific Car Demurrage Bureau for Janu. 
ary, 1925, shows 16,112 cars held overtime—a percentage of 
07.60—as against 18,832 cars—a percentage of 08.56—for Janu. 
ary, 1924. 


No. 











INTERLOCKING DIRECTORATES, ETC. 


Guy E. Mauldin has been authorized to hold the office of 
secretary of the Sievern & Knoxville Railroad Company in addi- 
tion to positions previously authorized. 

Charles S. Shepard has been authorized by the Commission 
to hold the office of director of the Seaboard Air Line Railway 
Company. 


NEW ENGLAND CAR DEMURRAGE 


The New England Demurrage Commission reports, for 
January, 1925, 216,539 cars, with an average detention of 1.58 
days, a percentage of 86.1 cars released in free time, and 
$102,879 demurrage assessed, as against the following figures 
for January, 1924: 220,447; 1.57; 87.1; and $112,371. 


CIVIL SERVICE EXAMINATION 


The United States Civil Service Commission announces 
the following open competitive examination: Senior Accountant 
and Auditor, $3,300; Accountant and Auditor, $3,000; Associate 
Accountant and Auditor, $2,700; Assistant Accountant and Audi- 
tor, $2,400; Principal Accountant and Auditing Assistant, $2,100. 
The examinations are to fill vacancies in the Bureau of Accounts 
and the Bureaus of Valuation, Interstate Commerce Commission. 

The Civil Service Commission also announces the follow- 
ing open competitive examination: Engineer (Civil), $3,800; 
Associate Engineer (Civil, Electrical, Mechanical, Signal), 
$3,000; Assistant Engineer (Civil, Electrical, Mechanical, Sig- 
nal), $2,400. The examinations are to fill vacancies in the 
Bureau of Signals and Train Control Devices and the Bureau 
of Valuation, Interstate Commerce Commission. 


DRESSED POULTRY EXPRESS RATES 


Express rates on dressed poultry, moving from points in 
the southwest to destinations in the east, are attacked in docket 
16400, the National Poultry, Butter and Egg Association against 
the American Railway Express Company, heard before Exam- 
iner Hunter at Chicago, March 9. 


W. M. O’Keefe, for the complainant, entered testimony 
tending to show that, prior to June 1, 1924, the rates on butter, 
eggs, and dressed poultry were the same from origin poiuts 
involved, but, as a result of the Commission’s éxpress rate 
investigation, the rates on butter and eggs were reduced June 
1, 1924, leaving a disparity between those commodities and 
dressed poultry. It was his contention that the rates on all 
three commodities should be the same, since it was common 
practice to make them so. He testified that freight rates on 
these commodities were more nearly the same, and that the 
dressed poultry rate was lower, if anything, than that on butter 
and eggs. 


G. S. Lee, for the American Railway Express Compary, 
testified that it was the position of the defendant that the only 
changes in the rates had been brought about by orders of either 
the Director-General or the Commission and, therefore, the de 
fendant had acted properly in establishing the rates. He said 
he did not believe the comparison between butter and vg88 
and dressed poultry to be wholly proper, for the reason that 
the Commission had established the lower rates on butter and 
eges because the traffic was in need of stimulation. Dressed 
poultry movement, on the other hand, he said, increased from 
1921 to 1923 on the existing rates. There was a decline in the 
traffic in 1924, he said, due to a poor market in the east and 
to improved freight service. 
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‘United StatesGovernment Freight Services 
From Atlantic Coast and Gulf Ports 
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BLACK DIAMOND S. S. CORP. 
67 Exchange Place New York City 
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MUNSON STEAMSHIP LINE 
67 Wall Street, New York City 


Managing Operators 


AMERICAN INDIA LINE 


| cOLOMBIAN STEAMSHIP CO., (Inc.) 
| 17 Battery Place New York City 


MISSISSIPPI SHIPPING CO., (CIinc.) 
New Orleans, La. 
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Note. items In the Docket marked with an asterisk (* are new 


having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


March 16—Port Townsend, Wash.—Public Works of the State of 
Washington: 

Finance No. 4432—In the matter of the joint application of the Port 
Townsend Southern R. R. Co. and the Port Townsend & Puget 
Sound Ry. Co. for authority to abandon a line of railroad between 
Discovery Junction and Quilcene, Jefferson County, Wash. 

March 16—Indianapolis, Ind.—Examiner Fuller: 

15230—E. Rauh & Sons Fertilizer Company vs. A. C. & Y. Ry. et al. 
March 16—Argument at Washington, D. C.: 

16164—Natchez Freight and Traffic Bureau vs. Mo. Pac. R. R, et al. 
March 16—Washington, D. C.—Examiner Law: 

Finance No. 3896—Excess income of the Red River & Gulf Railroad. 
March 16—Argument at he zx Ge 

15715—R. C. Jackman and O. Jackman, co-partners trading un- 
a _ ores of Bowersock pie and Power Company, vs. Santa 

e et a 
March 17—Argument at Washington, D. C.: 

Fourth Section App. No. 12628—Filed by "Agent E. B. Boyd. 

Fourth Section Apps. Nos. 1895 and 1896—Filed by ‘Agent W. H. 
Hosmer. 

March 17—Washington, D. C.—Examiner Gibson: 

Val. Dkt. No. 351—In re tentative valuations of the properties of 
Grand Rapids & indiana Ry. Co. and Cincinnati, Richmond and 
Fort Wayne R. R. Co. 

March 17—Argument at Washington, D. C.: 

15000—Sioux Falls Live Stock Exchange et al. vs. Santa Fe et al. 
March 18—Argument at Washington, D. C.: 

15146—Holland Furnace Company vs. Santa Fe et al. 
ore yoy ee Ind.—Examiner Fuller: 

1. & S. No. 2306—Crushed stone between Indiana and Illinois points. 

I. — S. No. 2307—Sand and gravel between Indiana and Illinois 
points. 

March 18—Washington, D. C.—Examiner Pattison: 
Val. Dkt. No. 323—In re tentative valuation of the property of the 


om a Western Railroad & Navigation Company. (Further 
earin 


) 
March a at Washington, D. C.: 
15607—Holland Furnace Company vs. Pere Marquette Ry. 
March 19—Washington, D. C.—Examiner Kelly: 
Val. Dkt. No. 216—In re tentative valuation of the property of 
Northern Alabama Railway Company (further hearing). 
a, Wash.—Examiner Faul and Commissioner Camp- 
ell: 
1. — S. No. 2329—Transit rules on grain at points in the north- 
wes 
March 19—York, Pa.—Chairman Aitchison and Examiner Beach: 
11455—Manufacturers’ Association of York, Pa., vs. P. R. R. et al. 
(further hearing). 
March 19—Argument at Washington, D. 


Cs 
15208 (and Sub. Nos. 1 and 2)—The Barrett Company vs. N. C. & 
St. L. Ry. et al. 
16174—Somerville Iron Works vs. Long Island R. R. et al. 


15808—Tobacco Merchants’ Association of the United States vs. P. 


R. R. et al. 
March 19—Washineton, D. C.—Examiner Turner: 
Finance No. 3778—Excess income of the Jonesboro, Lake City & 
Eastern Railroad Company. 
March 20—Washington, D. C.—Examiner Brown 
* Finance No. 4582—In re application of Norfolk & Western Ry. 
for a certificate of public convenience and necessity authorizing 


the acquisition of the railroad and bridge of the Mermit-War- 
field Bridge Company. 


* Finance No. 4583—In re application of Norfolk & Western Ry. 


for authority to acquire control, by lease, of the railroad of the 
Buck Creek Railroad Co. 


March 20—Chicago, IIl.—Examiner Disque: 
1. and S. No, 2353—Grain and grain products from C. F. A. points 
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March 20—Indianapolis, Ind.—Examiner Fuller: 
16250—Indiana State Chamber of Commerce vs. B. & O. R. . et al, 
16296—Terre Haute Chamber of Commerce vs. B. & O. C. T. R. R. et al. 

March 20—Argument at Washington, D. C.: 

15360—Board of Trade of Kansas City, Mo., vs. Alexandria & West. 
ern Ry. et al. 

March 21—Washington, D. C.—Examiner Davis: 

* Finance No. 4616—in re application of the Elkhart & Santa Fe Rajj- 
way Company for authority to construct a line of road in Texas 
and Cimarron Counties, Okla. 

* Finance No. 4678—In re application of the A. T. & S. F. Ry, Qo, 
for authority to acquire control of the Elkhart & Santa Fe Ry 
Co. by the purchase of capital stock and to lease the railroal 
of tHat company. 

March 23—Washington, D. C.—Examiner Gibson: 

* Val. Dkt. No. 340—In re tentative valuation of the Buffalo & Sus- 
quehanna Railroad Corporation. 

March 23—Portland, Ore.—Commissioner Campbell and Exam. Faul: 

14787—Wool Rates Investigation, 1923. 


as > Wool Trade Association vs. Arizona & New Mexico 
yeta 
(Further hearing). 
March 23—Grand Junction, Colo.—Examiner Flynn. 
* 15079—Hunter Brothers Mercantile Co. et al. vs. Amer. Ry, Ex- 
press Co. 
March 23—Indianapolis, Ind.—Examiner Fuller: 
16496—National Car Company vs. Santa Fe et al. 
March 23—Washington, D. C.—Examiner Kelley: 
Val. Dkt. No. 106—In re tentative valuation of the property of 
Chicago, Milwaukee & Gary Railway Company. 
March 23—Washineton, D. C.—Examiner Law: 
Finance No. 3811—Excess income of the Louisiana & Northwest 
Railroad Company. 
March 23—Argument at Washington, D. C.: 
15608—F. & O. Cedar Works, Ltd., vs. N. C. & St. L. Ry. et al. 
15769—Joseph Dixon Crucible Co. et al. vs. P. R. R. et al. 
15837—Colgate & Company vs. P. R. R. et al. 
March 24—Indianapolis, Ind.—Examiner Fuller: 
15530—Claude C. Winkler vs. A. F. & G. R. R. et.al. 
March 24—Argument at Washington, D. C.: 
15799—The Triad Corporation vs. Central of Georgia Ry. et al. 
March 25—Indianapolis, Ind.—Examiner Fuller: 
—e State Chamber of Commerce vs. Ann Arbor R. R. 
et a 
March 25—Argument at Washington, D. 


C.: . 
.15159—Galveston Commercial ‘Association et al. vs, 
Southern Ry. et al. 
* 14498—Ragland Coal Company vs. Virginian Ry. et al. 
* 14831—Winding Gulf Colliery Company vs. C. & O. Ry. et al. 
* 15270—A. Spates Brady vs. B. & O. R. R. et al. 
March 26—Chicago, Ill.—Examiner Disque: 


l. and S. No. 2306—Crushed stone between Indiana and _ Illinois 
points. 


l. and S. No. 2307—Sand and gravel between Indiana and [IIlinois 
points. (Further hearing. (Joint with Illinois Commerce Com- 
mission). 

March 26—Washington, D. C.—Examiner Law: 

Finance No. 3756—Excess income of the Guif & Sabine River R. R. 
Co. 

March 26—Washington, D. C.—Examiner Turner: 

Finance No. 3906—Excess income of the St. Joseph Beit Railway 
Company. 

March 27—Argument at Washington, D. C.: 
14392—Public Service Commission of Oregon vs. 
Ry. Co. et al. 

March 30—Chicago, Ill.—Examiner Disque: 

* 15686—American National Livestock Association vs. Santa Fe et al. 

* 16113—Oklahoma City Livestock Exchange et al. vs. Santa Fe et al. 

* 16131—Healy & Company et al. vs. Santa Fe et al. 

March 30—Argument at Washington, D. C.: 


Abilene & 


Central Pacific 





to Aurora, Garrettsville and Mantua, O. 


Pacific Ry. et al. 


15759—-The Walla Walla County Farm Bureau et al. vs. Northern 


DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 


AMERICAN FREIGHT BUREAU 


160 Nassau Street New York, N. Y. 
Established 16 Years 


Trafic Managers Interstate Commerce Cases 
Rate ilation Exhibits and Comparisons 
Freight Bills Audited © Overcharge, Demurrage, 
Routing and Tracing Loss and Damage Claims 


CASEY & LEARNED, Inc. 


Bonded 
Transportation Specialists 
Interstate Congeem, rate compilations, car 


—- rates and rou a export and import 
loss 8, rate surveys, 


cpalyale and adjustments. Every department in 
charge of specialists. 
TRANSPORTATION BLDG., CHICAGO, ILL. 


CHARLES E. BELL 


TRAFFIC ANALYST 
TRAFFIC ANALYSES Ali T 
RATE SURVEYS 
RATE COMPARISONS 
RAILWAY STATISTICS 
EXHIBITS PREPARED 
630-632 Transportation Building Oakland 

Washington. D. C. Bank of Italy Bldg. 


General Freight Service Association 
Traffic and Transportation Specialists for Shippers 
Laclede Gas Light Bidg., St. Louis, Mo. 
furelabed, Camplete trate deps depertment scrvice. Frelght 
and demurrage bills audited. Grerch arge, Loss and Dam- 


age Claims settled. Car tracing rts. Rates and 
routes furnished. a any St. | ational Bank. 


BISHOP & BAHLER 


TRAFFIC MANAGERS 


raffic and Transportation Matters 
Interstate Commerce and State Commission Cases 


E. W. HOLLINGSWORTH 


Commerce Attorney 


San Francisco 
127 Montgomery Street 


YOUR ANNOUNCEMENT 
in this directory for 52 consecutive 
issues will cost less than first class 
postage to mail a single communi- 
cation to each one of our readers. 
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American __ 
Oelsocla VEE Die 


President Grant—One of the five sister ships—showing cargo handling —— 
especially designed for rapid handling from lighters on both sides of vessel. 


SEATTLE TO THE ORIENT 


A fast Trans-Pacific freight and passenger service 
between 


Puget Sound and Yokohama, Kobe 


Shuatiek Hong Kong and Manila 


An American Line operated for American shippers over 
the shortest, fastest route to the Orient. 


Yokohama, Kobe, Shanghai, Hong Kong, Manila 


*PRESIDENT McKINLEY .. ‘ ..March 28 
*PRESIDENT JEFFERSON.................. April 9 
*PRESIDENT GRANT..... ene ee 
*PRESIDENT MADISON.....................-May 3 
*PRESIDENT JACKSON.......... ee 


* Refrigeration Service 
Direct Freighter Service 
TO 
Japan, Shanghai, Dairen, Taku Bar, Tientsin 


CITY OF SPOKANE............. ..March 29 
WEST HIMROD .......... shetree ee 
ELDRIDGE............ ees. 


Also Regular Sailings Direct to Beads, ‘Amog, Swatow, Cebu, Iloilo 
FOR RATES, SPACE AND OTHER INFORMATION APPLY: 


Chicago—Merchants Loan & Trust Bldg., 112 West Adams 
Street, Phon Randolph 7739. 

New Yeork—32 Broadway, Phone Broad 0580. 

Boston—177 State Street. 

Philadelphia—101 Bourse Building. 

Detroit—1714 Dime Bank Building 

San Francisco—Robert Dollar Building. 

Los Angeles—626 South Spring Street. 

Portland—101 Third Street, Corner Stark. 

Seattle—409 L. C. Smith Building. 














L. L. BATES, General Freight Agent, Seattle, Wash. 


jANeale plete 
Ouloeteclan\/ Elias Diel~ 


Operated for 


United States Shipping Board 


by y-Neteobse-tan@)al-sehe-} Line, 1 EVer-t-sbet-ae @hel-pa- tee a) 
C. Smith Bidg., Seattle 
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Exporters 


“YOUR OWN” 
WAREHOUSE 


in Great Britain 


LMS 
Storage 


Warehouses 
in Britain 





No matter what your exports 
may be—in what market you 
are operating —there is one of 
the 350 L. M.S. warehouses in 
the heart of that market—“Your 
own warehouse”’—as advanta- 
geously situated as though you 
had selected the site yourself. 


cc 
17 


Ne 





All rail connected — trucking 
and transfer charges are elimi- 
nated while L.M.S. warehousing 
charges themselves are as low as 
any in the country. 

Traffic Managers and Freight 
Forwarders should investigate at 
once the many advantages of 
using the L. M.S. chain of ware- 
houses. 


LONDON, MIDLAND & SCOTTISH RAILWAY 
OF GREAT BRITAIN 


“THE BEST WAY” 





350 Warehouses. 


Ten million feet of floor 
space. 





For information, address: 


THOMAS A. MOFFET 


Freight Traffic Manager in America 


LONDON, MIDLAND & 
SCOTTISH RWY. OF G. B. 


New York 





The cheapest and most 
convenient form of stor- 
age in Britain. 











One Broadway 
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United StatesGovernment Freight Services 


| From Atlantic Coast and Gulf Ports 
| AMERICAN ANTILLES LINE| AMERICAN DELTA LINE 


1 d oth 
New York to Trinidad, New Orleans and other 

















AMERICAN DIAMOND LINES | AMERICAN DISPATCH LINE 


Philadelphia " Rotterdam 




































New York t Amsterdam| CulfPorts (except New Orleans) 
the Guianas and Gulf nod ) Philaddipbiw”! every 10 days ee 
t i 
Vegeta se: to _— ee i>, 4 meg 12 a East Coast of South America 


Baltimore 
Rotterdam 
ee Roads to Antweep 


2 Sailings a month 
BLACK DIAMOND S. S. CORP. 
67 Exchange Place New York City 
Managing Operators 


AMERICA FRANCE LINE 


Fortnightly Sailings 










Brazil and River Plate Ports 
Fortnightly Sailings 


MISSISSIPPI SHIPPING CO., (inc.) 
New Orleans, La. 


A Sailing Every 3 Weeks 

























COLOMBIAN STEAMSHIP CO., (inc.) 


MUNSON STEAMSHIP LINE 
17 Battery Place New York City 


67 Wall Street, New York City 


Managing Operators 


AMERICAN INDIA LINE 














Managing Operators 





Managing Operators 


AMERICAN DIXIE LINE|AMERICAN EXPORT LINES 


New Orleans to Irish, United Kingdom 































































































North Atlantic Ports to allMediterran- | Baltimore | t Havre 
vs Ports —— viedo gia eanPortsincluding Adriatic,Black Sea a - 2 Dunkirk New York to India 
Ori ailing nde ae Deve. chester} 224 Levant Ports, French Mediterran- ailing every 20 days 
New Or _~* or nee Sailings com, Woe onstet aly an peotenh New York to Dunkirk Monthly Sailings 
New Orleans = tone pers to London ean oF Adriatic Ports as cargo offers. fai 2 ha every —- 
onthly Sailings Gree ck Sea Ports, iladelphia ordeaux 
H Month a ‘Sailings ate Conmattonesie Monthly Sailings Malta, New York — to St. Nazaire ROOSEVELT STEAMSHIP 
cess Manchester. Greek Syrian Const Ports and Alex- A:Sailing Every 20 Days COMPANY, (Inc.) 
andria. 2 Sailings a Mont 
UNITED GU F Ss. 5 ee ; Ges) THE EXPORT STEAMSHIP CORP. COSMOPOLITAN SHIPPING CO., (Ine.) 44 Beaver St. New York 
Whitney Central hey ~ Orteane La. 25 Broadway New York City 42 Broadway New York City - 
M. erators ‘ Managing Operators Managing Operators Managing Operators 





AMERICAN MERCHANT LINES | AMERICAN PALMETTO LINE| AMERICAN PIONEER LINE| AMERICAN PREMIER LINE 


New York to London South Atlantic Ports to 




















= . North Atlantic Ports to Gulf and S. Atlantic Ports to 
Balti Weekly Sailings | ondon Liverpool and Manchester China and Japan French Mediterranean, 

altimore to Hull Monthly Sailings Monthli ly Sailings West Coast of Italy 
Hampton Roads Leith Bremen and Hamburg Philippines & Dutch ast Indies 4 Sailings a Month 

2 Sailings a Month Monthly Sailings Monthly Sailings Adriatic Greek Levant, 

Philadelphia London London, Rotterdam and Gulf Ports to Far East Constantinople, Malta, 
apr P to Hull Antwerp (China, Japan and Philippines) North Africa, (East of Bizerta) 

-_ a” P Leith Monthly Sailings Monthly Sailings Monthly Sailings 

Lo ne cceayeggene ATLANTIC GULF AND | UNITED GULF S.S.CO., (Inc. 

J. H. WINCHESTER & CO.,(Inc.) | THE CAROLINA COMPANY med 





ie x ORIENTAL S. S. CO., (Inc. ; s 
17 Battery Place New Yock City Charleston, S. C. (Inc.) Whitney Central Bldg. 


















17 Battery Place, New York City | New Orleans, La. 
Managing Operators Managing Operators Managing Operators Managing Operators 
AMERICAN REPUBLICS LINE LINE |AMERICAN SCANTIC LINE AMERICAN AMERICAN 
N rk Brazil and 
dng to a New Pann Boston, SOUTH AFRICAN LINE WEST AFRICAN LINE 
Monthly Sailings imore New York 
Eesedsigtte Brazil and to New York (Gulf via New York as offers) 
Jacksonville to aver Plate Scandinavian and * to 
Savannah orts . South and East African Ports | Azores, Canary Islands, Madeira 
Philadel jee Sailings Ple Baltic Ports eesti: ai onl Gen biden 
Hampton Reade, ti pons ° ee A.H siais <han inc.) ae eee 
on aiings . ° , nc. 
INTERNATIONAL FREIGHTING corr. | MOORE & McCORMACK CO.(Inc) | so West Street New York City | aginsat Strect® New You Cit 
44 Whitehall Street New York City — a ' . 
Managing Operators Managing Operators Managing Operators Managing Operators 


ATLANTIC GULF-WEST [MISSISSIPPI VALLEY|MOBILE OCEANIC LINEJORIOLE LINES 
AUSTRALIAN LINE [MEDITERRANEAN LINE) EUROPEAN LINE | Mobile, Pensacola, —[lenpal so" Forty Sli 


Tampa, Jacksonville, Savannah 

























Philadelphia, Boston to Liverpool, _ 

Charleston to New Orleans — chester. Formightl Saili 

New York to Australian| London, Rotterdam, Antwerp ie Steeest Mieaeen to Maneater, Avonmouth, ew Te 
and New Zealand Ports Gull Porte to Havre— Antwerp Lenton | Havre, y oan B Sailings every —.. 
Monthly Sailings Portuguese end Svesich Atlantic Pa sa Rotterdam, Hamburg, ne — eon ~ 
ly Sailings 2 Sailings a Month ghtly ng 
UNITED STATES & | Aircon Pots Wen ef Baer) | MISSISSIPPI SHIPPING — pag raptor 

ican Fo 0 a rk, 
AUSTRALASIA S. S. CO. A Sailing every 20 days CO., (Inc.) WATERMAN S.S. CORP. | 5,5; Monthly ae “eS 
8-10 Bridge St., New York City] TAMPA INTEROCEAN S. $. CO. snantiinan he, Mobile, Ala. ~ wee 
Managing Operators 4 | net — * Managing Operators Managing Operators CONSOLIDATED NAVIGATION C6, 
SOUTHERN STATES LINE 

PAN AMERICA LINE]... oriecostcRouerdsm Am TEXAS STAR LINE|UNITED STATES LINES| YANKEE LINE 





New York to satay Se Svat: aa a New York to Southampton |Baltimore, Hampton Roads, 









Rio de JaneirogSantos, [arbart,Sauinds « Mont “4 A Saiing very 2 Weeks | Philadelphia, Boston 
Montevideo and =: . “ by em - — Havre and Antwerp waahlinis to 
ouston and Galveston to ra to Hamburg and Bremen 
Buenos Aires Bremen and Rotterdam Weekly Sailing 
2 Sailings a Month Bremen 2 Saili. Month 
Houston to Bremen and Ham.-| Weekly Saili ings a Mont, 
Fortnightly Sailings burg. 2 Sailings a Month ae ee — eekly Sailings 
| °. ie ee * nc. 
MUNSON STEAMSHIP Line] ’=° ‘Gondaed > ‘ UNITED STATES LINES ROGERS & WEBB 
67 Wall Street New York Ci 925 Whitney Gootcet Bldg., Houston, Texas 45 Broadway New York City|110 State Street Boston, Mass. 
M. e New Orleans, ' 
anaging Operators Managing Operators Managing Operators Managing Operators Managing Operators 





UNITED -ED STATES SHIPPING BOARD _FLEET CORP. 
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CALIFORNIA ORIENT LINE 


Bi\\ . 
Gs 2 NS isi Fastest Steamers 


ja! 


‘ao we = Vow Between 
ttre . SAN FRANCISCO 
and the 


ORIENT 


via 


HONOLULU 


Unexcelled Passenger Freight Service 


Passengers and Express-Freight NEXT SAILINGS Passengers and Express-Freight 


From San Francisco to Honolulu, Yokohama, Kobe, 


Highest Shanghai, Hongkong and Manila —_ 


- President Pierce sails 
President Taft sails i Insurance 


Rates 


Marine 
Classification 


NNMWW 
NNN MIN 


and every ] 4 days thereafter 
Through Bills of Lading issued to and from all ports beyond port of call 


For rates and other information apply to any railroad agent, or to 


CALIFORNIA ORIENT LINE 


508 California Street Central Bldg., 108 West Sixth St. 10 Hanover Square 
San Francisco, Cal. Los Angeles, Cal. New York City 


John Crossman, Webster Bldg., 327 So. La Salle St., Chicago, IIl. 


Horace W. Cross, 410 State Theatre Building, Pittsburgh, Pa. 
Southgate Forwarding & Storage Co., Southgate Terminal, Norfolk, Va. 
Norton, Lilly & Company, Equitable Building, Baltimore, Md. 


UNITED STATES SHIPPING BOARD 


By Pacific Mail Steamship Co., Managing Operators 





March : 
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THIEF RIVER FALLS” 


GRENVILLE 


MINNEAPOLIS, ST. PAUL & SAULT 
STE. MARIE RAILWAY CO. 


VIA THE 


SOO LINE 


BETWEEN 


ALL POINTS 1 THe EAST ann SOUTH 


AND 


NORTHWEST, WESTERN CANADA 
NORTH PACIFIC COAST 


(fe avold delay, shipments for Canadian destinations must be acoompanied by SHIPPERS’ EXPORT DECLARATION MADE IN TRIPLICATE. 
This dooument must be delivered railroad agent at initial point with the shipment and accompany same to Canadian port of entry. 








Boston, Mass., 40 Central St. AGENCIES Pittsburgh, Pa., 840 Sixth Ave. 

Buffalo, N. Y., 409-410 Iroquois Bldg. Los Angeles, Cal., 605 So. Spring St. Portland, Ore., 55 Third St. 

Chicago, Ill., 707 Standard Trust Bldg. Memphis, Tenn., Porter Bldg. St. Louis, Mo., 2050 Railway Exch. Bldg. 
940 Rookery Bidg. Milwaukee, Wis., 68 Wisconsin St. ‘St. Paul, Minn., 1112 Merchants National 

Chippewa Falls, Wis. _ 918 Majestic Bldg. Bank Bldg. 

Cincinnati, O., 409 Traction Bldg. Minneapolis, Minn., Soo Line Bldg., 5th St. San Francisco, Cal., 675 Market St. 

Cleveland, O., 915 Union Trust Bldg. and Marquette Ave. Sault Ste. Marie, Mich. 

Detroit, Mich., 311 Free Press Bldg. Neenah, Wis. Seattle, Wash., 608 2nd Ave. 

Duluth, Minn., 820 West Superior St. New York, N. Y., Woolworth Bldg. Spokane, Wash., 1006 Old Nat’l Bank Bldg. 

Grand Rapids, Mich., 414 Linquist Bldg. Omaha, Neb., 1025 W. O. W. Bldg. Superior, Wis. 

Indianapolis, Ind., 522 Merch. Bank Bldg. Philadelphia, Pa., Cross Bldg., Locust St. at Waukesha, Wis. 

Kansas City, Mo., 788 Railway Ex. Bldg. 15th. 


Winnipeg, Man., 603-604 Lombard Bldg. 


ROUTE YOUR FREIGHT-CARE SOO LINE 
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SOUTHERN PACIFIC LINES 
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Where to reach them 





Where they reach 
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trans; 
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Note Juxtaposition of Headlines on This and Opposite Pages: prost 
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